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1. Gott! “QNE OF THE GREAT JOBS OF THE WAR 
or cn I! iS being done by the American Railroads” Buy More 
a a WAR BONDS 

..says Damon Runyon, noted news analyst for the 

Hearst Papers. ‘Indeed, it may be the greatest of Wy, D, Gy WM, 
Division all our civilian war efforts in point of successful \\ We " 
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functioning with astounding efficiency. Without 
them the nation would be sunk’’. 
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In a constant endeavor to improve our 
service to the highest degree, we have 
for many years been associated with a 
number of warehousing firms, outstand- 
ing in their particular territories, to an- 
alyze warehousing conditions, exchange 


ideas and general information. 


Comparison of handling systems, meth- 
ods of preserving commodities, speeding 
up deliveries and creation of various 


economies have proven to be of real value 


to storage patrons. 


BUFFALO MERCHANDISE WAREHOUSES, INC. 
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Chicago—433 W. Harrison St. New York Office—271 Madison Ave. Kansas City—1104 Union Ave. 
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With such established connections our 
group is definitely in a position to under- 
stand the various requirements of the 
shippers and give the best possible 


service. 


Our Chicago, Kansas City, Los Angeles 
and New York offices will cheerfully 
provide any information regarding the 
house in your territory with whom we 
are affiliated or give you the names of 
the warehouses in other cities in which 


you may be interested. 






HANSEN STORAGE COMPANY 


MILWAUKEE 


LEICHT TRANSFER AND STORAGE CO. 


GREEN BAY 





MICHIGAN DOCK CORPORATION 


DETROIT 


OVERLAND TERMINAL WAREHOUSE CO. 


LOS ANGELES 





RUDIE WILHELM WAREHOUSE CO., INC. 


PORTLAND, OREGON 


Associated with Overland Terminal Warehouse Co., 1807 E. Olympic Blvd., Los Angeles 


For Additional Detailed Information See TRAFFIC WORLD WAREHOUSE SECTION LISTINGS. 




















— cen 8 


May 2 


Peal 


Ja 


ORLD | may 29, 1943 1247 


Whole Number 1886 


VOLUME LXXIeNUMBER 22 


Jable of Contents ..... 





There’s no time 


DD <5, cekeedathegink OlReR SERA RES eeeabeee 1253 
Decisions of the Commission..............eeeceees 1255 L 1 k e t h p D r B S e n t t I m e 
RaeOad APGHEORIMENES ...ii iss bis ced cacdewcseces 1263 


| 8 ee peer er Tre rr TTT eee 1265 T 0 t 


Motor Rate Increases 
Loss and Damage Decisions..................0200- 1273 
Miscellaneous Traffic Decisions .................... 1273 
U. S. Supreme Court Decisions. ....... 0.5.05 .002000%6 1273 
ee: TO. TD no vende sdewedwe dake da cds 1275 
RDN RNNER MU OIBNIN a SoS 2G coi cars lian Nae ie a Waele sles 1284 
all) WAGER TREPCRGOE aac oioioie oko bis ic ia are wninededis 1285 
ee OA INNNNR 6 5565505 026k a ssi eed wae aoe eee 1289 
Trick Meetings at Cincinnati ..........60006s00006 1291 


Defense Transportation Orders, Etc 


War Mobilization Office 1293 












TRAFFIC WORLD 


POTAOeL. TNCWS BU HOUR 5s 5 okies ode dada cawewe 1300 % ot 
ee Sk I I iia cons ksid ceeae sacs 1302 
i i i. i nak d se ak eee eee eeenee 1304 % 
Digestsa of New Complaints. ............cccccceces 1306 , 
| Docket of the Commission 
Name Registered U. S. Patent Office — Copyright, 1943, Traffic Service Corporation 
Published Every Saturday by The Traffic Service Corporation 


mere PENDABLE SERVICE 
| q@® E. F. Hamm, Jr., President and Treasurer @ 


Henry A. Parmer, Vice President and Secretary 





Publishing Headquarters: 418 S. Market St., Chicago, Ill, U. S. A. 
Washington, D. C., Office: 1023-28 Earle Building 


ORR pgm omemeet tera pam mR RES Re iE Naame: KEESHIN MOTOR EXPRESS CO., INC. 
EDITORIAL AND BUSINESS STAFF 


HL A. Passem, hy tech NATIONAL FREIGHT LINES, INC. 
Editor . , cons hg News Bureau SEABOARD FREIGHT LINES, INC 
| OBERT J. Bayer, Assistant Editor 


J. L. KEESHIN, President 
R. R. Lernem, Mgr., Special Service Dept., Washington 


D. J. Hansen, Circulation Mgr. Emi G. StTan.ey, Advertising Mgr. 
Advertising Representatives: R. W. Ciassen, J. B. Cox 
Se 


Published weekly by THe Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 











TRAFFIC WORL 







































One of a series showing how Lackawanna is 
serving in America’s all-out drive for victory 
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Merchant ships must be loaded on split-second 
ot Fe encrcene schedules with properly balanced cargoes in order 

_ 7 to join their convoys on time. That means the 
railroads must deliver, every day, over 4,000 Car” 
loads of freight to the ports for shipment. Lack- 


2 IE 2 me 

S ¢ 7 > WK, Lif Zé hth 
¢ ¢ . 
BLL LEYS awanna, with its major rail and marine terminals 
wa <n an serving the greatest Atlantic port, is a vital factor \ 
in this tremendous job. Lackawanna dependable 
Tracks cleared for war on the route of Phoebe Snow. freight service helps to “keep ’em moving” for 
Victory. 
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Of all the many ridiculous decisions by New Deal 
® bureaus in labor cases, we commend for first prize 
the one handed down this week by a fact-finding board 
fora wage increase of eight cents an hour for the non- 
operating railroad employes. We are not speaking now 
of the amount of the increase or of the fact that any 
increase at all was granted, but of the silly attempts 
of the board to justify the findings that it had obviously 
gt its mind on. 

In the first place, the board says the sums paid to 
the men because of the retroactive feature of the de- 
cision Should be paid in war bonds in order to avoid 
‘inflation.”” Of course, neither the board nor anyone 
dse has the power to tell the railroads in what coin 
their debts shall be paid nor the men in what coin, 
other than legal tender, they must accept it. Moreover, 
these war bonds, if the railroads choose to pay in bonds 
and the men to accept them, could be cashed in for 
money at the end of sixty days—as why should they not 
be? They would not represent money that the workers 
had chosen to set aside for bonds, but money that was 
due them in wages, with respect to which they could use 
their own judgment as to how much, if any, might be 
invested in bonds. Thus, whatever obstacle to inflation 
the board thinks it has set up would be of no avail. 


Henry A. Palmer, Editor 
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More Money tor Rail Labor 


Then the board finds that the wage increase it 
recommends is no excuse or reason for increases in 
rates, because increases in rates would cause inflation, 
while increases in wages would not! Who is it to say 
that the railroads are not entitled to earn more money 
in order to pay increased costs foisted on them without 
their consent? They got an increase in rates in Ex 
Parte 148 principally in order to enable them to pay a 
former increase in wages, but that rate increase was 
“suspended,” as of May 15, because the Interstate 
Commerce Commission found that the business they 
were doing was sufficient to enable them to pay their 
bills without it. Now their labor bill is to be increased 
again by $204,000,000 a year. Why not another rate 
increase? The fact-finding board says no, though that 
is none of its business. According to its logic, the Com- 
mission ought not only to have suspended the Ex Parte 
148 rate increases, but to have reduced rail revenue by 
$204,000,000 a year in addition, since, according to the 
board, the railroads still have enough to pay this wage 
increase without increasing their revenues. 

The ideas of this board and most other New Deal 
agencies with respect to what wages ought to be 
paid and what constitute “inflationary tendencies” are 
plainly governed by the desire to give labor everything 





A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 





secoad Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
n order portation business. 
h Keep politics out of rate-making. 
ans the _ An authoritative determination by competent and un- 
00 car’ biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
Lack- them in their business, and a uniform application of the 
eminals Principles thus arrived at. 
Proper payment by inland waterway transport for the 
1 factor use of the waterways as a place of doing business. 
endable Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
ng” for operation by shippers in such economies. 


: Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 

make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 





OUR PLATFORM 
(THE LONG HAUL) 


Cordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 


1253 





1254 


they can—or, at least, the fear of denying them any- 
thing important. The miners and now railroad em- 
ployes are getting theirs. The rest will all be jumping 
in while the getting is good. “Hold the line” is a joke. 


Ruml Dispute Over=We Hope 

The tempest in a teapot with respect to the Ruml 

income tax plan is settled, if the agreement of the 
House and Senate conferees is ratified. As usual in 
such cases, the result is a compromise. We shall pay 
as we go—a feature on which everybody agreed—but, 
instead of having all our 1942 taxes forgiven, only those 
who paid less than $50.00 will be entirely forgiven and 
those who paid more than that will be forgiven seventy- 
five per cent, except that those who paid up to $66.67 
for 1942 also get a $50.00 exemption. Thus, neither for- 
giveness nor refusal to forgive is established as a prin- 
ciple, but we get something on which agreement could 
be reached. 

So far as the ordinary taxpayer is concerned, as 
compared with his status if there were to be no new 
legislation, he whose taxes for 1942 are less than $50.00 
pays just the same and he whose taxes for 1942 are 
more than $50.00 pays more than he otherwise would 
have paid to the extent of twenty-five percent of his 
1942 taxes. Perhaps this is worth while for the sake of 
getting on a pay-as-you-go basis, though we do not see 
the equity in forgiving one class entirely and another 
only partly. And perhaps the excess taxes those in the 
higher brackets must pay will not really be an excess 
in the long run, for taxes are to be increased and, 
strictly speaking, they will not have to be increased so 
much now that current taxpayers in the higher brack- 
ets must pay part of their 1942 taxes in addition to 
1943 taxes. 


This Screwy Government 

As an example of “screwiness” in government 
management, consider the case of the T. P. and 
W. Railroad—and this, for the moment, quite apart 
from the labor controversy that led to its taking over 
by the government. 

Holly Stover, of the O. D. T. staff, is now federal 
manager of the railroad, but he serves without salary 
as an O. D. T. employe. He is financially able, it is 
understood, to make this contribution to public service 
and would be, perhaps, entitled to credit for it—though 
the government does not need to look for men who will 
work for nothing—but for the fact that he is still on 
salary with the G. M. and O. Railroad, of which he is 
vice-president. Thus, the G. M. and O. is paying the 
salary of the manager of the T. P. and W. 

Much is made by Mr. Stover and the O. D. T. of 
the fact that, while George McNear, as president of 
the T. P. and W., which he owned, lock, stock, and 
barrel, paid himself a salary of $45,000 a year, Mr. 
Stover serves for nothing (though at the expense of 
the G. M. and O.) and George Voelkner serves as gen- 
eral manager of operations at a salary of $15,000 a 
year, which is probably as much as if not more than 
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he ever earned anywhere else, and is $5000 a yea 
more than Mr. Eastman gets as Director of the Offic 
of Defense Transportation and $7000 a year more thay 

the $8000 a year he is permitted to pay the “key men’ 

on the O. D. T. staff. Add Mr. Voelkner’s $15,000 and 

the salary that Mr. Stover gets from the G. M. and  — 
together and you have a sum probably not far removed Tru 
from the $45,000 salary Mr. McNear paid himself fo 
doing what both these men do, and probably doing it|yas ir 
a good deal better. aband 


If the government is able thus to scramble things mutes 
on the one railroad it operates in this country—and noe 
that a small one—what vast possibilities there would} green 
be for a gigantic omelet if it operated all the railways! _ 





gation 

It might be a good idea if some of the Army and ea 
Navy premature “E”’ awards to workers in war pro-|_ 17 
duction plants for excellence in effort were withdrawn that : 
from those plants where the workers are now strikino|Cowli 
for one reason or another. They were foolish in the first “i “ 
place, for the workers were only working overtime for| throu: 
extra pay as they would have been do'‘ng gladly in| nin 
peace time if there was work to do. Now they .pear|is not 
just ridiculous. ia 
count 


for se 
Now, if the Interstate Commerce Commission were} said | 


as low-minded as the Transportation Board, it might we 
make a deal with Congress by which it could get the} view. 
appropriation it wants, including increases in the sal- = 
aries of its members to the statutory amount—$12,000 | titi 
a year. The Transportation Board got money from Con- } sion 
gress by promising to investigate the interterritorial 

freight rate situation—a matter that was outside its 

province. Certain members of Congress evidently would 
like the same kind of investigation by the Commission |* 
—which would be entirely within its province. But the}; 
Commission shows no intention of offering to accept}, 
a bribe. 


A Board That Didn't Scare 


The report of the emergency fact-finding board 

in disputes over the basis of pay for engineers and 
firemen and demands for additional men on Diesel loco- 
motives (elsewhere in this issue), is the first of its 
kind of which it may be said that the unions did not 
get a goodly share of what they asked for. An examina- 
tion of the board’s recommendations indicates that they 
agree with the brotherhoods on only two minor points, 
and that, with respect to both, the board seems to have 
acted in fairness and equity. 

The first would extend the maximum weight-on- 
driver classification of locomotives beyond the existing 
limits, where the pay of the engineers and firemen 
“freeze out,” so to speak. In other words, under present _ 
wage scales, the enginemen’s pay is based on the |iso, 
weight-on-drivers of the locomotive they are tending = 
up to 500,000 pounds on passenger locomotives, afte? }key 
which it remains static, no matter how huge the steam, 

(Continued on page 1288) 
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Temovelt{pgek Route “Abandonment” Case 


mself fo Evidence submitted by the petitioner in the proceeding 
/ AOing itlwas insufficient to support its claim that the respondent had 
avandoned its authorized operations as a motor common car- 
rier of general commodities with exceptions over irregular 
dle things| utes between Portland, Ore., on the one hand, and points in 
itr qj Cowlitz county, Wash., on the other, said the Commission, 
y—an jivision 5, in a report in MC 679, E. A. Christianson and Ruth 
-re Wwould|¢reen dba Green Transfer Co.—Revocation of Certificate, in 
railways' which it denied a petition of H. F. Martin and A. J. Martin, 
ys. dba Martin Transfer Co., of Longview, Wash., for an investi- 
gation of alleged cessation of operations by the respondent, 
looking to revocation of the certificate to the extent the opera- 
\rmy And|tions authorized therein had been abandoned. 
war pro- The report showed that the respondent’s place of business 
: was in Portland. The Commission said the petitioner alleged 
vithdrawn};hat the Green Transfer Co. had abandoned its Portland- 
V strikino| Cowlitz county operations since Jan. 1, 1938, which operations 
Thad been authorized by respondent’s certificate in MC 679. 
n the first “Clearly, the general testimony of one petitioner that 
-rtime for| through observation and inquiry he had been unable to find 
ol . |that respondents had performed any service to two particular 
gladly IN| points, namely, Longview and Kelso, in Cowlitz county . . 
oy pear'|is not enough,” said the Commission. 
. It said the respondent denied the allegation with the state- 
ment that its records showed services at intervals in Cowlitz 
county since Jan. 1, 1938, and that they had refused no call 
for service to and from points in that county. The Commission 
sid the petition grew out of the petitioner’s fear that the 
prospective purchaser of the operating rights in question would 
institute a regular route service between Portland and Long- 
view. These rights, said the Commission, had been transferred 
since the hearing to Champ Nutter of Longview. If the trans- 
feree should begin the unauthorized service anticipated by the 
petitioner, the act provided adequate remedies, the Commis- 
sion observed. 
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Substituted Motor Service 


The Commission, division 5, by a report and order in MC 
913, Sub. 15, Frisco Transportation Co. Extension of Opera- 
tions—Missouri-Arkansas, has granted common carrier author- 
ity to Frisco for the transportation of general commodities, with 
exceptions, over five routes, respectively between St. Louis, 
Mo, and Blytheville, Ark.; between Sikeston, Mo., and Leach- 
ville, Ark.; between junction Missouri Highways 22-55 and 
junction U. S. highways 62-67 in Arkansas; between Holcomb, 
Mo, and Poplar Bluff, Mo.; and between Caruthersville, Mo., 
and Datto, Ark. 
> The authority is limited to service auxiliary to, or supple- 
4 mental of, rail service of the St. Louis-San Francisco Railway 

Co, and includes a key-point condition requiring that no ship- 
ments be transported by the applicant between any of the fol- 
lowing points, or through or to or from more than one of said 
points: St. Louis, Chaffee, and Hayti, Mo., and Blytheville, Ark.; 
hor shall applicant transport any shipment by motor vehicle 
between St. Louis and any point south or west of Chaffee. 

The substituted motor service, the report said, was a more 
ficient means of service in performing the railway’s under- 
taking to transport, and that it would result in more frequent 
and faster service for patrons of the railway. At the same 
lime, it said, it would release considerable box-car equipment 
which could be used to better advantage in the rail service. 
That it would serve the public convenience and necessity, the 
port said, was clear. Protestants did not deny this, it said, 
' Ut insisted that, as a matter of policy, the application should 
weight-On- fie denied in its entirety, “thus requiring the railway to utilize 
re existing |'"¢ services of existing motor carriers if the anticipated benefits 

2 are to be accomplished.” 

id fireme ihe report said that protestants had cited the key-point 
ier present}nditions in Kansas City S. Transport Co., Inc. Common Car- 
- the ner Application 28 M. C. C. 5, and had urged that the language 
>a on v {ised in that case “clearly shows it was the intention of the 
re tending Commission to permit the handling of shipments by motor 
ives. after jehicle only ‘between the intermediate points located between 
IVES, ‘y points’ and not ‘from or to intermediate points between 
the steam, 


ling board 
ineers and 
Yiesel loco- 
irst of its 
ns did not 
1 examina- 
; that they 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





key points to or from a key point,’ for example, between St. 
Louis and intermediate points located between St. Louis and 
Chaffee.” 


Protestants misconstrued the language of the decision, the 
report said, and added: 


It specifically points out that while the restriction will prohibit 
the handling of shipments by motor vehicle between key points, it 
will not prevent the handling of shipments by motor vehicle between 
points which do not involve movement between two key points, nor 
will it prevent the handling of shipments by motor vehicle between a 
key point and an intermediate point located between that key point 
and the next key point—for example, between St. Louis and an inter- 
mediate point between St. Louis and Chaffee. Unless shipments may 
be handled by motor vehicle between a key point and intermediate 
points located between that key point and the next key point, the 
very purpose of substituted service would be defeated, requiring the 
continuance of way freight-train service in the handling of less-than- 
carload traffic which the substituted service is intended to avoid. 





Loveland Water Rights 


By a report and certificate in W-16, S. C. Loveland Com- 
pany, Inc., Application, the Commission, division 4, on reconsid- 
eration, has affirmed the prior report, 250 I. C. C. 571, finding 
the applicant entitled to continue in operation as a common car- 
rier by self-propelled carrying vessels and non-self-propelled 
vessels with the use of separate towing vessels, in the trans- 
portation of commodities generally, between ports and points on 
the Atlantic coast and tributary waters, but not including ports 
and points on the Hudson River above New York harbor and 
contiguous harbors, or on the New York state canal system. 
The report and order reversed the findings in the prior report, 
to the effect that the applicant had failed to establish any 
“grandfather” rights with respect to towing operations, and the 
instant report found applicant entitled to continue operation as 
a common carrier by towing vessels in the performance of gen- 
eral towage, between the aforementioned ports and points. 

The report said that, at the time of the previous report, the 
controlling decision with respect to carriers seeking authority 
to perform both towing and freighting service was Eastern 
Transportation Co. Contract Carrier Application, 250 I. C. C. 
505. That decision held, it said, that a person engaging in trans- 
portation by non-self-propelled vessels and separate towing ves- 
sels should not be authorized also to engage in general towage, 
but should perform towage as part of its freighting operation. 
That finding had been reconsidered, the report said, and the 
conclusion had been reversed, towage having been found to be 
a separate operation in Eastern Transportation Co. Contract 
Carrier Application, decided March 6, 1943. 

The applicant had refuted the statement in the prior report 
that the evidence submitted with regard to towing operation 
consisted only of a list of customers served, the report said, and 
had shown that it had six towboats available. An exhibit of 
record, the report said, included many towing operations be- 
tween many points in the territory involved. 

The report said that the aforementioned findings were in 
addition to the finding in the prior report exempting from the 
requirements of part III of the act applicant’s transportation of 
smoke stacks, smoke stack casing, hangar hatch covers for naval 
vessels, and structural bridge steel of 60 feet or more in length, 
between points on the Atlantic coast and tributary waters from 
New York harbor to Jacksonville, Fla., both inclusive. 


Commissioner Miller dissented in part insofar as the report 
granted “grandfather” authority to perform general towage 
from and to ports and points along the Atlantic coast and tribu- 
tary waters north of New York harbor and south of Virginia. 
To be entitled to such authority, he said, applicant was required 
under section 309(a) of the act to show that it had been in bona 
fide operation since the ‘‘grandfather” date. The expression “in 
bona fide operation,” he said, excluded the idea that mere abil- 
ity to serve was enough and included actual rather than poten- 
tial or simulated service. Furthermore, he said, it was well 
settled that a mere offer to perform the service without any 
actual performance thereof during the critical period was in- 
sufficient to prove bona fide operation from which the applicant 
could benefit under-the “grandfather” clause, citing Loving vs. 
United States, 32 Fed. Supp. 364, affirmed by the Supreme 
Court, 310 U. S. 609. Mere publication of tariffs naming rates 
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between particular points, Commissioner Miller said, did not 
constitute bona fide operation. 

The record, he said, faited to show any towing operations 
by applicant north of New York harbor since Jan. 1, 1938, and 
showed a few sporadic operations south of Virginia in the criti- 
cal period, but that it did not disclose whether any of them were 
non-exempt operations. 


Plaster Wallboard, Ia. to Mo., Ill. 


An adjustment of rates on plaster wallboard, in carloads, 
from Fort Dodge, Gypsum, and Kalo, Ia., to St. Louis, Mo., 
East St. Louis, Ill., and points taking the same rates, without 
observing the long-and-short-haul part of section 4 of the inter- 
state commerce act, has been authorized by the Commission, 
division 2, in a report in fourth section application No. 19809, 
Plaster Wallboard—lIowa to St. Louis and Related Points. 

By fourth section order No. 14927, carriers parties to Agent 
L. E. Kipp’s tariff I. C. C. No. A3058 were authorized to con- 
tinue existing rates from the named origins to St. Louis, East 
St. Louis, and points taking the same rates, and to reestablish 
and maintain to intermediate points in western trunk line ter- 
ritory rates on the basis prescribed or approved in Gypsum As- 
sociation vs. Atchison, Topeka & Santa Fe Railway Co., 198 
I. C. C. 47, plus increases subsequently authorized. The relief 
is subject to 50 per cent circuity. The Commission said in com- 
plying with the circuity limitation, distances might be computed 
in the same manner as used in constructing the rates prescribed 
in the Gypsum case, supra. 

The Commission said it appeared that plaster wallboard 
was a highly competitive product, and that to continue the 
existing adjustment to intermediate points might necessitate re- 
ducing the rates from the same origins to other destinations in 
western trunk line territory, and result eventually in disrupting 
the adjustment to that territory prescribed or approved by the 
Commission. It appeared that the adjustment was substantially 
the same as that considered in Plaster, Plasterboard, and Re- 
lated Articles, 218 I. C. C. 406, it said. Temporary relief was 
denied by F. S. O. 14716, and a hearing was held. The Commis- 
sion concluded that the carriers had made a special case war- 
ranting the relief. Concurring in part, Commissioner Splawn 
said: 

The circumstances here recited are rather exceptional. The com- 
petition which the direct routes propose to meet at a competitive mar- 
ket is that of another rail carrier with a much longer route. Under 
these conditions it is difficult to find in this report that relief from 
section 4 of the act is justified to increase the present rates to inter- 
mediate points on short tariff routes to a basis higher than that ob- 
served to the more distant competitive points. The rates to the com- 
petitive points are based on the full combination of locals over the 
route of the Illinois Central which is about 145 miles longer than these 
short tariff routes. The present rates over applicant’s routes and over 
the route of the Illinois Central conform to section 4. The relief from 
section 4 which is found justified in this report, for example, would 
authorize an increase from 29 to 30 cents in the rate from Fort Dodge, 
lowa, to Thompson, Mo., 219 miles, as compared with a rate of 29 cents 
to St. Louis, 424 miles, over the short tariff route. The latter rate is 
based on the full combination of locals over the route of the Illinois 
Central which is about 569 miles in length. 





Liquors in Official-W. T. L. Areas 


An attempt of motor common carriers, partially supported 
by rail carriers, to establish a reduced classification exception 
rating of column 44, minimum 40,000 pounds, on alcoholic 
liquors and wines, between points in trunk-line and a part of 
New England territories, on the one hand, and points in cen- 
tral territory, on the other, and reduced commodity rates 
equivalent to 44 per cent of first class, same minimum, on that 
traffic from and to points in those territories, has been blocked 
by the Commission, division 3, in a report in I. and S. M-1824, 
Alcoholic Liquors and Wines in Official Territory, embracing 
MC C-309, Liquors and Wines—Official and Western Trunk- 
Line Territories. 

The Commission found such rates and ratings proposed in 
the title proceeding unjust and unreasonable as well as rates 
based on minima of 30,000 and 40,000 pounds maintained by 
motor common carriers from points in Connecticut, Maryland, 
Massachusetts, New Jersey, New York, and Pennsylvania to 
points in Illinois, Iowa, Minnesota, and Ohio, and from points 
in Pennsylvania to points in Maryland which were the subject 
of investigation in MC C-309. It ordered cancelation of the 
schedules suspended in I. and S. M-1824 and prescribed rates 
for the future, to be established on or before Aug. 2, no lower 
than 50 per cent of corresponding first class rates, subject to 
a minimum no higher or lower than 23,000 pounds, in both 
proceedings. 

“Although it appears that loads substantially greater than 
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23,000 pounds can be transported in the equipment of these 
respondents, that quantity will be prescribed herein as a reg. 
sonable truckload minimum largely because of the Pennsy)- 
vania loading limitations,” says the Commission. “As seen, rate 
on the basis of 44 per cent of first class, on minimum loads of 
23,000 pounds, would yield but 20.3 cents a truck-mile. We 
conclude that they would be unduly low and that a reasonable 
minimum basis of rates on this traffic would be 50 per cent of 
first class, minimum 23,000 pounds.” " 

; Respondents, members of the Eastern-Central Motor Car 
riers Association, urged that column 44 at 40,000 pounds was : 
reasonable basis, and declared that the 44 per cent basis —c 
mum 20,000 pounds, found reasonable by the examiner in his 
oe — = —_ an he gpa to the rails to establish 

s “on this traffic so low that motor i i 
meet their competition.” ns 
The Commission said the rail carriers took the positi 

competitive equality between motor carriers and al coe 
must recognize equality of minimum weights or quantities to 
the same extent and degree as equality of rates. They approved 
the proposed rating of column 44, minimum 40,000 pounds sinc 
it was a step in the direction of bringing about an equality 
tween rail and motor carrier rates on alcoholic liquors and was 
also a step towards uniformity in the rail and motor rates 
They asserted, however, that if the motor carriers met the 
carload rates and at the same time maintained lower prc 
they (the rail carriers) would be placed at a disadvantage a d 
would be forced sooner or later to take such protective thes 
ures as were necessary to maintain a competitive equality The 
report said the rail carriers contended that the record ‘indi 
cated that column 44 rates were below a reasonable minim i 
level of rates for the traffic, in truckloads. ™ 





Petroleum Gas Weight 


The Commission, division 2, by a report an i 
28663, Green’s Fuel, Inc., vs. Atlanta & Saint Prog Sw 
way Co. et al., and related cases, has found the estimated weight 
and charges, resulting from the application of such weight on 
liquefied petroleum gas, in tank cars, from midcontinent oi] 
fields to southern territory, not unreasonable or otherwise un- 
lawful in the past. It found the estimated weight of 6.6 pounds 
a gallon unreasonable for the future, and prescribed for the 
future, effective on or before Aug. 30, an estimated weight not 
to exceed 4.7 pounds a gallon. Chairman Alldredge wrote a 
concurring opinion, indicating that his reasons for concurring 
were somewhat different from those of the majority. 

The report said that the Commission had been asked to 
award reparation on actual weight, or a reasonable estimated 
united weight. However, it said, the application of the present 
estimated weight for many years, without complaint; the rapid 
development of the use of liquefied petroleum gas (butane gas) 
in recent years; and the facts attending the establishment of 
that estimated weight, together pointed to the conclusion that it 
had not been unreasonable in the past. 

In arriving at the 4.7 pounds a gallon weight for the future, 
the report said that the estimated weight of 6.6 pounds for 
refined oils was established as the result of an agreement be- 
tween the railroads and the petroleum industry in 1910. It ap- 
proximated the average of the actual weights of the refined 
products then moving, it said, and that at that time liquefied 
gas was Considered a waste product and did not move in tank- 
car quantities. 

When butane, isobutane, and propane were combined in the 
proportions generally used for commercial butane gas, the re- 
port said, the weight did not average over 4.7 pounds. Ship- 
ments to the complainant in No. 28663, it added, weighed from 
4.63 to 4.8 pounds a gallon. 

Citing a shipment in a car having a shell capacity of 10,015 
gallons, the report said that the charges thereon were computed 
on a weight of 62,472 pounds, which closely approximated an 
estimated weight of 6.6 pounds a gallon of contents. At an esti- 
mated weight of 4.7 pounds a gallon of contents, it said, the 
billing weight would have been 44,481 pounds, or 17,991 pounds 


less than the weight used. The weight charged for, it said, was 
more than 40 per cent greater than the actual weight of the 


shipment. 


_ Defendants had argued, the report said, that the estimated 
weight of 6.6 pounds was one of a combination of inseparable 
factors used in calculating the charges, and that a carload mini- 
mum weight was part of the carload rate. The soundness of 
that principal was not open to question, the report said, but that 
what was in issue in these cases related to the reasonableness 
of an estimated unit weight. In this connection, it said, the 
Commission had frequently found unreasonable carload mini- 
mum weights in excess of the weights that could be loaded in 
the cars used. The application of the assailed estimated weight, 
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it said, resulted in the collection of charges based on a weight 
greatly ry excess of that which it was possible to load in the 
ears used. 

In his concurring opinion, Chairman Alldredge said that 
the group estimated weight of 6.6 pounds for petroleum prod- 
ucts was established at a time when the heavier oils constituted 
the bulk of the traffic, and that the reverse of this was now 
true. Therefore, he said, the weight of 6.6 pounds was no 
jonger representative. The finding of the majority, he said, 
was an improvement over the present situation in respect of 
the “per-car’”’ charges on the commodity. In doing this, how- 
ever, he added, the majority had, in his opinion effected a re- 
classification of liquefied petroleum gas. The question of classifi- 
cation was, he said, the real question to be determined here, 
namely, whether liquefied petroleum gas weighing 4.7 pounds 
a gallon was properly classified or grouped for rate-making 
purposes with articles weighing as much as 7.5 pounds a gallon. 

The cases joined with the title case were: No. 28696, Bu- 
tane Gas Dealers of Mississippi et al. vs. Atchison, Topeka & 
Santa Fe Railway Co. et al.; No. 28696 (Sub. 1), Georgia Auto- 
matic Gas Company, Inc., et al. vs. Atlanta, Birmingham & 
Coast Railroad Co. et al.; No. 28756, W. G. Petty & Son et al. 
ys. Atchison, Topeka & Santa Fe Railway Co. et al.; and No. 
98790, R. C. Weis, dba Weis Butane Gas Co. vs. Chicago, Rock 
Island & Pacific Railway Co. (Frank O. Lowden, James E. Gor- 
man, and Joseph B. Fleming, Trustees) et al. 




























Pacifie Terminal Charges 


The Commission, division 2, in a report and order in I. and 
S. No. 5146, Terminal Charges at Pacific Coast Ports, has found 
a proposed terminal charge of five cents a ton, in addition to 
line-haul rates, at Pacific coast ports, not shown to be just and 
reasonable, and has ordered the suspended schedules canceled 
and the proceeding discontinued. The report was written by 
Commissioner Aitchison. 

By schedules filed to become effective Sept. 3, 1942, as 
amended at the hearing, respondent rail carriers proposed to 
establish a separate charge of five cents for 100 pounds, in addi- 
tion to the line-haul rates, for terminal service at the Pacific 
coast ports in connection with traffic moving on transconti- 
nental export and import rates from and to points in the eastern 
part of the United States and Canada, including freight to and 
from Hawaii. At the same time, the report said, the respondents 
proposed to revise the rules governing the terminal services and 
absorptions which would be covered by the existing rates plus 
the proposed charge, the charge to accrue solely to the re- 
spondents. The schedules were suspended on protest of the 
Secretary of War, the Price Administrator, the governor of 
Hawaii, certain shippers, associations and chambers of com- 
merce. 


Generally speaking, the report said, the distances between 
the principal ports and the eastern points over normal routes 
did not differ greatly, and that the line-haul rates to and from 
the same points usually differed only as to the different classes 
of traffic. Charges for terminal services were absorbed out of 
the line-haul rates, it said, and “in that sense all of the ports 
are equalized as to the rates and terminal charges,” which, it 
added, permitted traffic to move freely through all of them. 

Under the respondents’ proposal, it said, the equality of 
rates would be accomplished by applying the same terminal 
charge on all traffic, regardless of differences between ports 
and of the extent of individual services accorded and the cost 
of such services. These costs varied greatly, the report said. 
The average cost of the terminal services on all of the traffic 
in three selected periods, it said, averaged 96.6 cents a ton, and 
varied widely as between the ports. The details from which 
these average costs were computed, it added, showed much 
greater variations. For 6,386 carloads included in arriving at 
the average costs, the cost ranged from 38 cents to $4.80 a ton, 
the report said. The equalization of ports brought about by the 
absorption of varying terminal costs out of the line-haul rates, 
it said, might be reasonable and nondiscriminatory in contem- 
plation of the resulting benefits and the slight differences in 
particular costs in comparison with total costs of the aggre- 
gate through services. It was quite a different matter, it said, 
for the carriers to establish a separate terminal charge which 
ignored the wide disparities in the extent of the terminal serv- 
Ices performed and the cost of those services, as between dif- 
ferent ports, and the different docks at the same ports, and as 
between different commodities or classes. 


The record contained considerable evidence pointing to un- 
ue prejudice, the report said, but proof of competition be- 
tween particular descriptions of traffic was lacking, “and the 
showing of threatened injury to competing ports is not per- 
suasive. For these reasons we do not find an actual violation of 
section 3. Nevertheless, we conclude that the proposed charge 
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would be unjust and unreasonable to the extent that it would 
apply on traffic which receives services or entails terminal costs 
substantially less than the average on which the charge is based.” 

The burden was on the respondents, the report said, to 
prove that not only the terminal charge, considered alone, but 
also the through rates made by adding the proposed terminal 
charge to the line-haul rates, were just and reasonable. That 
burden, it said, had not been sustained. 


Private Motor Carrier Test 


In finding the operations of the applicant in MC 101683, 
L. A. Woitishek Common Carrier Application, not to be those 
of a common or contract carrier subject to part II of the 
act, the Commission, by division 5, dismissed the application 
and said it would take the occasion to reexamine the test 
which it had been following in determining the status of car- 
riers. There was, the report said, a long line of cases wherein 
persons engaged primarily in the supplying of transportation 
for compensation, for profit, were found to be carriers for- 
hire, even though each was the owner of the goods transported 
and was transporting them for the purpose of sale. There 
was another line of cases, it said, in which persons who were 
primarily engaged in some manufacturing or merchandising 
undertaking had been found not to be carriers for-hire, al- 
though as an incident to their primary business, and without 
a purpose to profit therefrom, they had performed transpor- 
tation for compensation which was indentifiable as such, and 
— in some instances, had been included a measure of 
profit. 

In each of these cases, the report said, the decision turned 
on the sole question of fact as to the primary business of 
the transporter. Recently, however, it said, “our resort to 
this ultimate test has been questioned and we take this occa- 
sion to reexamine the entire question.” 

The applicant in the instant proceeding, the report said, 
had been engaged in the purchase, sale, and transportation 
of building materials and, to a lesser extent, mining machin- 
ery and supplies, in Nevada, for about 12 years. At his Las 
Vegas headquarters, it said, he had about warehouses, sheds, 
and in a display room, and a stock of such materials as lum- 
ber, insulation, cement, plaster, lime, hardware, lath, paint, 
fencing, and mining supplies. 

The application, said the report, was for authority as a 
common carrier, if such authority was deemed necessary, to 
transport building materials and mining supplies between 
points in California, Nevada, and Mohave county, Ariz., over 
irregular routes. The report said that the transportation in- 
volving California followed the purchase of materials at a 
supply point in that state, and that applicant’s own equip- 
ment was dispatched to haul the material to the point of use 
in Nevada. He also transported stock material from his yard 
at Las Vegas to purchasers at Nevada points, and material 
from sources of supply in California to his yard at Las Vegas, 
the report said. 

The report said that it was the transportation of ma- 
terials already sold directly from the sources of supply to the 
point of use with which it was most concerned. It could not 
be ascertained, it said, whether the applicant derived a profit 
from the transportation operations as a whole, but that it 
was clear that, under the transportation charge for large sales, 
he was not making a profit. 

After reviewing the definitions of common, contract and 
private carriers in section 203(a) (14), (15), (17), and citing 
the rule that the statute must be contrued as a whole, and 
disagreeing with the contention of protestants that it must 
first be determined that an applicant was not a common or 
contract carrier, the report cited two recent decisions of the 
federal circuit court of appeals of the tenth circuit. These 
decisions, it said, supported the test hitherto followed by the 
Commission as to the primary business of the applicant. In 
Interstate Commerce Commission vs. Clayton, decided April 
30, 1942, the report said, the court found that Clayton was 
engaged in the business of selling coal and that the transpor- 
tation of the coal for compensation was in “furtherance of 
a commercial enterprise.” 


On the day following the aforementioned decision, the 
same court, with two of the same judges who had participated 
in the decision of April 30 also sitting in A. W. Stickle Co. vs. 
Interstate Commerce Commission, the court found that the 
company was primarily engaged in the transportation of lum- 
ber for compensation under individual contracts with its cus- 
tomers, said the report. It found that the transportation was 
not an incident to a commercial enterprise, it said, but that 
the buying and selling of the lumber was a means and device 
employed by the company to enable it to engage in the trans- 
portation of lumber as a contract carrier without complying 
with the provisions of part II of the act. 

It was clear, the instant report said, that these two de- 
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cisions disregarded form, and that the court had based its 
conclusion in each case on what it deemed to be the pri- 
mary business of the operator in each instance. After careful 
consideration, it said, ‘‘we are convinced that we should con- 
tinue as in the past to determine all issues of for-hire versus 
private carriage on the basis of the operator’s primary busi- 
ness.” Each case, it said, must be determined on its own 
particular facts, and that neither “the receipt of compensa- 
tion for transportation indentifiable as such, nor the existing 
of some non-carrier business to which the transportation may 
be incidental is alone conclusive.” 

The transportation of stock from out-of-state points to 
his yard at Las Vegas in applicant’s own equipment, the ap- 
plicant bearing the cost of the transportation of material pur- 
chased f. o. b. the supply point, the report said, was clearly 
private carriage. Yard sales to purchasers in Nevada, it 
said, need not be further considered as the record contained 
nothing to indicate that interstate transportation was 
involved. 


Motor Service and Strikes 


By two reports, the Commission, division 3, has made find- 
ings disposing of a series of complaints brought by Montgomery 
Ward & Co., Inc., against 23 trucking companies charging re- 
fusal to perform services at plants of the mail order house 
where there was labor trouble. 

In MC C-268, Montgomery Ward & Co., Inc. vs. Consoli- 
dated Freightways, Inc., and related cases, the Commission 
found that the refusal of 13 motor common carriers, since 
Dec. 12, 1940, to pick up, deliver, or transport interstate 
shipments originating at or destined to complainant’s plant in 
Portland, Ore., or shipped by or to complainant, or for com- 
plainant’s account, from various origins to points in Oregon, 
Washington, Idaho, Montana, and Califoria was proximately 
caused by a strike at complainant’s plant for which the defend- 
ants were not responsible, that because of the strike they were 
physically prevented from serving the complainant, and ac- 
cordingly their conduct was within the limitations and condi- 
tions of the applicable tariff with respect to impractical opera- 
tion, and not unlawful. It dismissed the complaints. The 
report embraced the following cases: : 


MC C-268, Sub. 1, Montgomery Ward & Co., Inc., vs. Pacific High- 
way Transport; MC C-268, Sub. 2, Same vs. Oregon Express, Inc.; 
MC C-268, Sub. 3, Same vs. Baker Truck Lines; MC C-268, Sub. 4, Same 
vs. United Truck Lines, Inc.; MC C-268, Sub. 5, Same vs. Cater’s Motor 
Freight System, Inc.; MC C-268, Sub. 6, Same vs. Chaney Freight Lines, 
Inc.; MC C-268, Sub. 7, Same vs. Inland Motor Freight; MC C-268, 
Sub. 8, Same vs. Smart’s Auto Freight Co., Inc.; MC C-268, Sub. 9, 
Same vs. Earle T. Whiting, doing business as Whiting Truck Service; 
MC C-268, Sub. 10, Same vs. Pierce Auto Freight Lines, Inc.; MC C-268, 
Sub. 11, Same vs. O. & W. Transit Co.; and MC C-268, Sub. 12, Same 
vs. Gustave Robertson, doing business as Robertson Freight Lines. 


In general, the report said, defendants admitted that since 
Dec. 12, 1940, they had rendered transportation service to 
persons other than complainant but that any failure to serve 
the latter was caused by circumstances beyond their control, 
namely, the existence of a labor dispute between complainant 
and its employes, resulting in a strike at complainant’s place 
of business at Portland, and the establishment of picket lines 
there and at its other places of business in the Pacific north- 
west. 

Following motion of complainant made at the hearing, the 
Commission dismissed the complaints against Earle T. Whiting, 
doing business as Whiting Truck Service, and Chaney Freight 
Lines, Inc., on the ground that the operating rights of the 
former were transferred on or about Jan. 15, 1941, to E. H. 
Cooper, doing business as Whiting Truck Service, and the 
operating rights and property of Chaney were transferred on 
June 6, 1941, to Garrett Freightways, Inc., and that therefore 
these defendants were not common carriers by motor vehicle. 
After the hearing the defendants, other than Caters and Inland, 
filed motions to dismiss on the ground that they had on July 26, 
1941, resumed unlimited and regular service and that the issues 
in the proceedings were therefore moot. The report said com- 
plainants conceded that service had been resumed but opposed 
the motions, and took the position that the issues presented 
were of vital public interest requiring findings on the merits 
for the future guidance of shippers and carriers. By order 
dated Dec. 1, 1941, the Commission overruled the motions. 

The report said union employes of the defendants, in ac- 
cordance with rules of the union, refused to cross the picket 
line, adding if they had disregarded those rules, they would 
have been subjected to disciplinary action by their union, which 
might have resulted in the cancelation of their membership 
therein. 

“Such membership, under normal conditions, was and is 
essential to obtain a position as an operating employe of a 
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motor carrier in the territory within the jurisdiction of they 
unions,” says the report. “Because of the strike, therefor 
movements of complainant’s shipments in connection with they 
defendants were suspended.” 7 
The report said there was not sufficient trained non-unio; 
labor in the territory served by defendants to replace thei 
union employes, and added that any attempt by a defendan 
to discharge union employes and replace them with non-unioy 
employes would have resulted in an immediate complete Stop- 
page of its service. 
The defendants, the report said, in no way contributed t 
the calling or maintenance of the strike. It was caused by g 
dispute to which the complainant was a party, so that it was 
within its power, and not within the power of the defendants 
to resolve the dispute and have the strike called off, thereby 
providing unrestricted access to its plant. ; 
The report said that because of the “comprehensive union. 
ization of available labor and the existence of the closed-shop 
agreement, the defendants would have been confronted with 
strikes of their own labor if they had persisted in their at. 
tempts to serve the complainant, with the result that all of 
their operations would have been disrupted and _ probably 
brought to a standstill. ; 
“The defendants were therefore faced with the choice, as 
they reasonably believed, of not serving the complainant and 
maintaining service to the general public, or of being compelled 
to discontinue all operations,” said the report. ‘Obviously, as 
between these defendants and the general public other than 
the complainant, the lack of service because of a general strike 
would have been caused by a strike in which the defendants 
were directly involved, and their position in defending suits for 
damages and proceedings before us similar to the instant pro- 
ceedings, brought by other shippers, would have been more 
difficult, and their potential liability immeasurably magnified,” 
The report said the relief sought by the complainant was 
in substance, an order to the defendants commanding them to 
serve the former regardless of their incapacity to do so be- 
cause of a strike and because of their labor agreements. 
“As the defendants do not control the situation, and as 
our order could not be directed against their employes or the 
union, the practical effect of such an order would be to embroil 
the defendants in a labor dispute with their own employes,” 
said the report. “Obviously, our order would be ineffective. 
and would merely add to the defendants’ difficulties.” 


In MC C-306, Montgomery Ward & Co., Inc. vs. Santa Fe 
Trail Transportation Co., and related cases, the Commission 
found unlawful the failure or refusal of seven common carriers 
by motor vehicle to pick up or deliver interstate shipments at 
complainant’s Kansas City, Mo., plant. It entered an order 
requiring the defendants to cease and desist from the unlawful 
practices. Ten truck lines were named defendants in the 
proceedings, but, on motion of complainant, because of being 
inadvertently filed, the Commission dismissed the complaints 
against Brooks Truck Line, Schein Truck Lines, and Adams 
Transfer & Storage Co. Complainant alleged that since July 1, 
1941, the defendants wilfully failed and refused to provide ade- 
quate transportation of property originating at or consigned to 
its plant. Service was resumed on or about Jan. 30, 1942. 
In this proceeding, the report said, the picket line, which the 
defendants claimed prevented them from performing their 
duties as common carriers, was not established in connection 
with a strike or labor dispute, and the defendants did not show 
that they had exercised reasonable diligence to overcome the 
obstacles interposed to their service, or that they had made 
a reasonable attempt to serve the complainant and had been 
prevented from doing so. All the parties, the report said, con- 
ceded that the picket line was established solely because the 
complainant had transferred its patronage to another carrier. 
Commissioner Patterson dissented. The other cases are: 


MC C-306, Sub. 1, Same vs. Watson Brothers Transportation Co.; 
MC C-306, Sub. 2, Same vs. Southern Transit Lines; MC C-306, Sub. 3, 
Same vs. Healzer Cartage Co.; MC 306, Sub. 4, Same vs. Brooks Truck 
Line; MC C-306, Sub. 5, Same vs. Lawrence A. Elliott Truck Trans- 
portation; MC C-306, Sub. 6, Same vs. Schien Truck Lines; No. MC 
C-306, Sub. 7, Same vs. Monark Motor Freight System, Inc.; MC C-306, 
Sub. 8, Same vs. Yellow Transit Company; and MC C-306, Sub. 9, 
Same vs. Adams Transfer & Storage Co. 


N. Y. C. EQUIPMENT TRUST 


The Commission, division 4, by a report and order in 
Finance No. 14200, New York Central Railroad Co. Equipment 


Trust Certificates, has granted the New York Central authority 


to assume obligation and liability in respect of not exceeding 


$5,300,000 of New York Central Railroad equipment trust of 


1943, 2-per cent equipment trust certificates. The report said 


the certificates were to. be issued by the First National Bank 
of the City of New York, as trustee, and sold at 99.279 per cent 
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of par and accrued dividends in connection with the procure- 
ment of certain equipment, comprising 700 gondola cars, 200 
flat cars, and 25 Mohawk type freight locomotives. 







VESSELS FOR WATER OPERATIONS 


On reconsideration, the Commission, division 4, has issued 
a report in W-654, Isthmian Steamship Co. Common Carrier 
Application, embracing W-406, Ohio Barge Line, Inc. Contract 
Carrier Application, and W-290, Warrior & Gulf Navigation 
Co. Contract Carrier Application, modifying the findings in 
the prior report, 250 I. C. C. 359, by specifying the type of 
vessels to be used in the exercise of the authority granted in 
the certificate and order, and permits and orders, issued July 
8, 1942. 

The report said that the proceedings were opened on the 
Commission’s own motion because it had, contrary to its usual 
practice, failed to specify the type of vessels to be used by 
the applicants. Applicants would thus be in a position, it said, 
to enlarge their services and to enter into new fields of com- 
petition without first establishing that such extensions were 
required by present and future public convenience and neces- 
sity. 
. report said that, on and since Jan. 1, 1940, Isthmian 
Steamship Co. had operated self-propelled vessels; that Ohio 
Barge Lines, Inc., or its predecessor in interest, and Warrier 
& Gulf Navigation Co., or its predecessor in interest, had 
operated self-propelled vessels and non-self-propelled vessels 
with the use of separate towing vessels. 


MOTOR TRANSIT CO. CONTROL 

The Commission, division 4, by a report and order in 
MC F-2072, Maxwell Courtney Garner—Control—Motor Transit 
Co, has authorized acquisition by Maxwell Courtney Garner, 
doing business as M. C. Garner Truck Lines, of Raleigh, N. C., 
of control of Motor Transit Co., also of Raleigh, through pur- 
chase of its outstanding capital stock. 

The purchase involves Motor Transit common carrier 
rights as to general commodities, over regular routes, between 
Winston Salem, N. C., and Richmond, Va., via High Point, 
Greensboro, Durham, Henderson, and Norlina, N. C., and 
South Hill and Petersburg, Va., and between Greensboro and 
Fayetteville, via Siler City and Sanford, N. C., serving all 
intermediate points and the off-route point of Richmond Deep 
Water Terminal, Va., restricted against pick-up or delivery of 
household goods; over regular and irregular routes between 
Richmond and points in North Carolina, serving intermediate 
points between Richmond arid Norlina on traffic moving over 
U.S. highway 1. 

The report said that the proposed acquisition of control 
involved a carrier “heavily burdened with debt, and appears to 
present the only alternate to bankruptcy.” It said that, al- 
though some risk to the purchaser was entailed in the effort 
to stave off bankruptcy for Motor Transit, “we have resolved 
our doubts in this connection in favor of approval.” There 
appeared to be considerable need for continuance of Motor 
Transit’s service, it said, and that the increase in Garner’s 
fixed charges resulting from the stock purchase agreement 
would be relatively small. 











































CLEVELAND STOCK YARDS STATUS 


The Commission, by a report and order in No. 28421, 
Baltimore & Ohio Railroad Co. et al. vs. Cleveland Union Stock 
Yards Co., has found that the Cleveland Union Stock Yards 
Co, from Feb. 5, 1938 to May 31, 1940, and the Livestock 
Terminal Service Co., since June 1, 1940, were common carriers 
by railroad, and that the Livestock Terminal Service Co. “is 
acommon carrier by railroad, subject to the interstate com- 
merce act, in connection with the loading and unloading of 
carload shipments of livestock transported by railroad in in- 
terstate commerce to and from the public stockyards of The 
Cleveland Union Stock Yards Co. in Cleveland, Ohio.” 

The Commission also found that the duties of the railroad 
companies serving Cleveland in the transportation of interstate 
shipments of ordinary livestock to consignees at the Cleveland 
stock yards included the furnishing of suitable pens into which 
the livestock could be unloaded, and the services of unloading 
the livestock from the railroad car into suitable pens, and the 
loading of livestock from pens into the car; that the unloading 
and loading pens in the Cleveland stock yards were suitable 
Pens; and that the duties of the railroads had been and were 
completed under the act when the services of unloading and 
loading had been performed. 

The charges assessed by the Cleveland Union Stock Yards 
Co. from Feb. 5 1938, to May 31, 1940, and by the Livestock 

erminal Service Co. since June 1, 1940, the Commission found, 
for the use of facilities and the performance of the services of 
loading and unloading of livestock had been, were, and would 
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be for the future, unreasonable to the extent that they had 
exceeded, or might exceed $1.25 a deck. The Commission 
awarded reparation and permitted waiver of collection of 
charges sought to be collected but not paid, in excess of those 
found to have been reasonable. 

Complainants, the report said, had paid under protest the 
charges made by the Cleveland Union Stock Yards Co. in the 
period stated in the Commission’s findings. 


BRADY TRANSFER PURCHASE 


By a report and order in: MC F-2091, Harris Bros. Transfer 
Co.—Purchase—Brady Transfer & Storage Co., the Commission, 
division 4, has authorized the purchase by Harris Bros. Transfer 
Co., of Charlotte, N. C., of certain operating rights of Brady 
Transfer & Storage Co., of Fort Dodge, Ia. The report said 
that the rights involved were described in Brady Transfer & 
Storage Co.—Purchase—Hemmings Express Co., 38 M. C. C. 
387, authorizing common-carriage of general commodities over 
irregular routes between New York city and points in Bergen, 
Hudson, Passaic, Essex, Morris, Union, Somerset, Hunterdon, 
Sussex, Warren, Middlesex, Monmouth and Mercer counties, 
N. J., on the one hand, and, on the other, New York city and 
points in Nassau, Westchester, Orange, and Rockland counties, 
N. Y., and those in Pike, Northampton, Bucks, Lehigh, Berks, 
Monroe, and Montgomery counties, Pa. 

If the authority granted was exercised, the report said, 
Harris Bros. would be expected to preserve the distinction be- 
tween its regular-route and irregular-route operations. The 
findings, it said, were not to be construed as authorizing any 
enlargement of the existing operating rights or the perform- 
ance of through transportation under the unified rights greater 
in scope than had been possible through interchange between 
the carriers under separate ownership. 


“GRANDFATHER” RIGHTS QUESTION 

The Commission, division 5, in a report in MC 52716, Alice 
May Twigg, Common Carrier Application, embracing MC 68963, 
Sub. 1, Millard W. Twigg, doing business as Twigg Transfer 
Co., Common Carrier Application, has denied “grandfather” 
rights to operate as a common carrier of general commodities 
between Pittsburgh, Pa., and Keyser, W. Va. 

The report said after an unsuccessful effort to dispose of 
the application informally, it was set for hearing, and that 
prior to the hearing applicant filed petitions for a continuance 
based on the soldiers’ and sailors’ civil relief act. These peti- 
tions, the report said, were filed on behalf of applicant’s 
predecessor D. J. Loughman, and recited the fact that Lough- 
man and one E. A. Teter, a local agent for Loughman, were 
both in the military service. Applicant and her counsel, though 
both were present at the hearing, declined to proceed, said the 
report, and on exceptions contended that the hearing was 
illegal and a violation of the soldiers’ and sailors’ civil relief 
act. 

However, the report said, that section of the civil relief 
act which defined the term “court” did so in a manner to 
exclude administrative bodies such as the Commission, adding 
that it followed that ‘such act has no application here.” Fur- 
thermore, it said, the applicant was not a person in military 
service but merely desired the testimony of such a person. 
Evidence of Loughman, the report pointed out, could have 
been taken by deposition and that there was no showing that 
the applicant, after being informed that the hearing would be 
held, made a request for expedition or an effort to obtain 
Loughman’s records. No showing had been made, it said, that 
it was too late to take his deposition as he had been “gone 
only for about 3 weeks.” 

The report cited uncontradicted testimony of protestant 
to the effect that the applicant’s predecessor had testified in 
an informal hearing in 1940 before a representative of the 
Commission that he had not operated the route involved for a 
year to a year and a half prior to the purchase by Alice May 
Twigg. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Granite and Marble 


I. and S. No. 4731, Granite & Marble to Colorado, em- 
bracing I. and S. No. 5141, Stone, South to W. T. L. Territory. 
Rates and carload minima on rough, dressed, and carved or 
polished stone, in carloads and less than carloads, from south- 
ern territory to western trunk-line territory, proposed by rail 
and water carriers operating in western trunk-line territory, 
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parties to supplements Nos. 134, 135, and 136 to Agent Kipp’s 
Tariff I. C. C. No. A-2601, not shown to be just and reasonable 
in part. Suspended schedules ordered canceled without prej- 
udice to the filing of new ones in accordance with the findings. 
The report found proposed rates of column 17.5, carload mini- 
mum 50,000 pounds, on the rough stone group just and reason- 
able; proposed rates of column 22.5, minimum 50,000 pounds, on 
the dressed stone group, not just and reasonable to the extent 
that they exceeded column 22.5, minimum 36,000 pounds; pro- 
posed rates of column 30, minimum 36,000 pounds, on the 
carved or polished stone group, just and reasonable; and pro- 
posed rates of column 55 on stone, all finishes, in less than 
carloads, not just and reasonable, and that just and reasonable 
rates would not exceed column 45. Commissioner Johnson dis- 
sented in part, saying that the rates on carved or polished 
stone, in carloads, from southwestern territory to western 
trunk line territory should not exceed column 27.5, minimum 
weight 36,000 pounds. 


Iron and Steel Scrap 


Fourth section application No. 19744, Iron and Steel Scrap 
from Roanoke, Va., to Pittsburgh, Pa. By division 2. Authority 
granted in fourth section order No. 13167, entered in Scrap Iron 
and Steel from Virginia, 229 I. C. C. 67, to establish and main- 
tain rates on iron and steel scrap, in carloads, from Roanoke, 
Va., to Pittsburgh, Pa., and points taking same rates, and over 
additional routes in second supplemental order No. 13167, with- 
out observing the long-and-short-haul provision of section 4, 
affirmed after oral hearing. Applicants had requested relief 
over additional routes, the report said, but that they had not 
availed themselves of the authorized routes under the second 
supplemental order, and that further relief was not justified. 


Wool 


I. and S. No. 5169, Wool, Texas and Oklahoma to North 
Atlantic Ports. By division 2. Proposed increased and reduced 
rates, wool and mohair, in carloads, origins in Texas and Okla- 
homa to north Atlantic ports, just and reasonable. Order of 
suspension vacated as of June 6 and proceeding discontinued. 
The Commission said its findings were without prejudice to 
any different conclusions that may be reached in No. 28863, 
Wool and Mohair Rates, a general investigation into rates on 
those commodities between all points in the United States, 
now pending. 


Petroleum Products 


*Fourth Section Application No. 19670, Petroleum Prod- 
ucts from Omaha, Neb., and Council Bluffs, Ia. By division 2. 
Authority granted by F. S. O. 14928, on conditions, to estab- 
lish and maintain a rate of 15.5 cents on gasoline and other 
petroleum products, in carloads, from Omaha, Neb., and Coun- 
cil Bluffs, Ia., to Yankton, Mission Hill, and Volin, S. D., with- 
out observing the long-and-short-haul part of the fourth section. 
The rate was published to become effective April 7, 1942, under 
temporary relief authorized by F. S. O. 14576. 


Granite and Marble 


*Fourth Section Application No. 18762, Granite and Mar- 
ble to New England and Trunk Line Territories. By division 2. 
Authority granted by F. S. O. 14962, on conditions, to establish 
and maintain rates on granite and marble, in carloads, from 
New England origins to destinations in New England and 
trunk-line territories, without observing the long-and-short- 
haul part of the fourth section. Temporary relief was given 
by F. S. O. Nos. 14048 and 14211. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


W-770, W. E. Hedger Transportation Corporation, New 
York, N. Y., Common and Contract Carrier Application. By 
division 4, On finding applicant’s operation to be that of a com- 
mon carrier, certificate granted, effective Aug. 16, as to con- 
tinuance of operation as such a carrier by non-self-propelled 
vessels with the use of separate towing vessels in the transpor- 
tation of commodities generally between points on the Niagara 
River, the Erie Canal and the Oswego Canal of the New York 
State Canal System, the Hudson River below its junction with 
the Erie Canal, New York Harbor as determined in Ex Parte 
140, and points in New York and Connecticut on Long Island 
Sound. In other respects, the Commission denied the applica- 
tion, finding that applicant had not established any “grand- 
father” rights on the Great Lakes, or that dual operation as 
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icant 
both a common and contract carrier would be consistent with the 
the public interest and the national transportation policy. Thepnd fab 
only reason submitted by applicant to support its applicatig, *M 
for dual rights, the report said, was that it desired to remaijpjxtensi¢ 
competitive with other carriers who sought rights to operatAmboy, 
as contract carriers. a, pac 
W-357, Nicholson Universal Steamship Co. Applications (cedar } 
Certificate granted to applicant, and Overlakes Freight (Coy.fnouse S! 
poration, to which, the report said, the applicant had sold qj{Mason | 
of its vessels and other assets, and its “grandfather” right] *M 
such transfer of property and rights in no way to affect the}o., co 
transportation service offered to the public. As the parties}ion, ge 
intended to continue one transportation service, and there be. |whereir 
ing only one operation, the report said, only one certificate applica 
would be issued jointly to Nicholson and Overlakes, Covering |for the 
the transportation of commodities generally between all ports propert 
on Lake Superior, Lake Michigan, Lake Huron, Lake Erie | other, 
and inter-connecting waterways, not including the New York {Roxana 
state canal system, under the “grandfather” clause. The report | by app! 
said applicant had filed two applications, one for a certificate }sjstent 
and the other for a permit. Having concluded that applicant 











* 
was performing common carrier service, the report said, the Bern 
application for a permit would be denied. decidec 

Pe gee ee eee — 

» . manulé 
Commission Motor Reports |:° 
Knoxv 

(An asterisk before the docket number means that the report }|Ala.; € 
will not be printed in full in the permanent series of motor carrier such | 
reports of the Commission. Mimeographed copies of such reports in Jackso 
full may be obtained by prompt application to the Commission.) from 
*MC 76118, Sub. 3, Harry R. Cook, Jonesboro, Ark., ex- | points 
tension, embracing MC 76118, Sub. 4, Same. Certificate denied, | points 
on a finding that the proposed operations were those of a com- ||assee 
mon carrier and that they involved transportation of substan- |atk O 
tially the same commodities, to and from points in most of |to the 


the territory involved in applicant’s contract carrier permits. *] 
Such dual authority, the report said, would lend itself to dis- | exten: 
criminatory practices. In MC 76118, Sub. 3, authority was | port, 
requested as to rice and rice products, farm machinery and | dlesey 
implements, wire, wire nails, and wire products, foodstuffs for | fertili 
human consumption, dog food, canned vegetables, ammunition | fungi 
for small arms, onion sets, lumber, matches, soap, washing } Huds: 
powder, bleaching and cleaning fluids, wood and steel desks | Passa 
and cabinets, and school supplies, between points in Ark., on | over 
the one hand, and, on the other, points in Mo., Ia., IIl., Ind, P 
Ohio, Mich., and Louisville, Ky. In MC 76118, Sub. 4, author- 
ity was requested as to rice and rice products from Amick 
Rice Mill, near Jonesboro, Ark., to Louisville, Ky., and to 
points in Ill., Ind., Ia., Mich., Mo., and Ohio, over irregular 
routes. The report said that applicant might file a petition for 
reconsideration in MC 76118 and MC 76118, Sub. 1, requesting 
a change of status from that of a contract carrier to that of a 
common carrier, upon which consideration would be given to 
such a request as well as to the granting of a certificate in the 
instant applications. 

*MC 66808, Sub. 2, Powell Bros. Truck Lines, Inc., Spring- 
field, Mo., common carrier. Certificate granted. Continuance 
in operation, general commodities, with exceptions, between 
Conway and Alma, Ark., and between Russellville and Fort 
Smith, Ark., over specified routes, and return, serving all inter- 
mediate points in each instance. 

*MC 66562, Sub. 211, Railway Express Agency, Inc., New 
York, N. Y., extension. On reconsideration, findings in prior 
report, 41 M. C. C. 255, amended by deleting therefrom three 
conditions relative to service auxiliary to and suplemental of 
express service and prior or subsequent movements by rail, of 
race horses between points in N. H., Mass., and R. I. The 
inclusion of the three conditions in the prior report resulted 
in the granting of authority less than, and inconsistent with, 
applicant’s past operations, the report said. The conditions, it 
said, defeated the purpose which had impelled the commence- 
ment of the motor vehicle operations of the applicant, namely, 
expeditious service. : 

*MC 65967, Sub. 7, Wilson Truck Co., Inc., Nashville, 
Tenn., extension. Certificate granted. General commodities, 
with exceptions, serving points within five miles of Atlanta, 
Ga., as intermediate or off-route points in connection with 
applicant’s presently authorized routes. ‘ 

*MC 65200, L. C. Reynolds, Massillon, O., common calrier, 
embracing MC 65200, Sub. 1, Same, extension. Certificate 
granted. In MC 65200, continuance in operation, as to heavy 
machinery and equipment, tanks, and parts thereof, between 
Masillon, O., on the one hand, and, on the other, points in 
W. Va., Ind., those in a described area in Mich., Chicago, Ill., 
and Buffalo, N. Y., on the other. In MC 65200, Sub. 1, public 
convenience and necessity found to require operations by 4p- 
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jicant as to the aforementioned products between Massillon, 
m the one hand, and points in a described area in Pa.; rivets, 
ind fabricated steel, between Massillon and Cannonsburg, Pa. 


*MC 53496, Sub. 3, George E. Fender, Des Moines, Ia., 


xtension. Permit denied. Canned goods and condiments, from 


poy, Dekalb, and Eola, Ill., to points in a specified area in 


g,; packing-house products and packing-house supplies from 


dar Rapids and Mason City, Ia., to Chicago, Ill.; packing- 


house supplies from Chicago to Des Moines, Cedar Rapids, and 


City. 
*MC 52854, Weber Drayage & Warehouse Co., St. Louis, 


yo. contract carrier. Permit granted. Continuance in opera- 
ion, general commodities, with exceptions, limited to a service 
yherein motor vehicles accompanied by drivers employed by 


applicant are assigned to shippers under continuing contracts 
jor the exclusive use of shippers in transporting such shippers 
property, between St. Louis, Mo., on the one hand, and, on the 
other, Alton, Belleville, Collinsville, Edwardsville, O’Fallon, 
Roxana, and Wood River, Ill., over irregular routes. Holding 
ty applicant of the permit and of a certificate found to be con- 
gstent with the public interest. 


*MC 48268, Sub. 3, C. B. Fischbach, Akron, O., extension. 
Permit granted on reconsideration and findings in prior report, 
decided Sep. 26, 1942, modified. Such commodities as are manu- 
factured, processed or dealt in by rubber or rubber products 
manufacturers from Akron, O., to Jackson, Laurel, Meridian, 
and Columbus, Miss., and from Mansfield, O., to. Nashville, 
Knoxville, and Chattanooga, Tenn., and all points in Ga. and 
Ala; equipment, materials and supplies used in the conduct of 
such business, with the exception of textile products, from 
Jackson, Laurel, Meridian, and Columbus, Miss., to Akron; 
fom Nashville, Knoxville, and Chattanooga, Tenn., and all 
pints in Ga., and Ala., to Mansfield; textile products, from 
points in a described area of Ga. to Mansfield and from Tal- 
lassee Ala. and points in the aforementioned Ga. area to New- 
ark O.; rejected articles and empty used containers, from and 
to the foregoing points, in return movements. 

*MC 46887, Sub. 3, William W. Holcombe, Ringoes, N. J., 
extension. Permit denied. Lime and limestone, from Bridge- 
port, Pa, to points in Burlington, Hunterdon, Mercer, Mid- 
diesex, Monmouth, and Somerset counties, N. J.; fertilizer, 
fertilizer materials, animal feeding materials, insecticides, and 
fungicides, from Philadelphia, Pa., to points in Bergen, Essex, 
Hudson, Hunterdon, Mercer, Middlesex, Monmounth. Morris, 
Passaic, Sussex, Somerset, Union, and Warren counties, N. J., 
over irregular routes. 


*MC 37896, J. N. Youngblood, Fletcher, N. C., common 
carrier. Certificate granted. Continuance in operation as to 
general commodities, with exceptions, between specified points 
in Ohio, on the one hand, and on the other, points in described 
territories in N. C., and S. C., and Augusta and Savannah, Ga., 
and between points in N. C., S. C., and Ga.; special commodi- 
ties from and to certain points in N. C., Ky., Ohio, and Tenn., 
over irregular routes. 

*MC 37603, J. Hills Wythe, R. E. Hoerler, and Wm. G. 
Wahl, Hollister, Calif., common carrier. Certificate granted on 
futher hearing (prior decision unreported). Continuance in 
operation as to general commodities, with exceptions, between 
San Francisco, Calif., and Hollister, Calif., over specified reg- 
ilar routes, serving all intermediate points between San Jose 
and Hollister unrestricted, and San Jose restricted to traffic 
moving to or from points south thereof; and all off-route points 
within 10 miles of Hollister. 


*MC 30697, Sub. 1, Robert E. Dieckbrader, Cincinnati, O., 
extension. Permit granted. Pulp board, and machinery used 
in the manufacture of pulp board and pulp board boxes, be- 
tween Chicago, Ill., on the one hand, and, on the other, points 
inInd., Ohio, and Mich.; scrap paper, wood pulp, and supplies 
ued in the manufacture of pulp board and pulp board boxes, 
fm points in the aforementioned states, to Chicago; pulp 
tard, and machinery used in the manufacture of pulp board, 
fom Circleville, O., to points in Ill, (other than Chicago), 
Ind, and Mich., and scrap paper, wood pulp, and machinery 
and supplies in the reverse direction; pulp board, and ma- 
thinery used in the manufacture of pulp board, from Carthage, 
ind, to points in Ill. (other than Chicago), Ohio, and Mich., 
and scrap paper, wood pulp, and machinery and supplies in 
the reverse direction; scrap paper from Chicago to Anderson 
and Wabash, Ind., and to Cincinnati, O. 

_ *MC 29775, Charles P. Davis, Hannibal, Mo., common car- 
ner. Certificate granted on reconsideration, and findings in 
bor report 30 M. C. C., 805, and report decided Nov. 30, 1942, 
modified. Continuance in operation, as to general commodities, 
including household goods, but with certain exceptions, between 
Specified points in Ia., Ill., and Mo., over nine described routes; 
‘vice to Whiteside and Moscow Mills, Mo., as off-route points 
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in connection with operations over routes authorized in MC 
29775, Sub. 1; household goods, between Hannibal, Mo., on the 
one hand, and, on the other, points in Ill., and Ia., over irreg- 
ular routes; fruit, in truckload lots, from Hannibal and points 
within 15 miles thereof, to all points in III. 

*MC 26001, American Freightways Co., New York, N. Y., 
common carrier. Certificate, or permit, denied. Continuance 
in operation, as to general commodities, between points in 
N. Y., and N. J., over specified routes. 


*MC 18725, Model Truck & Storage Co., Inc., Bellingham, 
Wash., embracing MC 18725, Sub. 1, Same, Extension. Cer- 
tificate granted, in MC 18725. Continuance in operation, house- 
hold goods, and machinery, between points in Whatcom and 
Skagit counties, Wash., on the one hand, and, on the other, 
Portland, Ore., over irregular routes in the said counties, to 
junction with U. S. highway 99, thence by a described route; 
general commodities, with exceptions, between Bellingham, 
Wash., on the one hand, and, on the other, points in Whatcom 
and Skagit counties, over irregular routes; general commodi- 
ties, with exceptoins, between points in the aforementioned 
counties, on the one hand, and, on the other, Seattle, Wash., 
and return. Application in MC 18725, Sub. 1, dismissed on a 
finding that applicant had been granted all the authority 
sought in the aforementioned certificate. 

*MC 10872, Be-Mac Transport Co.-, Inc., St. Louis, Mo., 
common carrier. Certicate granted, on further hearing, and 
findings in prior report, 27 M. C. C. 409, modified. Continuance 
in operation as to general commodities with exceptions, be- 
tween Bloomington, Ill, and Chicago, Ill., and between St. 


Louis, Mo., and Beloit, Wis., serving certain intermediate 
points. 


*MC 4556, Sub. 13, K. & L. Transportation Co., Inc., Way- 
cross, Ga., extension. Certicate granted. General commodities, 
with exceptions, between Thomasville and Bainbridge, Ga., 
over U. S. Highway 84, serving all intermediate points. 


*MC 2473, Billings Transfer Corporation, Inc., Lexington, 
N. C., common carrier. On reconsideration, findings in prior 
reports, 29 M. C. C. 683, and 41 M. C. C. 514, modified spe- 
cifically to authorize applicant to operate as a common carrier 
of new furniture, plywood, and cotton products, from Lexing- 
ton, N. C., and points within 40 miles thereof, to New York, 
N. Y. ,and to points in N. Y. within 20 miles thereof. 


*MC 2257, Charley’s Express, Inc., Dover, N. J., common 
carrier, embracing MC 78088, Sub. 2, Eastern Carrier Corpo- 
ration Common Carrier Application. Certificates granted. In 
MC 2257, Lakeland Express, Inc., as successor in interest, 
granted authority as to continuance in operation, general com- 
modities, with exceptions, between New York, N. Y., and points 
in a described area of New Jersey, on the one hand, and, on 
the other, points in a described area of Pa., including points 
on the designated highways; between New York, on the one 
hand, and points in the described part of N. J., excepting 
Buttzville, Bridgeville, and Columbia, on the other. In MC 
78088, Sub. 2, Eastern Carrier Corporation, as successor in 
interest, granted authority as to continued operation, general 
commodities, with exceptions, between New York, N. Y., and 
points in a described area of N. J., on the one hand, and, on 
the other, points in a described area of Pa.; between New 
York, on the one hand, and, on the other, Buttzville, Bridge- 
ville, and Columbia, N. J. 

*MC 2043, Sub. 2, Clarence N. Brayton, South Bend, Ind., 
extension. Certificate denied. Household goods, between points 
in Berrien, Cass, St. Joseph, and Branch counties, Mich., and 
those in St. Joseph, Elkhart, Kosciusko, La Grange, La Porte, 
Marshall, Noble, Porter, and Starke counties, Ind., on the one 
hand, and, on the other, points in Ky., Mo., and Ia.; between 
points in the aforementioned Michigan counties, on the one 
hand, and, on the other, points in Ind., Ill., Ohio, Pa., Mich., 
and a described area of W. Va.; new pianos, from Chicago, IIl., 
to points in the aforementioned Michigan and Indiana counties. 

*MC 936, Sub. 4, Valley Motor Lines, Inc., Fresno, Calif., 
extension. Certificate granted. Between Reno, Nev., and Susan- 
ville, Calif., over a described route, restricted to the movement 
of empty vehicles; general commodities, with exceptions, be- 
tween San Francisco and Sacramento, Calif., over U. S. high- 
way 40, serving the intermediate and off-route points of Oak- 
land, Alameda, Emeryville, Berkeley, and San Leandro; be- 
tween Sacramento and Rio Vista, Calif., over California high- 
way 24, serving all intermediate points; between Lodi, Calif., 
and Rio Vista, over California highway 12, serving all inter- 
mediate points; between Goshen Junction and Corcoran, Calif., 
over a described route, serving all intermediate points; and 
serving the Marysville, Calif., army cantonment, the U. S. 
Chico, Calif., airport, and Red Bluff, Calif., as off-route points, 
service at Red Bluff limited to traffic moving to and from 
points beyond Red Bluff; and serving certain intermediate 
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points in connection with applicant’s presently authorized oper- 
ations over U. S. highway 99E and California highway 36. 

*MC 59451, Berkshire Oil Co., Inc., Canaan, Conn., contract 
carrier. Application denied on finding applicant’s operations in 
the transportation of petroleum and petroleum products, alco- 
hol, and anti-freeze preparations, between Canaan or East 
Canaan, Conn., and points in Conn., Mass., and N. Y., within 
25 miles of Canaan, to be those of a private carrier for which 
no certificate or permit is necessary. 

*MC 36900, Sub. 1, Allen A. Metcalf, St. Paul, Minn., ex- 
tension. Certificate denied. Household goods between points 
in N. D., S. D., Neb., Kan., Ia., Mo., Ill., Ind., O., Mich., and 
Wis. 
*MC 55789, National Trucking Co., Inc., South Kearny, 
N. J., common carrier. Certificate granted. Continuance of 
operation, specified commodities, between points in Conn., N. J., 
N. Y. and Pa., over irregular routes, through Del., when neces- 
sary for operating convenience. Commissioner Lee concurred 
in part. 

eMC 8753, J. G. Coats, Fort Pierce, Fla., contract carrier, 
embracing MC 34053, Same, contract carrier. On further hear- 
ing in MC 8753, findings in prior report, 21 M. C. C. 805, modi- 
fied, and certificate granted as to continuance of operation, 
general commodities, with exceptions, between points in a 
specified territory in Fla., over irregular routes. On finding 
the authority requested in MC 34053 to be included in MC 
8753, application dismissed. 

*MC 1380, Sub. 1, R. L. Honbarrier, High Point, N. C. 
(successor in interest to George E. Parker), common carrier. 
Certificate granted. Continuance of operation, general com- 
modities, with exceptions, from and to specified points in N. C. 

*MC 78712, A. R. Miller, Kokomo, Ind., common carrier, 
embracing MC 78712, Sub. 1, Same, extension. Certificate 
granted as to continuance of operation under the “grandfather” 
clause in MC 78712, general and specified commodities between 
points or areas in IIl., Ind., Ky., Mich., Mo., N. Y. O., and Pa.; 
and operation, by reason of public convenience and necessity, 
in MC 78712, Sub. 1, specified commodities, between points or 
areas in IIl., Ind., Ky., Mich., O., Pa., and Wis. 

*MC F-1956, Reliable Transfer Co., Inc., Augusta, Ga., 
Lease, W. R. Dobson, Jr. Application of the former for author- 
ity to lease operating rights and purchase certain property of 
the latter, dba W. R. Dobson, Jr. Truck Line, of Augusta, de- 
nied. The denial is without prejudice to submission of a plan 
for purchase of the rights and property on modified terms and 
conditions. 

*MC F-2066, Cotant Truck Lines, Inc., Pocatello, Ida., Pur- 
chase, The Jones Company. Authorizes purchase by the for- 
mer of operating rights of the latter, of Winnemucca, Nev. 


*MC 19423, Endres Delivery, Inc., Buffalo, N. Y., common 
carrier. Certificate granted. Continuance of operation, general 
commodities, with exceptions, between Buffalo, N. Y., and points 
in Erie and Niagara counties, N. Y., except Depew Lancaster, 
and Cheektowaga, and household goods, between points in Erie 
and Niagara counties, on the one hand, and points in IIl., O 
Pa., and N. J., on the other. 

*MC 1968, Sub. 23, David C. Hall, Forth Worth, Tex., ex- 
tension. Certificate denied. General commodities, with excep- 
tions, between Dallas, Tex., and Shreveport, La., over U. S. 
Highway 80. 

*MC 20051, John L. Huber, Minneapolis, Minn., common 
carrier. On further hearing, findings in prior report, 30 M. C. C. 
803, denying certificate or permit, under “grandfather” clauses, 
to transport commodities between points in Ia., Minn., and Wis., 
affirmed. 

*MC 20435, Sub. 2, Chris Sorenson and Carl Sorenson, 
Hamlin, la., extension. Certificate granted. Sand and gravel in 
shipments weighing not less than 10,000 pounds from any one 
consignor, from Plattsmouth, Neb., and points within 8 miles 
of Plattsmouth to Hamlin, Ia., and points within 15 miles of 
Hamlin, and of livestock between Hamlin and points within 
15 miles thereof, on the one hand, and St. Joseph, Mo., Kansas 
City, Mo.-Kan., and Chicago, IIl., on the other. 

*MC 38769, Virginia Motor Transport Corporation, Stan- 
leytown, Va., common carrier. Certificate granted. Contin- 
uance of operations, new furniture from Martinsville and 
Bassett, Va., to points in N. Y., N. J., Pa. Md., N. C., S.C, 
Ga., Del., O., W. Va., and D. C., and general commodities, with 
exceptions, from New York, N. Y., and defined areas in N. a. 
Pa., Md., N. C., and S. C., to points in Henry and Pittsylvania 
counties, Va. 

*MC 61721, Sub. 1, Overland Freight Transfer Co., San 
Francisco, Calif., contract carrier. Permit denied. General com- 
modities between points in a described territory in Calif., for 
the federal government. 

*MC 65981, Wood Trucking Co., Inc., Onancock, Va., con- 
tract carrier, embracing MC 102484, Sub. 2, Dick Turner’s 
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Motor Express, Inc., contract carrier. Certificate granted t 
applicant in MC 102484, Sub. 2, as successor in interest ty 
applicant in MC 65981, as continuance of operation, genera) 
commodities, with exceptions, between Baltimore, Md., an 
Onancock, Va., over a regular route, with service at Crisfield 
Md., as an off-route point. 

*MC 75318, Sub. 1, Cater Transfer & Storage Co., Spokane, d 
Wash., extension. Certificate granted. Household goods be.) 22° 
tween points in Wash., east of the Cascade Mountains anj om, 
points in that part of Ida., in and north of Idaho county, op Ill, IC 
the one hand, and points in Utah, on the other. mn "s 

*MC 76266, Sub. 20, Merchants Motor Freight, Inc., st dba 
Paul, Minn., extension. Certificate denied. General commodities of Kel 
from and to specified points in Minn., and Ia., on the one hand aon 
and points now served by applicant in those states and in Mo, ge 
Ill., and Neb., on the other. for th 

*MC 87546, William H. Kramer, York, Pa., common carrier the rs 
On further hearing, findings in prior report, 27 M. C. C. 457]... t 
modified, and certificate granted as to continuance of operation, Winte 
general commodities, with exceptions, between points in Pa, po 
on the one hand, and points in Md., and D. C., on the other pean : 
and specified commodities between points in Pa., Md., N, J, eng 
Del., and N. Y. aoe 

*MC 92959, Louis Jagel, Brooklyn, N. Y., contract carrier. 0 PY 
embracing MC 103487, Louis Jagel and Louis A. Jagel, contract al 
carrier. On further hearing in MC 92959, finding in prior en if 
report, 27 M. C. C. 364, reversed insofar as applicants’ status . ifol 
is concerned and the cnosidered operations (specified commodi- aoe 
ties from and to specified points N. J., Mass., R. I., N. Y., and aioe 
Conn.) found to be those of a contract carrier. In MC 103487, = 
permit granted as to specified commodities from specified N. J,, al 
points to Brooklyn, N. Y., Providence and Hills Grove, R. I, ss * 
and other commodities, in inter-plant movements between the 
named destinations. 

*MC 94088, Sub. 1, Harry Farfel and Samuel Farfel, 
Albany, N. Y., extension. Permit denied. Paper and paperboard 
products from Troy, N. Y., to points in Mass., and N. J., and 
waste material and skids on return. 

*MC 96451, J. M. Badgett, St. Louis, Mo., common carrier. 
Certificate granted. Household goods between St. Louis, Mo. { 
and points in Mo., within 25 miles of St. Louis, on the one hand, ; 
and points in IIll., on the other. 
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*MC 102237, Valdmar Mattsen, Chicago, III., extension. ot M 
Certificate denied. Household goods between all points within | ance 
550 miles of Chicago, Ill., or between Chicago and points within } mour 
550 miles thereof, on the one hand, and points in specified states } Moto 


and D. C., on the other. 

*MC 103933, Ray W. Akins, La Porte, Ind., common carrier. 
Certificate denied. Household goods between all points in de- 
fined territories in Ind. and Mich., and all points in IIl., on the 
one hand, and all points in Ind., Ill., O. and Mich., on the other. 

*MC 104018, N. K. Isaak, Parkston, S. D., common carrier. 
Certificate granted. Livestock between Parkston, S. D., and 
points within 15 miles thereof, except incorporated cities and 
towns, on the one hand, and Sioux City, Ia., on the other; and 
feed, seed, farm machinery and implements and parts therefor, 
and twine from Sioux City to Parkston and points within 15 
miles of Parkston, except incorporated cities and towns. 

MC 1425, Overland Freight Lines, Inc., Indianapolis, Ind., 
contract carrier. On further hearing, findings in prior report, 
29 M. C. C. 121, modified, applicant’s operations found to be 
those of a contract carrier, and permit granted as to continu- 
ance of operation as such a carrier of specified commodities 
from and to specified points and areas in Ind., O., Mich., Ill. and 
Ky. The report relied on the Commission’s decision in Craig 
Contract Carrier Application, 31 M. C. C. 705, 24 M. C. C. 331, 
and 28 M. C. C. 629, in determining applicant’s status. Com- 
missioner Patterson dissented, saying applicant clearly had 


been and was a common carrier, rendering a service which rd 
differed in no material respect from that of other motor com- | (mn; 
mon carriers. add: 

*MC 75219, Donoghue Transportation Co., Inc., Cambridge, | carr 
Mass., common carrier. On further hearing, findings in prior | the 
report, 29 M. C. C. 648, modified, and certificate granted as tO | and 
continuance of operation, general commodities, with exceptions, | incr 
between Boston, Mass., and Madison, Me., over regular routes, | tent 
serving specified intermediate and off-route points in Me. | traf 
N. H., and Mass. 

*MC 19201, Sub. 10, Pennsylvania Truck Lines, Inc., Phil- 
adelphia, Pa., Certificate granted, subject to conditions. General Fin 
commodities, except dangerous explosives, between points IN | q, 
Pa., serving points which are stations of the Pennsylvania | 6, 
Railroad Co. pet 

*MC 10614, Charles H. Vollmer, Amsterdam, N. Y., common | haq 
carrier, embracing MC 10615, Same, contract carrier. On ful- | mis 
ther hearing, findings in prior report, 26 M. C. C. 804, in respect | tire 
of applicant’s right to a “grandfather” certificate as a common | ser 





W ORL) 





May 29, 1943 






ranted t 
nterest ty 
1, genera] 
Md., ang 
Crisfield 


carrier of general commodities, with exceptions, modified by 
authorizing applicant to serve certain additional intermediate 
and off-route points in N. Y., Mass., R. I., Conn., N. J., and Pa. 

*MC 7920, Charles C. Herriott, East Palestine, O., common 
carrier. Certificate granted, subject to condition, as to continu- 
ance Of operation, general commodities, including household 
goods, between points in O., and Pa., and continuance of opera- 
tion, general commodities, with exceptions, between points in 
ll, Ind., O., and Pa. The report noted that on Nov. 21, 1942, 
in MC FC-17227, applicants, Kenneth C. and Alice L. Herriott, 
dba Charles C. Herriott Trucking Co., were substituted in lieu 
of Kenneth C. and Frank L. Herriott, a co-partnership doing 
pusiness under the same trade name, which, in turn, had pre- 
viously been substituted on March 25, 1941, in MC FC-14766 
for the original applicant, Charles C. Herriott, who first used 
the indicated trade name. 

*MC 4132, Sub. 1 EX, William A. Sale & Jessie R. Huggles, 
Winters, Calif., application for exemption. Certificate of exemp- 
tion under section 204 (a)(4) of the act granted, subject to 
condition, on finding applicants’ operation, in interstate or 
foreign commerce, solely with Calif., as a common carrier of 
fresh fruits from Winters and points within 16 miles thereof 
to points in Placer, Sacramento, Solano, Yolo, Colusa, Sutter 
and Yuba counties, with empty containers therefore in the re- 
verse direction, of such nature, character, or quantity as will 
not, if exempted from regulation, substantially affect or impair 
uniform regulation by the Commission of transportation by 
motor carriers in effectuating the national transportation policy. 
Issuance of a certificate of exemption is subject to the prior 
receipt from applicants of a request for cancellation of the 
certificate of public convenience and necessity now held by them. 

*MC 48388, Joseph E. Faltin, Manchester, N. H., common 
carrier. On further hearing, certificate granted as to continu- 
ance of operations, general commodities, with exceptions, be- 
tween Concord, N. H., and Boston, Mass., over regular routes, 
serving intermediate and specified off-route points and terri- 
tories; and general commodities, with exceptions, and specified 
commodities, over irregular routes, from and to specified points 
or territories in Mass, N. H., N. Y., R. I., Conn., Me., Vt., and 
N. J. Prior report made in 31 M. C. C. 808. 

*MC 24403, Southern United Lines, Inc., Greenville, S. C., 
common carrier. On further hearing, findings in prior report, 
24M. C. C. 241, reversed and certificate granted as to continu- 
ance of operation by applicant, as successor in interest to Para- 
mount Motor Lines, Inc., and to James B. Loyless, dba L. & C. 
Motor Lines, successively, general commodities, between Green- 
ville, S. C., and Atlanta, Ga. 
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TL, on the Railroad Abandonments 
I. 
ae phrese In a proposed report in Finance No. 14101, Atchison, 
3S D.. and | Topeka & Santa Fe Railway Co. Abandonment, Examiner J. S. 
cities and | Prichard has recommended that division 4 find that present 
other; and | 4d future public convenience and necessity are not shown to 
's therefor, | Permit abandonment by the Santa Fe of a line of railroad 
within 15 | &tending from Waveland to Cheraw, in Bent and Otere coun- 
wns. ties, Colo., approximately 16.78 miles. The report said that 
polis, Ind. teasons given for the proposed abandonment, among others, 
lo a port, were that the segment had been operated at a loss for several 
ome Oh rte years, and that its abandonment would effect a reduction in 
= comin the cost of present train service and in the cost of handling 
manila bridge traffic via an alternative route. The facts of record, it 
i Th ol sald, did not support the alleged reasons for the proposed 
ag Craig abandonment. It was shown, it said, that instead of cheaper 
CC. 331 tansportation via the alternative route, the proposed new 
ey operating arrangement would involve an additional expense of 
iy had $8593 annually. Losses from operation shown by the applicant, 
early hich the report said, were materially augmented by charges to the 
vice whic’ | segment for taxes which would not be saved if it was abandoned. 
notor com | Omitting such taxes, it said, and making allowance for the 
; additional expense mentioned, it was shown that average annual 
Cambridge, tarnings of $1,593 resulted from operation of the segment for 
Zs in prior | the years 1938 to and including 1942. Also, it said, traffic to 
inted as t0 | and from intermediate stations on the segment had steadily 
exceptions, Increased in the past three years, contrary to applicant’s con- 
ilar routes, | tention that there was no reasonable prospect of increased 
ts in Me., | traffic, 
tno., Phil 7 has R. |. & P. . 
as. General | p, A petition for rehearing has been filed by the protestants in 
- points in Inance No. 13928, Chicago, Rock Island and Pacific Railway 
snnsylvania Co, Abandonment, involving abandonment by the Rock Island 
iia of a branch line of railroad from Stockton to Tipton, Ia. The 
“ petition said that since the hearing in November, 1942, changes 
. oo oe id occurred which made impractical the decision of the Com- 
~~ ect mission, division 4, permitting the abandonment. Gasoline and 
Page lire rationing, it said, the deterioration of trucking equipment 


serving the area, the fact that a great number of truckers had 
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discontinued business, and the inability of the county authorities 
properly to maintain roads in the area involved, had left the 
area without adequate trucking service. Farmers in the area 
affected, it said, estimated a 30 per cent increase in hog 
production since the original hearing, and a large increase in 
soy beans and corn acreage in 1943. Thousands of bushels of 
soy beans were stored in an elevator at Bennett, Ia., the petition 
said, and that the operator had been unable to obtain trans- 
portation facilities to ship the said beans from Bennett. Pas- 
senger service had so increased since the original hearing, it 
said, that it had become impossible for the bus line operating 
from Tipton to Davenport, Ia., and intermediate communities, 
efficiently to handle the passenger traffic. The petition said that 
the protestants would show by evidence that the Commission 
had erred in finding the branch line in a general poor state 
of maintenance. 
Central Indiana 


Central Indiana Railway Co., in Finance No. 14230, has asked 
authority to abandon a part of its line of railroad, extending 
from a point near Lebanon, to the end of the line at Advance, 
all in Boone County, Ind., approximately 8.27 miles, and oper- 
ation thereof. The traffic being offered for transportation to 
and from places on the line, the applicant says, is insufficient 
to justify continued operation. 


N. Y. C. 


The Public Service Commission of New York, the city of 
Yonkers, and John W. Tooley, Jr., as president of the com- 
mittee of Yonkers commuters, have jointly filed a suit in the 
federal court for the southern New York district, at New 
York, asking for a temporary or interlocutory injunction re- 
straining enforcement of the Commission’s order in Finance 
No. 13914, involving permission to the New York Central to 
abandon a line of electric railway extending from Van Cortland 
Park, in New York city, to Yonkers, N. Y. The complaint 
said that, as the line was operated wholly within the state of 
New York, and as it did not operate in interstate commerce, 
the Commission was without jurisdiction to permit its abandon- 
ment. It said, further, that the city of New York intended to 
extend a branch of the subway and to make the terminus of 
the electric line in Van Cortland Park one of the stations on 
the subway extension. This fact, it said, had not been “dis- 
coverable” at the time of the original hearing. 

In addition to asking for a temporary or interlocutory 
injunction, the complainants asked for hearing by a statutory 
three-judge court, and judgment that the orders and certificate 
of the Commission were arbitrary and unreasonable and should 
be entirely voided. 

The federal court for the southern New York district has 
issued a show cause order, directed to the New York Central, 
the United States, and the Commission, requiring them to show 
cause, May 28, at New York, why the temporary or interlocu- 
tory injunction should not be issued and why a preliminary 
restraining order should not issue until the application for 
the temporary injunction was heard. 

The suit has been docketed as Civil Action No. 21-271, 
Public Service Commission of the State of New York, et al. 
vs. United States of America, et al. 


B. and S. 


The Commission, division 4, by a report and certificate in 
Finance No. 13988, Buffalo & Susquehanna Railroad Corpora- 
tion et al. Abandonment, has permitted abandonment by the 
B. & S., and abandonment of operation by the Baltimore & 
Ohio, of a line of railroad extending from a point near Sinne- 
mahoning to a point near Burrows, 44.46 miles, referred to as 
main line; and the so-called Austin branch line extending from 
Wharton to Austin, approximately 9 miles, in Cameron and 
Potter counties, Pa. Conditions were imposed for the protection 
of employes of the B. & O. who might be adversely affected by 
the abandonment although, the report said, the applicants had 
contended that this was not the case in which such conditions 
should be imposed. The report said that protection should be 
made effective as of the date of actual abandonment, July 18, 
1942, and not as of the effective date of the certificate. The 
report said that the lines involved were damaged by a flood and 
that, since the aforementioned date, no service had been 
rendered. 


COMMISSION ORDERS 

Finance 13940, Pennsylvania, Ohio & Detroit et al. abandonment. 
Effective date of certificate of March 6, extended to June 20. 

MC F-2174, P. B. Mutrie Motor Transportation, Inc., purchase, 
Pioneer Trucking Corp. Application under section 210a(b) requesting 
approval of temporary operation by P. B. Mutrie Motor Transportation, 
Inc., of properties of Pioneer Trucking Corp., denied. 

MC 28008, Sol De Ceanne and Dominice De Ceanne, common carrier 
application. Reopened for further hearing solely to determine whether 
applicant is entitled to continue operations in transportation of general 
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commodities, (1) to and from points within 35 miles of Bridgeport, 
Conn., (2) to and from points within Chicago commercial zone as de- 
fined in Chicago, Ill., Commercial Zone, 1 M. C. C. 673, and (3) whether 
public convenience and necessity requires continuance of operations by 
applicant in transportation of general commodities from Chicago, IIl., 
to Philadelphia, Pa., over irregular routes. Order of December 11, 
1942, as subsequently modified to become effective June 30, in so far 
as it denied above-described operations, vacated. 

MC 45829, Carolina Motor Express Lines, 
application. Report and order of September 17, 1942, modified so as 
to authorize issuance to applicant, on compliance with sections 215 
and 217 of interstate commerce act and rules and regulations there- 
under, of a certificate of public convenience and necessity which will 
include, in addition to authority granted by prior order of September 
17, 1942, right to transport general commodities, except commodities 
of unusual value, dangerous explosives, household goods as defined in 
Practices of Motor Common Carriers of Household Goods, 17 M. C. C. 
467, commodities in bulk, and commodities requiring special equipment, 
from Indianapolis, Ind., to Raleigh, N. C., over irregular routes. This 
order shall become effective June 25, unless prior thereto any party in 
interest shall show cause, if any there be, in a writing yerified under 
oath, why report and order of September 17, 1942, should not be modi- 
fied in manner described above. 

MC F-2061, Gilday and Weaver, purchase, Bowe and Porter. Appli- 
cation filed by S. B. Gilday and John R. Weaver, dba Gilday and 
Weaver, seeking authority under section 4, interstate commerce act, 
to purchase operating rights and property of E. K. Bowe and E. A. 
Porter, dba Bowe and Porter, dismissed. 

No. 27747, Mississippi Cotton Seed Crushers Association vs. A. B. 
& C, et al. Order of June 2, 1942, further modified to become effec- 
tive May 24, on not less than 5 days’ notice, in so far as order applies 
to rates on oils, liquid or solidified, from Boston, Mass., and East 
Boston, Mass., via New York Central (Boston & Albany District) to 
central association territory including Extended Zone ‘‘C’’ in Wiscon- 
sin. 


Inec., common carrier 


No. 27747, Mississippi Cotton Seed Crushers Association vs. A. B. 
& C. et al. Order of June 2, 1942, further modified to become effec- 
tive July 24, on not less than 30 days’ notice, instead of May 24. 

No. 28680, Monolith Portland Cement Co. vs. A. T. & S. F. et al. 
Complainant granted leave to file petition for reconsideration and re- 
hearing on or before June 15. 

No. 28711, Danville Chamber of Commerce, Inc., et al. vs. B. & O. 
et al. Order of January 11, further modified to become effective July 
13, on not less than 30 days’ notice, instead of June 22. 

W-16, S. C. Loveland Co., Inc., application. Reopened for recon- 
sideration. 

W-334, Coney Island, Inc., common carrier application. Effective 
date of certificate and order of March 9, postponed to July 2. 

W-698, Coast & Inland Navigation Corporation, contract carrier 
application; and W-488, Daniel C. Robinson, Inc., contract carrier ap- 
plication. Order of March 8, modified to become effective August 2, 
instead of June 2. 

MC 28659 Sub. 1 EX, International Railway Co., application for 
exemption. Reopened for rehearing. 

MC 47389, Federal Truck Lines, Inc., successor in interest to Frank 
Kranz and Cecelia Tomlinson, common carrier application. Reopened 
for further hearing. Order of December 8, 1942, as subsequently modi- 
fied to become effective May 15, vacated. 

MC 51006 Sub. 1, Shawmut Transportation Co., Ine., common car- 
rier application. Reopened for reconsideration. Order of August 7, 
1942, as subsequently modified to become effective May 1, vacated. 

MC F-1769, H. R. Priddy, purchase, H. E. Zeeveld; and MC F-1770, 
H. R. Priddy, lease, J. L. Naylor. Time within which authority 
granted in report and order of August 28, 1942, may be exercised, ex- 
tended to December 31. 

W-654, Isthmian Steamship Co. common carrier application; W-406, 
Ohio Barge Line, Inc., contract carrier application; and W-390, War- 
rior & Gulf Navigation Co. contract carrier application. Reopened for 
reconsideration. Effective dates of permits and orders issued in W-406, 
and W-390, further postponed until further order of Commission. 


W-9, Sheridan Transportation Co., contract carrier application; 
W-346, P. Dougherty Co., common carrier application; W-493, L. B. 
Shaw, Inc., contract carrier application; W-738, Wathen & Co., contract 
carrier application. Effective dates of certificates and orders in W-9, 
W-346, W~493, and W-738, further postponed to July 1. 


FINANCE APPLICATIONS 


MC F-2204. Wells. Truckways, Ltd., El Monte, Calif., asks au- 
thority to purchase operating rights of L. Fulton, dba California Truck 
Lines, San Francisco, Calif. 

MC F-2205. Baggett Transportation Co., Birmingham, Ala., asks 
authority to purchase rights and equipment of the Tennessee Valley 
Transport Co., a partnership composed of E. R. Cuppy and A, F. 
— of Birmingham, Ala., and temporarily to operate under 
ease, 

MC F-2206. M. J. Hannon, of Pittsburgh, Pa., president and stock- 
holder of Hannon Motor Lines, Inc., asks authority to operate as a 
contract carrier of merchandise from Charleroi, Pa., to points in Vir- 
ginia and Maryland, for the Fox Grocery Co. Applicant proposes to 
purchase the fleet of 14 trucks owned by the Fox Grocery Co., and per- 
form the service heretofore performed by it, under the name of M. J. 
Express Lines. 

Finance No. 14226, Erie Railroad Co. asks authority to issue and 
place in its treasury $373,000 principal amount of first consolidated 
mortgage 4 per cent bonds, series B, due Jan. 1, 1995, for the purpose 
of reimbursing the treasury of the applicant for amounts disbursed to 
redeem certain bonds and trust certificates. 

MC F-2194, David C. Hall, dba Hall Motor Transportation, of Fort 
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Worth, Tex., asks authority temporarily to lease all of the operatip 
rights of Reves Jordan, dba Jordan Truck Line, of Monroe, La, 

MC F-2203, Monroe Motor Express, Inc., of Atlanta, Ga., asks ay. 
thority temporarily to lease certain operating rights of Georgia Moty 
Express, Inc., also of Atlanta. 

MC F-2207, Lecrone-Benedict Ways, Inc., of Columbus, OU., ask 
authority to purchase all operating rights and equipment of Great Cep, 
tral Transport Corporation, of Detroit, Mich., and temporarily to operate 

Finance No. 14228, Bay Cities Transportatoin Co., of San Francisey 
Calif., asks authority to purchase all operating rights of Crowley 
Launch & Tugboat Co., also of San Francisco, in W-511. i 

Finance No. 14229, Atchison, Topeka & Santa Fe Railway Co, p ts 
and the trustee of the estate of the Chicago, Rock Island & Paci, 0 
Railway Co., ask authority, on the trustee’s part, to purchase certaip Ex 
lines, to acquire trackage rights over and lease of certain other ling 
of railroad of Oklahoma Railway held and operated by the truste Compa 
of the Rock Island at Guthrie, El Reno, and in and adjacent to Okla. lated ¢ 
homa City, Okla.; acquisition by Santa Fe of certain trackage right; reasons 
from Rock Island, and by Rock Island of certain trackage rights from} sulpha’ 
Santa Fe, in Oklahoma City. bad an 

MC F-2010, amended. North East Texas Motor Lines, Ince., of tral te 
Paris, Tex., ask authority to purchase certain operating rights of Sant, repara 
Fe Trail Transportation Co., of Wichita, Kan. P 

MC F-2208, United Truck Lines, of Spokane, Wash., ask authority TI 
to merge its operations with those of W. I. & M. Truck Line, Ine., also] VS. Alt 
of Spokane, ern, ef 

MC F-2209, M. P. Lipe, dba Lipe Motor Lines, of Hockory, N, ¢, Corpo! 
asks authority to lease certain operating rights of George C. Elders tilizer 
dba Elders Transfer, of Brookford, N. C., and temporarily to operate. 98868 

MC F-2210, Melvin Trucking Co., of Streator, Ill., asks authority to G 
purchase certain operating rights of American Freight Lines, of Peoria, 





Ill., and temporarily to operate. sonabl 
a pa ee Utah, 
MOTOR FINANCE CASES the co 
MC F-1997, Steve Bonello, purchase—Hill Warehouse & Trucking and a 
Co. (N. B. Thompson, Receiver). Petition of applicant for reopening Co., 0) 
of the above-entitled case granted, and purchase by Steve Bonello,| St. Be 
doing business as Century Motor Freight, of St. Paul, Minn., of operat-| and B 
ing rights of Hill Warehouse & Trucking Co. (N. B. Thompson, Re-| residu 
ceiver), of Superior, Wis., approved and authorized. plaina 
MC F-2184, H. M. Turner Trucking Corp., lease—Guy M. and Frank muria 
B. Turner. Application for authority under section 210a(b) of H. M, vened 
Turner Trucking Corp., of Martinsville, Va., for temporary operation il 
of a portion of the motor-carrier rights of Guy M. Turner and Frank allega 
B. Turner, doing business as Turner’s Transfer, of Greensboro, N. C., } 28teet 
denied. were 
MC F-2162, East Texas Motor Freight Lines, lease—A. E. McDon-| Wend 
ald Motor Freight Lines. Request granted May 25, 1943, for exten-} the V 
sion to June 9, 1943, of time for compliance with conditions of order T 
of May 10, 1943, granting temporary authority under section 210a(b), k 
MC F-1936, Refiners Transport & Terminal Corp., purchase—Mar- assail 
shall Transport Co., Inc., and Warren C. Marshall. Upon petition of | Manu 
applicants, lease by Refiners Transport & Terminal Corp., Detroit, } been, 
Mich., of operating rights and property of Marshall Transport Co.,} duly 
Inc., of Glen Burnie, Md., and of certain property of Warren C. Mar- might 
shall, of Upper Darby, Pa., for not exceeding 90 days, approved and} yer ( 
authorized. Fork 
MC F-2174, P. B. Mutrie Motor Transportation, Inc., purchase— Si ; 
Pioneer Trucking Corp. Application for authority under section 210a(b) Ou 
of P. B. Mutrie Motor Transportation, Inc., of Boston, Mass., for tem- | 80 
porary operation of motor-carrier rights of Pioneer Trucking Corp., of $9.20 
New York, N. Y., denied. point 
MC F-2164, Joseph Pomprowitz, purchase—John F. Noble. Appli-] rates 


cation for authority under section 210a(b) of Joseph Pomprowitz, doing 
business as L. C. L. Transit Co. of Green Bay, Wis., for temporary 
operation of motor-carrier rights of John F. Noble, doing business as 
Noble Transit Co. of South St. Paul, Minn., denied. 

MC F-2176, Paul S. Whitescarver, purchase—Jersey Coast Transfer 
Co., Ltd. Application for authority under section 210a(b) of Paul S. 
Whitescarver, doing business as Whitescarver Transportation, of New- 
ark, N. J., for temporary operation of a portion of the motor-carrier 
rights and properties of Jersey Coast Transfer Co., Inc., of Asbury 
Park, N. J., granted, with condition. 

MC F-2123, Consolidated Freightways, Inc.—Issuance of Notes. Ap- 
plication of Consolidated Freightways, Inc., of Portland, Ore., to issue 
short-term notes in net amount not exceeding $500,000 outstanding at 
any time, denied. 


unres 
$6.80 
sou} 
Colu: 
Repa 
and ¢ 
title 
affor 
sent 
said | 
salts 
vs, A 


T 
are 
weigh 
herei; 
miles 
load 
the § 
Carls 
St. L 
4 Car 
cents 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14115, Oakland Terminal Railroad 
Co., purchase, etc., and F. D. No. 14116, Oakland Terminal Railway 
Stock, 

1. Authorizing purchase by the Oakland Terminal Railway of part 
of the property of the Oakland Terminal Railroad Co., acquisition by 
the Oakland Terminal Railway of trackage rights over the remaining 
lines of railroad of the Oakland Terminal Railroad Co., and subleas¢ 
by the Oakland Terminal Railway of certain trackage from the Atchi- 
son, Topeka & Santa Fe Railway Co., lessee of the properties of the 
California, Arizona & Santa Fe Railway Co.; 

2. Granting authority to the Oakland Terminal Railway to issue 
not exceeding $225,000 of common stock, consisting of 2,250 shares of 
the par value of $100 each, to be sold at par and the proceeds used in 
connection with the purchase of certain portions of the lines of railroad 






used by the Oakland Terminal Railroad Co., and for other corporate geste 
purposes; and Fe Spect 
3. Authorizing acquisition by the Atchison, Topeka & Santa 





Railway Co. and the trustees of the Western Pacific Railroad eo 
control of the Oakland Terminal Railway, through stock owners Ip. 
Approved. 
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Potash from Loving and Carlsbad 


Examiner Claude A. Rice in a report in No. 28820, Potash 
Company of America vs. Aberdeen & Rockfish, et al., and re- 
lated cases, has recommended that the Commission find un- 
reasonable and unduly prejudicial rates on muriate of potash, 
sulphate of potash, and manure salts, in carloads, from Carls- 
bad and Loving, N. M., to points in western trunk-line and cen- 
tral territories, and that it prescribe lawful rates and award 
reparation. 

The related cases are Nos. 28820, Sub. 1, Armour & Co. 
ys, Alton, et al., 28820, Sub. 2, Darling & Co. vs. Alton & South- 
ern, et al., 28820, Sub. 3, International Minerals & Chemical 
Corporation vs. Alton & Southern, et al., 28839, Diamond Fer- 
tilizer Co., et al. vs. Akron, Canton & Youngstown, et al., and 
99868, Swift & Co. vs. Alton, et al. 

Generally, the complainants attacked the rates as unrea- 
sonable and unduly preferring persons shipping from Wendover, 
Utah, and their traffic. Interveners supporting one or more of 
the complaints were United States Potash Co., operating mines 
and a refinery near Loving, American Agricultural Chemical 
Co, operating fertilizer manufacturing plants at Cleveland and 
St, Bernard (Cincinnati), O., East St. Louis, Ill., Detroit, Mich., 
and Buffalo, N. Y.; Great Western Sugar Co., producer of beet 
residuum potash as a by-product at Johnstown, Colo.; and com- 
plainants in No. 28820, Sub. 3. Bonneville, Ltd., producer of 
muriate of potash and sulphate of potash at Wendover inter- 
vened in opposition to all of the complaints. With respect to 
allegations of undue prejudice, the report said, defendants 
agreed that the assailed rates on potash salts from Carlsbad 
were relatively higher than prescribed present rates from 
Wendover to the same destination territories, but they claimed 
the Wendover rates should be increased. 


The examiner said the Commission should find that the 
assailed rates on muriate of potash, sulphate of potash, and 
manure salts, in carloads, minimum weight 80,000 pounds, had 
been, were and for the future would be unreasonable and un- 
duly prejudicial to the extent that they exceeded, exceed or 
might exceed $7.40 to Aberdeen, S. D., Cedar Rapids, Ia., Den- 
ver, Colo., Duluth, Minn., East St. Louis, Ill., Fargo and Grand 
Forks, N. D., Minneapolis, Minn., Omaha, Neb., Sioux City, Ia., 
Sioux Falls, S. D., and Wyocena, Wis., $8.35 to Chicago, Chi- 
cago Heights, and Calumet City, Ill., and Hartsdale, Ind., 
$920 to points in the Indianapolis-Toledo group, and $10 to 
points in the Columbus-Buffalo group; and that the assailed 
tates On those commodities were and for the future would be 
unreasonable to the extent that they exceeded or might exceed 
$80 to East St. Louis, $7.50 to the before described Chicago 
group, $8.20 to the Indianapolis-Toledo group, and $9 to the 
Columbus-Buffalo group, minimum weight 100,000 pounds. 
Reparation, said he, should be confined to shipments made on 
and after April 27, 1942, the date on which the complaint in the 
litle case was filed, and a further hearing should be granted to 
afford complainants seeking reparation an opportunity to pre- 
sent evidence respecting shipments made and charges paid. 


__ The rates embodied in the proposed findings made by him, 
said Examiner Rice, were relatively higher than rates on potash 
salts which division 3 prescribed from Wendover in Bonneville 
"s. Alton Railroad Co., 245 I. C. C. 751. In part, he added: 


To East St. Louis and other points named by complainants which 
are westward from Chicago the rate from Wendover is $7.40, minimum 
weight 80,000 pounds, and for that minimum $7.40 from Carlsbad is 
herein found reasonable, although the average distance is about 180 
niles shorter from Carlsbad than from Wendover. On a minimum car- 
‘oad of 80,000 pounds shipped to East St. Louis car-mile earnings under 
the $7.40 rate are 19.5 cents from Wendover and 27.6 cents from 
arlsbad. On a minimum carload of 100,000 pounds, Carlsbad to East 
‘t. Louis, the rate of $6.80 herein found reasonable will yield 31.7 cents 
Acar mile. From Wendover to Chicago, the car-mile earnings are 22.8 
“a under prescribed rate of $9.10 and minimum carload weight of 
eve pounds; Carlsbad to Chicago, 26.8 cents on minimum weight of 
— pounds and rate of $8.35, and 30 cents on minimum carload weight 

100,000 pounds and rate of $7.50, herein found reasonable. The Wend- 
wer rate of $9.10 is equal to 10 per cent of first class, while the sug- 
sested Carlsbad rates of $8.35 and $7.50 are 12.8 and 11.5 per cent, re- 
spectively, of first class. In central territory, the grouping of rates 
ftom Carlsbad differs from the Wendover rate groups, but Indianapolis 
‘pears to be a typical point of destination. The prescribed rate of 
$10.70 from Wendover to Indianapolis is 11 per cent of first class, and 
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Railroad, Water, and Motor Transport 





on a minimum carload of 80,000 pounds it earns 25 cents a car mile. 
From Carlsbad to Indianapolis the rates herein found reasonable, of 
$9.20 and $8.20 on minimum carload weights of 80,000 and 100,000 
pounds, respectively, are equal to 13.8 and 12.3 per cent of first class, 
and will earn on the designated minimum weights 28.3 and 31.5 cents 
per car mile. 


WATER PROPOSED REPORT 


W-57, Frederick E. Grauwiller, New York, N. Y., Contract 
Carrier Application, embracing W-37, F. E. Grauwiller Trans- 
portation Co., Inc. (formerly Jacobus-Grauwiller Co.), Contract 
Carrier Application, and W-702, F. Jacobus Transportation Co., 
Inc., Contract Carrier Application. By Examiner Charles B. 
Gray, on further hearing. Recommends grant of permit in W-57 
and W-37 authorizing continuance of operation as contract 
carriers in the furnishing of non-self-propelled deck scows under 
charter, lease, or other agreements, to persons other than car- 
riers subject to the interstate commerce act, to be used by such 
persons in the transportation of their own property between 
ports and points on Long Island Sound and New York Harbor 
ad contiguous harbors. Recommends also, grant of permit in 
W-702 authorizing like operation, finding such to be consistent 
with the public interest and the national transportation policy. 


MacKENZIE COACH LINES CONTROL 


Examiner M. L. Winson, in a proposed report in MC F-2140, 
Armand J. Bourque, et al.—Control—MacKenzie Coach Lines, 
Inc., has recommended that the Commission authorize the ac- 
quisition of control of MacKenzie Coach Lines, Inc., of Boston, 
Mass., through purchase of capital stock, by Armand J. Bourque, 
Rye Beach, N. H.; Gerald R. Robinson, Ogunquit, Me.; and 
Peter D. Palombo, Beverly, Mass. 


WESSON COMPANY PURCHASE 


Examiner Irving J. Raley, in a proposed report in MC 
F-2030, Interstate Motor Freight System, Inc. of Indiana— 
Purchase Wesson Co., has recommended denial of the applica- 
tion of Interstate to purchase certain operating rights and 
property of Wesson Co., and concurrent acquisition of control 
of Interstate Motor Freight System, Inc., of Indiana, by Inter- 
state Motor Freight System, a Michigan corporation. 

The report said that, through various stock sales, 45 per 
cent of the common stock of the Michigan corporation was 
owned by United States Freight Co., of New York, which 
operated solely as a holding company, and that 55 per cent was 
owned by only two people. It said that if 45 per cent of the 
voting stock of the Michigan corporation was owned by the 
holding company, and 55 per cent by only two persons, “the 
power of each to participate in the control is increased, and, in 
the opinion of the examiner, is sufficiently substantial to make 
participation by each so effective in determining the affairs of 
the company as to amount to joint power to control with the 
Freight Company.” 

The Commission, the report said, had found in Freight 
Forwarding Investigation, 229 I. C. C. 201,204, that all Universal 
Carloading & Distributing Co. capital stock was owned by 
United States Freight Co. The instant record, it said, contained 
nothing to indicate that such was not still the situation, and 
that therefore, the instant transaction came under the provisions 
of section 411(a) (1) of the act, making it unlawful for a freight 
forwarder, or any person controlling, controlled by, or under 
common control with a freight forwarder, to acquire control of 
a carrier subject to part I, II, or III of the act. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
an which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


illinois (Pecatonica)—MC 104144, Stanley Fisher and 
Arthur Lichter, common carrier. Certificate proposed. Livestock, 
feed, grain, seeds, fertilizer and lime between specified counties 
in Ill., Ind., and Wis. 
Kansas (Hiawatha)—-MC 71930, Sub. 1, A. B. Casbere, ex- 
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tension. Certificate proposed. Passengers, baggage and express 
between Yates Center and Fredonia, Kan. 

North Carolina (North Wilkesboro)—-MC 57782, Sub. 2, 
E. O. Woodie, extension. Certificate recommended. Passengers, 
baggage, express, mail and newspapers between Elizabethton, 
Tenn., and West Jefferson, N. C. 

Missouri (Kansas City) —-MC 52746, Sub. 26, Knaus Truck 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between specified points in Mo. 

Massachusetts (Millville)—-MC 30521, Sub. 2, Bowen’s Bus 
Line, Inc., extension. Certificate proposed. Passengers, baggage, 
express, mail and newspapers between Woonsocket, R. I., and 
Blackstone, Mass., over unspecified city streets. 

Nebraska (Crawford)—MC 28951, Sub. 2, Robert Y. Ross, 
extension. Amended certificate proposed on surrender of out- 
standing certificate issued July 10, 1942, in MC 28951, Sub. 1, 
as to general commodities, with exceptions, between Omaha 
and Chadron, Neb., over a specified regular route. 

New York (Johnson City)—MC 104136, Robert T. Shafer 
and Floyd T. Shafer, contract carrier. Denial of application 
proposed, for want of prosecution. Feed, from Binghamton, 
N. Y., to Exeter, Pa., via Nicholson, Tunkhannock and West 
Pittston, Pa., serving Susquehanna, Pa.; coal, from Pittston, 
Pa., to Johnson City, N. Y., over the aforementioned route, on 
return. 

New York (Kirkwood)—MC 104091, Sub. 3, Irving Heath, 
common carrier. Denial of certificate proposed. Excavating 
and construction equipment, between Binghamton, N. Y., and 
points in N. Y. within 100 miles of Binghamton, on the one 
hand, and, on the other, points in Conn., Mass., N. J., Pa., Md., 
Del., and D. C., over irregular routes. 

Pennsylvania (Montoursville)—MC 103886, Sub. 9, Frank 
E. Eck, J. Otto Eck, and Walter Eck, common carrier. Cer- 
tificate proposed. Road contractors’, building contractors’ and 
structural contractors’ equipment, material, and supplies, re- 
quiring trucks and trailers of special design, between Mon- 
toursville, Pa., and points in Pa. within 100 miles thereof, on 
the one hand, and, on the other, points in N. Y., N. J., Md., 
Va., Ohio, Del., and W. Va. 


California (Los Angeles)—-MC 87309, Sub. 1, Paul Alley, 
common carrier. Certificate proposed. Livestock, from all 
points in Ariz. to points in Los Angeles, Orange, Kern, Tulare, 
San Bernardino, Riverside, San Diego, and Imperial counties, 
Calif.; farm products, other than those suitable for human 
consumption, grain, feeds, salt, potatoes, and fertilizer, in lots 
of 10,000 pounds or over, and cement, in lots of 40,000 pounds 
or over, with return of empty cement containers, from ponits 
in the aforementioned California counties to all points in Ariz., 
with certain exceptions; box-shook and empty produce and 
vegetable crates, from points in Los Angeles county, Calif., to 
points in Ariz., with certain exceptions. 

South Dakota (Aberdeen)—MC 82815, Sub. 22, R-B Freight 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, serving Fort Sisseton, S. D., as an off- 
route point in connection with applicant’s presently authorized 


regular-route operations between Benson, Minn., and Groton, 
Ss. D. 


Pennsylvania (Scranton)—MC 52776, Transcoal, Inc., com- 
mon carrier. Certificate proposed. Continuance in operation 
as to coal, from points in Lackawanna and Luzerne counties, 
Pa., to Plainfield, Newark, and Jersey City, N. J., to points in 
Nassau county, N. Y., and points in a described area of N. Y., 
over irregular routes. 


Ohio (Lowellville)—-MC 5470, Sub. 3, Erskine & Sons, Inc., 
extension. Certificate proposed. Commodities such as are usu- 
ally transported in dump trucks, between any railhead in 
Ashtabula, Cuyahoga, Mahoning, Summit, Columbiana, Geauga, 
Portage, and Trumbull counties, O., and Allegheney, Beaver, 
Butler, Lawrence, and Mercer counties, Pa., on the one hand, 
and, on the other, all points in Ohio and Pa., within the radius 
of 60 miles of such railhead. 


Kentucky (Paducah)—MC 104304, Grover C. Watkins, 
common carrier. Certificate proposed. Sand and gravel in bulk, 
stone, cement, brick, heavy iron and steel articles, heavy ma- 
chinery and heavy contractors’ equipment, materials and sup- 
plies, which require special equipment to load or transport, 
between points in McCracken and Ballard counties, Ky., on the 
= hand, and points in Ill, Ind., Tenn., Mo., and Ark., on the 
other. 

New York (New York)—MC 101219, Sub. 8, Merit Dress 
Delivery, Inc., extension. Denial of certificate proposed. Wear- 
ing apparel, and materials and supplies used in the manufac- 
ture thereof, between New York, N. Y., and points and places 
in Plymouth county, Mass. 

Wisconsin (Bloomer)—MC 56169, Sub. 2, A. G. Henneman, 
extension. Certificate recommended. General commodities be- 
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tween Minneapolis, St. Paul and other adjacent or contiguoy T 
points in Minn. ru 
Louisiana (Bogalusa)—-MC 31712, Sub. 3, A. L. Nye, ey. 
tension. Certificate proposed. Passengers, baggage, express} purea 
mail and newspapers between Bogalusa, La., and Baton Rouge agains 
La., over a regular route, serving all intermediate points, wit) for ea 
certain limitations. Comrr 
New York (Kingston)—MC 2835, Sub. 6, Adirondack effecti 
Transit Lines, Inc., extension. Certificate proposed. Passengers} 9s the 
over a regular route between Rooseveltown, N. Y., and the} (see 1 
U. S.-Canada international boundary line. T 
Illinois (Chicago)—-MC 1501, Sub. 6, Greyhound Corpora. pearir 
tion, extension. Certificate proposed. Passengers, baggage,| on les 
newspapers, express, and mail between junction of Georgia} pyndr 
Highway 85 and unnumbered Manchester Road (two miles} there 
south of Shiloh, Ga.), and Warm Springs, Ga., over unnumbered} creas 
Manchester Road to Manchester, Ga., thence over Georgia 








- : . suspe! 
Highway 41 to Warm Springs, serving Manchester. of a 
somsaecnaatenencaieniinens said, 
PETITIONS FOR REHEARING, ETC. Centr 
No. 42261, Langer Transport Corp., common carrier application. “en 
Langer Transport Corp. asks reopening and reconsideration. to 
No. 28729, Schoen Brothers, Inc., vs. Erie et al. Complainant asks were 
reargument and reconsideration before entire Commission. I 
No. 28847, P. R. Mitchell Co. vs. B. & O. et al. Complainant asks} tives 
for reopening and reconsideration. mere 
W-587, Foss Launch & Tug Co. applications. Puget Sound Navi. minit 
gation Co. asks for further consideration. j ¢ 
MC F-1997, Steve Bonello, purchase, Hill Warehouse & Trucking Co, susp 
Steve Bonello asks Commission to reinstate order of April 12. on tl 


1. & S. M-1894, Wool to Twin Cities from Minnesota points; mc.c minil 
297, Wool in grease to Twin Cities from South Dakota points; and prov! 


MC-C 305, Wool Aberdeen and Mobridge, S. D., to Minnesota points, | same 
Great Northern, Chicago, Milwaukee, St. Paul and Pacific, Minneapolis, shipy 
St. Paul & Sault Ste. Marie and Northern Pacific ask for reconsideration fore 
and reargument before entire Commission. 

No. 28647, D. A. Stickell & Sons, Inc., vs. Alton et al. Defendants speci 
ask for reargument and reconsideration and postponement of effective Vi 
date of order. stant 


MC-F 2194, D. C. Hall Motor Transportation, lease, Jordan Truck uphe 
Line. David C. Hall, dba D. C. Hall Motor Transportation asks for | was 
authority temporarily to operate motor-carrier properties of Reves Jor- 


roc 

dan, dba Jordan Truck Line. so 
MC-F 2203, Monroe Motor Express, Inc., lease, Georgia Motor Ex- shi 

press, Inc. Monroe Motor Express, Inc., asks for authority temporarily 0 : 

to operate motor-carrier properties of Georgia Motor Express, Inc. po 
ni 

COMMISSION WATER ACTION thei 


By an order in W-348, Sudden & Christenson, Inc. (Coast- vo 
wise Service) Temporary Authority Application, the Commis- 





sion, division 4, has authorzed temporary operation until Dec. - 
31, 1944, as a contract carrier by self-propelled vessels in the fast 
transportation of lumber and lumber products from Astoria, er 
Coos Bay, Linnton, Portland, Prescott, St. Helens, Warrenton, | 
Wauna, Westport, and Youngs Bay, Ore., to San Francisco Bay 
points, Los Angeles Harbor, and Long Beach, Calif. The Com- _ 
mission said there was an immediate and urgent need for the in 
service and there was no other carrier service capable of meet- . 
ing such need. a 
me} 
as , 
WROUGHT PIPE FROM MEMPHIS the 
C. A. Mitchell, commissioner, Memphis (Tenn.) Freight o 
Bureau, has telegraphed the Commission asking suspension of = 


increased rail rates on wrought iron and steel pipe, in carloads, 
from Memphis, Tenn., to destinations in west Texas, as proposed 
on pages 6 and 7, supplement No. 70, to Agent Peel’s I. C. C. 
3276, effective June 7, 1943. The proposed increases, the tele- 
gram said, would result in unreasonable and unduly prejudicial 
rates from Memphis. The present rate to Amarillo, Tex., it said, 
was 59 cents, and the proposed rate, 67 cents; the present rate 
to Seagraves, 65 cents, proposed rate, 74 cents. 
Memphis competes with Houston, Tex., in distributing pipe | ( 
to the affected territory, the telegram says, but that no change re: 
in rates is proposed from Houston, adding that Houston “al- 


nex 


m 
ready enjoys relatively lower rates than Memphis, and increases | ey 
from Memphis would magnify discrimination.” As an example | tp 
the telegram cites the rate of 48 cents from Houston to Ama- | ¢h 
rillo and Seagraves, with no change proposed. Cz 

Increases from Memphis would also make through charges] y 
from Pittsburgh, via barge to Memphis, and rail beyond, sub- 
stantially the same and in some cases higher than the through] 


all-rail rates, said the telegram, thus wiping out present 
differentials. The increases, it said, would also make barge-rail 
combinations via Memphis exceed those via Houston, in many 
cases where the present Memphis combination was lower. In 
other cases, it said, the increases would change the competitive 
condition of Memphis with reference to Houston to the dis- 
advantage of Memphis. 
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Truck Rate Increase 


The board of directors of the Central States Motor Freight 
Bureau, at a special meeting at Chicago May 27, decided 
against the withdrawal of tariffs naming a minimum charge 
for each shipment of $1.25. The tariffs were suspended by the 
Commission, May 22, the day on which they were to become 
effective, until December 22. Bureau officials said that, so far 
as they knew, the only protest filed was that of the O. P. A. 
(see Traffic World, May 15, p. 1143). 

The matter is of more than ordinary importance in its 
pearing on proposals now before the bureau to increase rates 
on less-truckloads weighing under 5000 pounds by 10 cents a 
hundred pounds. In conferences with shippers, it was said, 
there might be some disposition to hold the less-carload in- 
crease in abeyance if the increased minimum charge were not 
suspended. At the special board meeting, there was discussion 
of additional figures gathered by the bureau, which, it was 
said, indicated that the financial situation of many of the 
Central Territory carriers to be deteriorating rather than im- 
proving. The figures moreover, it was said, gave added weight 
to the conviction among truckers that their heaviest losses 
were on less-truckload shipments. 

In conferences with shippers, particularly with representa- 
tives of the traffic council of the Chicago Association of Com- 
merce, the agreement not to ask for suspension of the increased 
minimum charge was based on assurances that the tariffs now 
suspended would be amended to provide for a charge based 
on the weight of the shipment at the applicable rate, with a 
minimum of $1.25. The tariffs, as filed and now suspended, 
provided for payment at the first class rate subject to the 
same $1.25 minimum. The amendment, as asked for by the 
shippers, has been docketed as item No. 8150, for hearing be- 
fore the bureau’s standing rate committee June 9. There was 
speculation this week as to how that matter would be handled 
in view of the suspension of the original tariffs. Should the 
standing rate committee recommend the amended rule and be 
upheld by the bureau’s central committee, it was possible, it 
was said, that the suspended tariffs would be withdrawn. The 
procedure then would be to file new tariffs containing the 
amended rule. Although this would meet the wishes of the 
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\ nee shippers, it was pointed out, there was no certainty that the 
ess. Inc.» | 0. P. A. would like the new rule better than the one now 
‘ under suspension. 
What bothered the members of the bureau’s board, at 
their special meeting, was that there appeared now no way to 
ne. (Coast. | St the desired minimum charge rule in effect without consid- 
e Commis. | ‘able delay. The need for increased revenue was acute, they 
until Dec agreed, and an attempt would be made to bring the suspen- 
sels in the | Sin to hearing as soon as possible. Bureau executives were 
m Astorie instructed to prepare for a vigorous defense of the suspended 
Warrenton, tariffs at that hearing. ; ; 
ncisco Bay Meanwhile, the 10-cent increase on less-truckload ship- 
The Com-| ments of less than 5000 pounds offered no promise for quick 
“ed for the remedy. The standing rate committee, following hearings 
le of meet- May 12 on a proposal to raise the maximum weight under the 
proposed increase from 2000 to 5000 pounds, made a recom- 
mendation to the central committee in much the same terms 
as those used when it disapproved of the original proposal on 
the ground that whatever increase was to be made ought to 
1.) Freight be spread over all less-truckload and any-quantity traffic. Un- 
spension of less a special meeting is called in the meantime, that recom- 
n carloads, | Mendation will not come before the central committee until its 
is proposed | Next scheduled regular meeting on July 12. 
miLiakt 
s, the tele- 
ov . 
prejudicé! | Motor Rate Increase in East 








resent rate The Traffic World Washington Bureau 


The closing days of the hearing in I. & S. M-2222, Increased 


buting pipe | Common Carrier Truck Rates in East, adjourned April 29, and 












no — resumed May 18 in Washington, brought to conclusion the testi- 
ouston “4 | mony of the Office of Price Administration, and introduction of 
d —, evidence by the War Department, the Navy Department, and 
= ping the shippers. The hearing was conducted by P. Coyle, chief of 









the section of complaints of the Commission’s Bureau of Motor 
Carriers. Examiners S. A. Alpin and B. E. Stillwell sat with 


igh charg’s | Mr. Coyle. J. R. Eiseman, of the Pennsylvania Public Utility 













rd — Commission, also sat co-operatively in the hearing, in what was 
: “ note described as a companion proceeding in which the Pennsylvania 
 homeeaae commission had suspended similar types of rates proposed by 


substantially the same carriers involved in I. & S. M-2222. 


ge Originally the Middle Atlantic States Motor Conference, 
a ompetitive -ic., proposed for its members a straight ten per cent increase 
to the dis- i rates. That schedule was suspended by the Commission on 


Protest of the Office of Price Administration. In view of the 
Suspension, on April 6, of the rail increase in Ex Parte 148, the 
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board of directors of the Middle Atlantic conference decided, 
on April 20, the day before the hearing in I. & S. M-2222 
opened, to modify its proposal so that less-than-truckload rates 
would be increased 10 per cent; truckload rates would be in- 
creased 4 per cent; the charge on minimum shipments would be 
increased to 25 cents; and the 16,000-pound breakdown rates 
would be canceled (see Traffic World, April 24, p. 973, May 1, 
p. 1027, and May 22). 

The closing phase of the O. P. A. testimony consisted of 
cross-examination of James S. Earley, a member of the eco- 
nomic panel of the O. P. A. economic adviser’s office, by C. E. 
Cotterill, counsel for the Middle Atlantic conference. Mr. Cot- 
terill’s questions generally tended toward bringing out the 
policy of O. P. A. reference to rate increases as they affected 
price ceilings of commodities, and with the function of O. P. A. 
in considering wage increase awards by the National War 
Labor Board in their bearing on the question of possible price 
changes which might be necessary as a result of such awards. 
One line of questioning by Mr. Cotterill, as to the policy of 
O. P. A. in considering the effects of such increases as were 
being sought in the instant proceeding, brought forth the state- 
ment from the witness that O. P. A. looked to the profits of the 
base period, in the case of the motor carriers comprised of the 
years 1939 through 1941. Mr. Cotterill suggested that, in spite 
of the public testimony of O. P. A. officials that they were en- 
gaged in the control of prices, they were in fact controlling 
profits. 

Mr. Coyle, in further questions along these lines, asked the 
witness to what he referred when discussing profits, whether to 
net worth, investment, or gross revenue. The witness said he 
was primarily concerned with gross revenue. Asked how he 
would compute the return for the motor truck industry, Mr. 
Earley said that O. P. A. would apply the data of the base 
period, 1939-41 and would compare the profits with that data. 
Realizing that the motor carrier industry was an expanding 
industry, said Mr. Coyle, “would you confine the return in this 
type of industry to the return earned during your base period, 
or would you take into consideration the expansion—the invest- 
ment expansion?” Mr. Earley said that under O. P. A.’s stand- 
ard for contract carriers ‘“‘we would increase the dollar profit 
for the base period by the proportion which the total tangible 
investment at the present time bore to the total tangible in- 
vestment in the base period, and if the return was seriously be- 
low that figure it would be a cause for rate relief in the case 
of that carrier.” 


Carrier Representation Question 


At this point, W. M. Carney, one of counsel for O. P. A., 
presented a list of 438 class II and class III carriers, including 
members and non-members of the Middle Atlantic conference, 
and New England carriers which, he said, had been selected by 
the representatives of the parties to the proceeding. Mr. Coyle 
asked counsel for the conference why it was beyond his power 
to furnish information from such carriers. Mr. Cotterill said 
that representatives of 40 class II carriers had taken the stand. 
In most cases, he said, such carriers seemed to think in terms 
of “family income derived from the various jobs they have in 
the business. They all pitch in.” He said that since he had made 
the conservative estimate that class I carriers accounted for 
over 60 per cent of the volume, “it was demonstrated to me 
this morning that possibly 80 per cent would be a better figure.” 
He said that, in 1942, in St. Louis, one witness ‘‘went on the 
stand and in 10 minutes, with a single sheet of paper, showed 
that the condition was definitely deteriorating, and with no 
further inquiry the Commission permitted the increase.” Mr. 
Coyle countered with the remark that because the Commission 
allowed the rates to go in without protest did not mean that it 
was approving a broad policy. 

J. J. Key, administrator of statistics of the motor carrier 
freight branch of the War Department, said that 50 per cent 
to 60 per cent of the department’s traffic was less-than-truck- 
load and that the outstanding commodity moved in that cate- 
gory was clothing. He said that approximately 1,485 carloads 
of clothing were moved by motor carriers in the involved terri- 
tory in the first four months of 1943. Using the figure of 20,000 
pounds as a truckload, he said that this represented 30,000,000 
pounds of clothing in less-than-truckload shipments. This did 
not represent the total movement, he said, because under the 
department’s regulations, field officers had authority to route 
shipments of less than two carloads or its equivalent. Asked the 
average weight of less-than-truckload shipments, he said the 
only answer he could give came out of an exhaustive survey of 
traffic between two particular army installations. In that case, 
he said, the average shipment was 2,300 pounds. 

Describing the department’s consolidation of shipments for 
transcontinental movement, the witness said some delay had 
been experienced in less-than-carload transcontinental ship- 
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ments. Consolidation stations were set up, he said, with the duty 
of consolidating shipments within a radius of about 200 miles. 
It was then found, he said, that if the department paid the local 
rate to the consolidating station, the local rate to the breakbulk 
point, and the local rate to final destination, its freight charges 
would be far in excess of the true less-carload rate. The depart- 
ment called on motor carriers to assist in the problem, he said, 
and made the proposition that on less-carload traffic going to 
consolidating stations they apply a rate the equivalent of 75 per 
cent of the local rate, minimum fourth class. Motor carriers had 
filed section 22 protection with the department, he said, and on 
that basis the movement had proven very satisfactory. 

It was not the policy of the department, he said, to “chisel’”’ 
rates with rail or motor carriers. The department had a trans- 
portation job to perform, he said, and “like many others we 
have come to the conclusion that, in transportation you can get 
only what you pay for.” 

Asked to comment on the probable effect of an increased 
spread between rail and motor carrier rates, the witness said 
that, in accordance with existing regulations, there would un- 
doubtedly be some traffic now moving by motor carrier which 
would move by rail, due to the inability of the transportation 
division to justify a premium rate on traffic moving into an 
installation for storage. There was no way to predict how much 
diversion would occur, he said, because ‘‘we must move traffic 
consistently with the military needs, and if it requires express 
service, or air service, we will use that. Where there is no dead- 
line to make at point of destination, regulations provide for the 
use of the most economical form of transportation.” Mr. Key 
said it would be extremely difficult to justify an approximately 
16.7 per cent differential in motor carrier rates over rail rates, 
if the increase was allowed, on traffic moving into storage. He 
said that, assuming the increase was to be granted, it was the 
position of the War Department that it should be a general 
increase for all classes of traffic, and not in the form of dif- 
fering increases for less-than-truckload and truckload traffic. 
Under cross-examination by Mr. Cotterill, the witness main- 
tained the position that, on shipments moving into storage, 
there would be some diversion to the rails; but that, on ship- 
ments moving to meet a deadline, that form of transportation 
would be chosen which would meet the military need, regard- 
less of cost. 


Food Administration Position 


J. C. Winters described himself as assistant chief of the 
transportation division of the Department of Agriculture, with 
similar duties for the War Food Administration. Motor carriers, 
he said, were an important agency in the transportation of farm 
products and food. Unprocessed food, he said, moved by private 
and by contract carrier, and to some extent by common car- 
riers, but that, in his opinion, such movement would be by 
class II and III carriers rather than by class I carriers. All 
types of motor carriers, he said, handled processed foods in the 
common carrier field. More agricultural products would be 
moved by motor carriers in the future, he said, because the de- 
partment was experiencing a deterioration in transportation by 
contract carriers, due to the difficulty of obtaining truck parts 
to keep their trucks on the road, problems of manpower, and 
a disposition on their part to seek more lucrative fields. To the 
extent that agricultural traffic left those carriers, he said, it 
would have to be handled either by the railroads or by the 
better class of motor carriers. 


Asked the position of the W. F. A. in the instant proceed- 
ing, Mr. Winters said that W. F. A. felt that the rates on agri- 
cultural products, processed and unprocessed, should be kept as 
low as would be consistent with the ability of the carriers to 
maintain their operations. He said that W. F. A. was not op- 
posing the rate increase sought to the extent that it would be 
required to keep carriers in sound operating condition, but that 
increases should not be permitted at this time for the purpose 
of improving the operating ratio of the carriers above the past 
year. In answer to a question from counsel for the Department 
of Agriculture as to whether all possible economies in motor 
carrier operation had been effected, the witness said that, al- 
though the Office of Defense Transportation had established the 
joint information offices in July, it was his information that 
only seven out of 10 such offices in the Middle Atlantic confer- 
ence area were in operation, and that O. D. T. had informed 
him that no joint action plans were in operation, although he 
recognized, he said, that the effectiveness of such plans de- 
pended almost entirely on the particular situation of the car- 
riers involved and the amount of traffic. He thought, he said, 
that the territory was less susceptible to successful point action 
plans than other areas. Asked about W. F. A.’s opinion con- 
cerning class II and III carriers, he said that, while he was not 
charging anyone with “holding anything back,” it was unfor- 
tunate that the evidence submitted and available had not been 





adequate for that class of carrier. In concluding his_ testimony, 
Mr. Winters said that there should be no increase in rates gy 


unprocessed agricultural products, particularly because of the} ™ 


tendency to pyramid such increases when such products wen} 
into the manufacturing process, adding that “we do not ask 
for any different treatment in the case of processed commodi. 
ties.” 

Mr. Cotterill asked the witness if he was in position to say 
that the motor carriers were not operating efficiently in the ter. 
ritory. The witness replied that in his conversations with 
O. D. T. people they were definitely of the opinion that econo. 
mies in operations were available to greater or lesser extent. 
and Mr. Cotterill made the comment that it was regrettable 
that “the one government agency set up to achieve efficiency 
stands completely aside from this proceeding.” 


Navy Transportation Diversions 


Lt. W. S. Johnson, U. S. N. R., officer in charge of the mo. 
tor carrier section of the transportation division’s bureau of 
supplies and accounts, testified for the Navy Department. He 
expressed the personal opinion that 10 per cent to 15 per cent 
of the total traffic moved for the navy was moved by commer. 
cial motor trucks, and that this traffic had increased in propor. 
tion to the increase in total traffic. About 65 per cent of the 
motor truck shipments in the involved territory, he said, were 
less-than-truckload shipments, using the “arbitrary figure of 
20,000 pounds of the truckload.” He expressed an opinion that 
the weight of the average shipment was one ton. In Middle 
Atlantic territory, he said, because the Navy had enjoyed rail 
and truck rates at relatively the same level, the department 
had been free of cost considerations in routing traffic. 

The department did not use the motor truck for long hauls, 
he said, and that hauls of.30 or 40 miles had required two or 
three days by rail, while the motor truck “made it a matter of 
a few hours.” As the result of the removal of rail increases in 
Ex Parte 148, he said, there had already been diversions from 
truck to rail, and that they would undoubtedly continue, “be- 
cause we are governed in routing in much the same manner as 
‘s the War Department and are bound to use the most economi- 
cal form of transportation where naval considerations will per- 
mit.” He said that there had been diversion of a rather sub- 
stantial movement of clothing, and, “regrettably,” a rather sub- 
stantial movement of steel between two points which would 
otherwise have suggested a very nice truck haul in the direc- 
tion in which trucks were moving empty.” 

Following Lt. Johnson’s direct testimony, Major George A. 
Brace, U. M. M. C. R., counsel for the Navy Department, said 
he was authorized to make a statement on the proposals in- 
volved in the proceedings. The department, he said, was fully 
cognizant of the necessity for maintaining motor truck trans- 
port in sound condition, and if increases in revenues were re- 
quired to keep the industry in a healthy condition, “then we 
certainly would not oppose the supplying of that additional 
revenue even though it does involve increased costs to the gov- 
ernment on the movement of navy traffic. We are not satisfied, 
however, that if the increased revenues are necessary, and to 
the extent that they may be necessary, that the right method 
has been chosen in this particular instance. I am speaking now 
of the application of the 4 per cent on truckload and 10 per cent 
on less-than-truckload traffic. We take the position that in 
revenue proceedings, as distinct from rate proceedings, the rate 
structure itself—the level of it and the spread between less- 
than-truckload and truckload rates, are not matters which are 
in issue. The increased revenue should be procured by horizontal 
treatment of the entire structure rather than to secure that 
added revenue at the expense of one class of traffic, allowing 
another class of traffic to escape the burden of bearing its full 
and fair share of producing the additional revenue .. .” 


Shippers’ Testimony 


W. L. Thornton, who appeared as a witness for the Port 
of New York Authority, was presented by the Middle Atlantic 
Shippers’ Motor Carrier Committee. Asked the position of the 
port authority by F. E. Brown, counsel for the port authority, 
Mr. Thornton said he was not expressing any views with re- 
spect to the reasonableness of the increases sought by the motor 
carriers. The authority was, however, he said, “vitally con- 
cerned with the method the carriers used to effectuate the in- 
crease, for the reason that it would increase the present spread 
on export rates between zones one and 2 in the New York city 
area. 

W. H. Ott, appearing as witness for the Middle Atlantic 
Shippers’ Motor Carrier Committee, and separately for Kraft 
Cheese Co., of Chicago, stated the position of the shippers’ com- 
mittee as formulated in meetings of the committee. The com- 
mittee recognized the necessity for the maintenance of essential 
motor carrier operations, he said, and that, to the extent that 
the respondents might demonstrate to the Commission the 
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necessity for additional revenue, or rate increase, it should be 

anted. This did not mean, he said, that the present emergency 
needs should be used to better the motor carriers’ position as 
compared with recent previous years, or even necessarily to 
maintain it, but rather that revenue needed to maintain essen- 
tial operations must be obtained. Whatever revenue increase 
was justified, he said, should be obtained by a uniform per- 
centage increase applicable to all motor carrier rates, with the 
exception of the New York arbitraries, and not by various per- 
centages to different types of traffic. The basic character of 
motor carrier rates was not in issue in this proceeding, he said, 
and that a revenue hearing should not be the basis for any 
change. The committee was of the opinion, also, he said, that 
whatever increase was justified should be limited to the dura- 
tion of the war and a period of six months thereafter. 

The position of Kraft Cheese Co., Mr. Ott said, was sub- 
stantially the same as that of the shippers’ committee. Due to 
rationing and the scarcity of commodities, he said that he be- 
lieved the future would bring a further use of the breakdown 
rates because there were many cases where truckloads were 
shipped in the past, but could not now be shipped, because that 
quantity was not available. The quantities of merchandise which 
moved under the breakdown basis, he said, represented a com- 
mercial unit at least in food products, of something less than 
a truckload. It was, he said, a valuable unit and one for which 
he believed specific rates should be provided. In answer to 
questions by C. J. Flagg, one of counsel for the shippers’ com- 
mittee, Mr. Ott said that the breakdown rates had been in 
effect for a long time, and agreed that the stopping in transit 
rule on rail shipments did roughly compare with the break- 
down rates. 

A group of Richmond, Va., shippers’ representatives fol- 
lowed Mr. Ott. J. T. Fowler appeared for C. F. Sauer Co. and 
Duke’s Mayonnaise Co.; R. R. Knott, for Kingan Co.; H. R. 
Low, for Planters Manufacturing Co.; and D. W. Stanley, for 
Crawford Manufacturing Co. Generally these representatives 
took the position that their companies opposed the increased 
motor rates because, under O. P. A. price ceilings, they would 
be forced to absorb the increased freight charges. Under ques- 
tioning by Mr. Coyle, it was developed that minimum charge 
shipments for these companies ranged from 15 to 20% of the 
total in the case of the companies represented by Mr. Fowler, 
to approximately 400 a month in the case of Crawford Manu- 
facturing Co., and for one week, in the case of Kingan Co., to 
60 such shipments of a total of 185 shipments handled by one 
carrier, while for another week over half of 600 individual 
shipments did not amount to the minimum truck charge. 

J. J. Delaney, representing Associated Industries of the 
State of New York, and the American-La France Foamite Cor- 
portation, said that the association was opposed to any increase 
on a basis other than an equal percentage for all types of 
traffic, and also that the same percentage should apply to the 
minimum charge rather than an arbitrary increase of so much 
a shipment. The association had arrived at the conclusion, he 
said, that if the increases were granted many shippers would 
turn from truck to rail shipments, with the result that the 
already overburdened rail carriers would be faced with the 
additional traffic, although in recent years, he said, they had 
recognized that they had lost the bulk of the less-carload traf- 
fic and did not have the facilities to handle it. The American-La 
France company, he said, had practically discontinued truck 
shipments in central freight association territory and New Eng- 
land because of the minimum stop rates put into effect. The 
company had discontinued truck shipments, he said, to any ter- 
ritory where truck rates were on anything but a rail basis. 
With reference to minimum charge shipments, he said that the 
present minimum charge from Elmira, N. Y., to New York city 
was $1.10. If the 25-cent increase was allowed, he said, that 
would raise the rate to $1.35, while the minimum rail rate was 
38 cents. Mr. Coyle developed by questions that the 58-cent 
fate was subject to an allowance of five cents for 100 pounds 
When delivered by the company to the freight depot and that 
an allowance, which the witness thought was ten cents, was 


similarly allowed at the New York end where the railroad did 
not make delivery. 


Minimum Charge Shipments 

N. J. Edwards, traffic manager, Calco Chemical division of 
American Cyanamid Co., said that 24.7 per cent of the ship- 
ments, inbound and outbound at the company’s Bound Brook 
and Newark, N. J., plants moved on a minimum charge and 
that 71.2 per cent moved on less-truckload rates. It could be 
readily seen, he said, that “if the increase in minimum charge 
's granted, a large number of less-truckload traffic, not now in 
the minimum charge category, will be thrown into that class.” 
As an example, he said, where the present minimum charge 
Was $1.00, and the freight charges amounted to $1.01, the car- 
ter wanted the $1.01. Assuming that the Commission granted 
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the 10 per cent increase, the freight charge would become $1.11. 
Assuming, also, he said, that the minimum charge was increased 
to $1.25, it followed that the freight charges “on these ship- 
ments will be increased beyond $1.01 to $1.25, an increase of 
approximately 24 per cent.” 

Robert DeKroyft, appeared for the short-haul committee 
of the Middle Atlantic shippers’ committee. He said that the 
committee had made a study of the motor rate structure in the 
New York short-haul area, and believed that elimination of the 
10,000 and 16,000 pound breakdown would create “serious dis- 
ruption in the local transportation situation.” The breakdown 
rates offered by respondent carriers, as well as by other car- 
riers, he said, “fit the sales units in many fields of enterprise, 
and in other instances represent approximately one-half of a 
standard sales unit.’’ Examples of the latter units, he said, were 
to be found in the paper industry and in the iron and steel 
industry. These breakdowns, he said, in the opinion of the com- 
mittee, fairly reflected the lower cost of handling 5,000, 10,000 
and 16,000 pound shipments. Of 19 companies studied, he said, 
15 had a heavy volume of traffic moving in the New York short- 
haul area on present local breakdown rates; one company 
shipped only to a slight degree under those rates; two used the 
rates, but did not have substantial volume; and one company 
was a private carrier. 


Carrier Income Analysis 


George M. Arisman, of Harrisburg, Pa., introduced as a 
cost accountant, said that he had analyzed the statements of 
income of carriers appearing on exhibits put in by the Middle 
Atlantic conference, and by the Commission, involving a total 
of 122 companies. He had divided them into four groups, he 
said, and found that 50 companies did 52 percent of the volume 
of the group; 9 did 5 per cent; 13 did 13 per cent; and 19 did 
29 per cent, and that these four groups represented those who 
had improved their financial position since 1941; those who had 
experienced no material change; those who had a continuous 
decline; and those who had shown an immediate decline in the 
first two months of 1943 over the same months of 1942. 


The first 50 companies, he said, had, in the first two months 
of 1942, earned 63 per cent of the total profits, the second group, 
one per cent; the third group, 19.4 per cent, and the fourth 
group, 16.3 per cent. In gross income for those two months, he 
said, the first group increased its income to 53.5 per cent; the 
second group to 5.4 per cent; the third group to 14.4 per cent; 
and that the fourth group had decreased sales or income of 
26.7 per cent. The first group of 50 companies, he said, showed 
63.3 per cent of the income for those months of 1942, but 
showed 153.2 per cent for the same months of 1943; the second 
group increased its percentage to 4.3; while the third and fourth 
groups had experienced decreases to 7.4 per cent and to a 62.9 
per cent loss, respectively. 


He said that he wanted to bring out the fact that “these 
companies are doing well from the standpoint of profit,” and 
analyzed the returns of a number of the companies involved in 
the statements. Earnings on net worth after income taxes, he 
said, were 16.7 in 1941, and 13.6 per cent in 1942. For 65 com- 
panies appearing on one of the conference exhibits, and on 
one of the Commission exhibits, he said, and projecting the 
figures for the year 1943 from the months reported, using the 
same rate of taxation as was shown for those companies for 
1941 and 1942, he said he showed that the return for those 65 
companies would be 13.7 per cent at the rate they were “going” 
in the first two months of this year. He said it was evident 
from the statistics that some of the companies were “far better 
managed than others, because their balance sheets indicate that 
in the form of reduction in current liabilities versus current 
assets, reduction in funded debts, and in building up a surplus.” 
Some of the figures, he said, included retroactive charges, 
“which makes some of these figures look worse than they 
would otherwise.” 


Under questioning by E. G. Siedle, one of counsel for the 
shippers’ committee, the witness said that increased salaries to 
company officials might have been a factor with the companies 
which did not have “such a good showing.” From an exhibit 
put in by the conference, the witness quoted increases, 1942 
over 1938, of 42 per cent for drivers; 21 per cent for terminal 
employes; 84 per cent for general officers; and for others in 
general office service, 10 per cent. The total increase, he said, 
was 42 per cent and that the increase for general officers was 
30 per cent. 


The final witness for the shippers’ committee was E. H. 
Taylor, traffic director for Glass Container Association, who 
went at some length into the increased costs which had been 
experienced by the 35 member companies of his association and 
explained that, under the industry’s practice, the consignee paid 
the freight, but deducted it from the invoice for the merchan- 
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dise. Under O. P. A. regulations, he said, the glass container 
manufacturer could not pass on any increase in freight charges. 


Meyerhoff Testimony 


Among the exhibits offered near the close of the hearing 
were letters exchanged between John H. Eisenhart, Jr., trans- 
portation counsel of O. P. A., and Nathan P. Feinsinger, asso- 
ciate general counsel in charge of dispute cases, National War 
Labor Board. The letters dealt with testimony offered by How- 
ard A. Meyerhoff as an expert on truck rates (see Traffic 
World, May 8, p. 1085). Mr. Feinsinger’s letter first made clear 
that the exhibit called “Copy of Decision of War Labor Board 
in Case 492,” which Mr. Meyerhoff had offered in the instant 
proceeding, was not a board decision, but only a report of a 
panel which had no power to make decisions. With reference to 
Mr. Meyerhoff’s qualifications as a witness by virtue of his 
having acted as chairman of the Trucking Commission of the 
N. W. L. B., Mr. Feinsinger said that Mr. Meyerhoff had occu- 
pied that position for about two weeks, in which time the com- 
mission met for about two or three days, and that Mr. Meyer- 
hoff had participated in the discussion of one case. As to the 
desire of Mr. Meyerhoff and one other member of the panel to 
do what Mr. Meyerhoff called ‘“‘testing” the policy of the N. W. 
L. B. in connection with retroactive wage decisions, and the 
ability of the employer to pay, Mr. Feinsinger’s letter said: 


In its discussion the board felt that the panel had disregarded the 
policy of the board in considering the subject of rates of ‘‘ability to 
pay’’ in connection with the wage issue. While it is sometimes proper 
for a panel to consider such matters in mediation proceedings, it is 
not proper to do so in determining what is a proper wage in a dispute 
case, 


The Middle Atlantic conference, in response to the letter 
addressed to the conference by Secretary Bartel on May 4, 
asking that certain information be made available when the 
hearing reopened on May 18, put into the record an exhibit 
showing a comparison of salaries and wages paid by 47 car- 
riers in 1942 and 1943, segregated in accordance with the Com- 
mission’s account numbers. The conference also offered a com- 
parative statement of annual revenues of class I, class II and 
class III member carriers, based on dues payments to the con- 
ference. Of the 753 members of the conference, the statement 
showed that 97, or 13 per cent, of the members were class I 
carriers, and 656, or 87 per cent were class II and III carriers. 
Class I carriers were shown as having annual revenues of $45,- 
327,384, or 77 per cent of the total for all members, while class 
II and III carriers were shown as having $13,758,852 in annual 
revenues. 

After discussion with counsel, Mr. Coyle announced that 
the proceeding would be submitted on oral argument in lieu of 
briefs at the earliest date which could be arranged, giving the 
parties ten days in which to study the transcript. Mr. Coyle 
said that no date could be set prior to June 16. 

Attention having been called to the fact that John L. 
Keeshin, president of Keeshin Freight Lines, had agreed to 
furnish the results of certain surveys he had made with respect 
to labor costs, highway costs, terminal costs, and mechanical 
costs, Mr. Coyle ruled that five days would be given the con- 
ference in which to obtain this material. W. M. Carney, counsel 
for O. P. A., had moved that, since the information had not 
been sent to Mr. Eisenhart, as agreed, Mr. Keeshin’s statement 
be stricken from the record. 

The hearing closed May 22. 


TRUCK TRANSPORT OF FARM PRODUCE 


Congress has received a memorial from the General Court 
of Massachusetts, urging enactment of legislation amending 
part II of the interstate commerce act so as to limit to actual 
producers and private carriers the exemption from regulation 
now applicable to vehicles transporting farm produce and fish, 
so as to make the provisions of part II applicable to vehicles 
transporting such commodities for hire and to owners and 
operators of such vehicles. 


GRAIN FROM BUFFALO 


The Office of Price Administration has asked the Com- 
mission to suspend certain tariffs of the New York Central 
Railroad, Baltimore & Ohio, Erie Railroad, and of the New 
York, Chicago & St. Louis Railroad, involving rates on grain 
and grain products from Buffalo, N. Y., to stations in West 
Virginia, Kentucky, and Ohio. The O. P. A. said that in a letter 
addressed to it by the respondents giving notice of the increase, 
it was stated that the purpose of the schedules was “to revise 
the present rates on grain and grain products, carloads, from 
Buffalo, N. Y., to various points in Ohio, and West Virginia 
so that they will reflect via all lines the rates that the carriers 
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announced for publication on Dec. 19, 1929, plus Ex Parte 1% 
increase of 3 per cent.” ; 

The proposed rates, said O. P. A. resulted in increase; 
ranging from one cent to three cents for 100 pounds, or ap 
increase up to 13 per cent. The fact that the present rates hag 
been in effect for some time, said O. P. A., led to the presump. 
tion that they were prima facie just and reasonable. There 
was no evidence, it said, that the conditions existing in 1929 
prevailed at the present time. O. P. A. said it appreciated the 
desirability of rate uniformity between competitive points, but 
felt that “to gain such uniformity by arbitrarily increasing 
rates that have been in existence for many years via other 
carriers and routes, to the highest level maintained by a par. 
ticular carrier, is unreasonable and unlawful, contrary to the 
intent and purposes of the Interstate Commerce Act.” 

The schedules involved are: Supplement 118 to New York 
Central Railroad Co. Tariff I. C. C. No. LS-1939; supplement 
22 to Baltimore & Ohio Raliroad Co. Tariff I. C. C. 23159. 
supplement 39 to Erie Railroad Co. Tariff I. C. C. No. A-7422: 
supplement 57 to New York, Chicago & St. Louis Railroad Co, 
Tariff I. C. C. 5891, all published to become effective June 1, 


0. P. A. TRUCK RATE ORDERS 

The Office of Price Administration has granted authority 
to Carl A. Fleischer, of Pittsburgh, Pa., to increase by not 
more than 1.06 cents a hundred pounds his motor contract 
carrier rate for transportation of paper box board and baled 
waste paper between Pittsburgh and Steubenville, O., over 
the rate in effect in March, 1942, and to establish a like in- 
crease in his rate for transportation of paper and paper prod- 
ucts within the Pittsburgh area, “where the load is less than 
4,000 pounds.” The increase authorization became effective 
May 22. 

For Vernie Carroll, dba Carroll’s Transfer, of Downing, 
Mo., the O. P. A. has authorized the following motor contract 
carrier rates with respect to transportation of cream from, to 
and between points in Missouri, Iowa and Illinois: 22 cents a 
5-gallon can; 27 cents an 8-gallon can, and 37.5 cents a 10-gallon 
can. May 22 was the effective date of the O. P. A. authoriza- 
tion. 


INTRASTATE TRUCK RATES 
The Montana Board of Railroad Commissioners has ordered 
intrastate truck rates reduced to the level of rail rates, effective 
May 15 and to expire December 31, according to advice received 
by Frederick G. Hamley, assistant general solicitor of the 
National Association of Railroad and Utilities Commissioners, 


INTERTERRITORIAL RATES 


Senator Hill, of Alabama, has introduced S. 1124, a bill to 
amend the interstate commerce act, to provide for the estab- 
lishment of a uniform classification and uniform scale of class 
rates for railroad freight. The bill weuld give effect to the 
recommendations made by the Board of Investigation and Re- 
search in its interterritorial rate report (see Traffic World, 
April 3, p. 799). 


0. P. A. SUGAR ZONES 


With the explanation that receipts of sugar at Gulf ports 
were running ahead of previous estimates, the Office of Price 
Administration announced May 24 that, by amendment No. 1 
to its fifth revised zoning order under its sugar rationing order, 
effective May 22, it had extended the territory which Louisiana 
refiners might serve to include the “deficit areas’? of western 
New York and western Pennsylvania. The sugar zoning order 
has been in effect as a move to reduce crosshauling of sugar 
shipments. The O. P. A. announcement continued as follows: 

Beginning May 22, refiners located in zone 8 may ship sugars t0 
any point in zone 11, which includes the states of Ohio, Indiana, and 
a part of West Virginia, as well as western New York and western 
Pennsylvania. ‘This extension of marketing territory will bring the 
stock position of the Louisiana refiners into relative balance with re 
finers in other areas. At the same time, it will permit greater utiliza- 
tion of barge lines and generally lower the cost of supplying adequate 
amounts of sugar to the New York-Pennsylvania deficit area. 

Another modification in the zones provides that Louisiana refiners 
may ship to both the Virginia and Tennessee parts of the City of 
Bristol, rather than being limited to the latter section. 


CLASS RATE INVESTIGATION 


The Commission, division 2, has issued a notice in No. 
28300, Class Rate Investigation, 1939, and No. 28310, Consol- 
idated Freight Classification, that it has received in evidence in 
the proceedings, as Exhibit No. 233, a corrected exhibit filed 
by the State Corporation Commission of Kansas. The notice 
said that the instant exhibit was filed to correct errors in wit- 
ness E. B. Dade’s exhibit No. 113, received in evidence at the 


hearing in Columbus, O., on Nov. 16, 1942. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
m it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5228, the Commission has suspended from 
May 21 until Dec. 21, the operation of certain schedules as 
published in supplement Nos. 52 and 56 to tariff I. C. C. No. 
1484 and supplements Nos. 41 and 44 to tariff I. C. C. No. 1487, 
of Agent L. E. Kipp. The suspended schedules propose to re- 
yise the rates on steam or internal-combustion engines, in car- 
loads, from eastern points to destinations in Pacific coast ter- 
ritory. 

In I. and S. M-2241, the Commission has suspended from 
May 24, until Dec. 24, the operation of all schedules as pub- 
lished in tariff MF-I. C. C. No. 2 of Newton H. Benscheidt, 
dba Hutchinson Cider & Vinegar Works, and Supplement No. 
13 to tariff MF-I. C. C. No. 7 of S & C Transport Co., Inc., 
(Albert S. Teed, Receiver), Hutchinson, Kan. The suspended 
schedules propose to establish reduced rates on paper boards 
and egg case material, minimum weight 5,000 pounds, from 
Hutchinson, Kan., to destinations in Oklahoma. 


Forwarder Stock Ownership 


Pursuant to the provisions of section 411(d) of part IV 
of the interstate commerce act, the Commission, division 4, in 
Ex Parte No. 155, Ownership of Stock in Freight Forwarders, 
has instituted an investigation to determine whether certain 
individuals, who are stockholders of freight forwarders and 
officers, directors, or owners of motor common carriers, are 
violating the provisions of section 411(c) of the act. The pro- 
ceeding is with a view to issuing an order requiring any such 
individuals, made respondents, to take such action as may be 
necessary to prevent continuance of any such violation which 
may be found to exist. 


The Commission said it appeared that R. E. Shutt, doing 
business as Service Carloading Co.; Central Forwarding Co.; 
L. M. Glendenning, doing business as Glendenning Forwarding 
Co.; American Freight Forwarding Corporation; National Car- 
loading Corporation; James Gallagher, Jr., doing business as 
Gallagher Carloading Co.; Charles J. Noeding, doing business 
as Knickerbocker Despatch; Lone Star Package Co., Inc.; 
Harold Raymond, doing business as Midwest Dairy Despatch; 
Bluebonnet Freight Forwarding Co.; Central Forwarding, Inc.; 
and Kelleher Carloading & Distributing Co., were freight for- 
warders subject to Part IV of the act. It said it appeared 
that R. E. Shutt, L. M. Glendenning, James Gallagher, Jr., 
Charles J. Noeding, and Harold Raymond were also officers or 
directors of common carriers by motor vehicle subject to part 
II of the act, namely, Oil Field Service, Inc., Glendenning 
Motorways, Inc., James Gallagher, Inc., Charles Noeding Truck- 
Ing Co., Inc., and Raymond Bros. Motor Transportation, Inc., 
respectively. It further appeared, it said, that W. W. Callan 
and Dorothy P. Callan owned stock in Central Forwarding, Inc., 
and were also officers and directors of Central Freight Lines, 
Inc, a common carrier by motor vehicle subject to part II of 
the act. It appeared, it said that Fisher G. Dorsey owned stock 
in Bluebonnet Forwarding Co., and was also engaged in opera- 
tions as a common carrier by motor vehicle subject to part II of 
the act under the trade name and style of Patrick Transfer & 
Storage Co., and was also an officer of Union Transfer & Stor- 
age Co., a common carrier by motor vehicle subject to part II. 
It also appeared, it said, that E. D. Balcom, Fisher G. Dorsey, 
N.S. von Phul, and J. L. Bovinson were stockholders in Lone 
Star Package Car Co., Inc., and were also officers or directors 
of Dallas Transfer & Terminal Warehouse Co., Union Transfer 
& Storage Co., Scobey Fireproof Storage Co., and North East 
Texas Motor Freight Lines, Inc., respectively, they being com- 
mon carriers subject to part II of the act; that G. K. Weatherred 
owned stock in Lone Star Package Car Co., Inc., and was an 
officer or director in Dallas Transfer & Terminal Warehouse 
Co. Dallas & Fort Worth Motor Freight Lines, Inc., and 
Houston & North Texas Motor Freight Lines, Inc., common 
carriers by motor vehicle subject to part II; and that J. C. 
Netzer and J. P. Tarry owned stock in Lone Star Package Car 
Co., Inc., and were also engaged in operations as common 
carriers by motor vehicle subject to part II. Also, the Com- 
Mission said it appeared that H. F. Snure owned stock in 
American Freight Forwarding Corporation and National Car- 
loading Corporation, and was an officer and director of Amer- 
can Carloading Corporation, a common carrier by motor 
Vehicle subject to part II; and that Wilbur C. Bacon, George M. 

illiams, and C. A. Bacon owned stock in Central Forwarding 
Co., and were officers and directors in Milwaukee Truck Service, 
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Inc., and Central Motor Freight Co., common carriers by motor 
vehicle subject to part II. 

The Commission made the aforementioned individuals, who 
“are stockholders of said freight forwarders and officers, direc- 
tors, or owners of the same common carriers by motor vehicle 
subject to part II of the act,” respondents to the proceeding. 
The matter is to be assigned for hearing at such time and place 
as the Commission may hereafter direct. 


FREIGHT FORWARDER SPECIAL PERMIT 

The Commission, by Commissioner Aitchison, has issued 
amendment No. 8 canceling amendment No. 7 to Special Per- 
mission No. 11647, M No. 33775, involving authority for freight 
forwarders to depart from tariff publishing rules when refer- 
ring to tariffs in which they are not shown as participants. 
The effect of the amendment, it was explained at the Com- 
mission, is to permit freight forwarders to continue, until 
Aug. 2, to make reference to tariffs containing optional rules 
or rate provisions, such as provisions that railroad or motor 
carrier rates will apply when arrangements have been made 
with the forwarder, or at forwarder’s option certain provisions 
are applicable. The date to which forwarders might make 
reference to tariffs containing such optional rules or rate pro- 
visions was originally July 1. 


FREIGHT FORWARDER ACTION 


The Commission, division 4, by an order in FF-25, John 
W. Williams, doing business as Atlantic & Gulf Forwarding 
Co., has denied the application of John W. Williams to con- 
tinue to operate as a freight forwarder, saying that the appli- 
cant had discontinued, in 1941, all forwarding operations sub- 
ject to part IV of the act. 

In FF-83, P. H. Petry Co. Freight Forwarder Application, 
the Commission, division 4, has dismissed the application to 
continue operations as a freight forwarder, on a finding that 
applicant’s operations were exempt under sections 402(a) (5) 
and 402(c)(2) of the act. 

By an order in FF-90, Baltic Shipping Co., Inc. Freight 
Forwarder Application, the Commission, division 4, has dis- 
missed the application to continue operations as a freight for- 
warder, because the application when filed did not contain 
certain data required by the Commission, and because the ap- 
plicant had failed to furnish the required data. 


JACKSONVILLE FORWARDING CO. APPLICATION 


The Commission, division 4, has dismissed the application 
of Jacksonville Forwarding Co. for a permit authorizing con- 
tinuance of operation as a contract carrier by water, in the 
transportation of commodities generally and in the perform- 
ance of general towage. The action was taken by an order in 
W-536, Jacksonville Forwarding Co. Contract Carrier Applica- 
tion. The order said that the transportation in which the 
applicant had been engaged had been solely within the limits 
of the Jacksonville, Fla., harbor and harbors contiguous there- 
to and had not been part of a continuous through movement 
under common control, management, or arrangement to or 
from points without the limits of such harbors, and was exempt 
under section 303(g)(1) of the act. Towage of dredges, it said, 
was exempted by the Commission’s order in Ex Parte No. 147, 
Towage of Floating Objects; and that towage of a disabled 
vessel was a salvage operation, and exempt under section 
303(g) (2). 


FORWARDER APPLICATION DISMISSED 


The Commission, division 4, by an order in FF-20, Leonard 
Davis, Owner, Warehouse Service Co. Freight Forwarder Ap- 
plication, has dismissed the application. The order said that 
applicant did not assume responsibility for the transportation 
of property from point of receipt to point of destination; that 
its services and responsibilities to shippers in connection with 
its operations were confined to the terminal area in which such 
operations were performed; that such operations were not 
those of a freight forwarder as defined in section 402(a)(5) of 
the act, and were exempt by section 402(c) (2). 


SUBSTITUTED MOTOR FREIGHT SERVICE 


The Commission has been asked to reconsider and elim- 
inate the condition imposed in a number of extension certifi- 
cates issued to T. & P. Motor Transport Co., limiting shipments 
to those received or delivered to the T. & P. Railway prior or 
subsequent to a movement by rail. The petition was filed jointly 
by the motor transport company and the railroad in MC 50544, 
Texas & Pacific Motor Transport Co., Common Carrier Applica- 
tion, embracing Subs. 1, 2, 3, 4, 7, 9, 10, and 14, extensions. The 
petition also asked reconsideration of the findings of division 5 
in a report of Jan. 21, 1943, requiring the transport company to 
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withdraw as a party to tariffs containing all-motor local or 
all-motor joint rates, and to terminate its participation in a 
directory providing for the substitution of train service for 
motor vehicle service at its option (see Traffic World, Feb. 13, 
p. 355). The petition also embraced extension applications in 
MC 5-544, Subs. 19, 21-TA, 24-TA, and 30-TA because, it said, 
while they were not included in the decision of Jan. 21, they 
would be affected by the Commission’s action in connection 
with the instant petition. 

The petition asked that, if the Commission did not concur 
in its request for a reversal of the findings in the prior report, 
it modify Rules 30, 107(a), and 107(c) of supplement No. 5 to 
Tariff Circular No. 20, to permit the railway to become a party 
to Agent Hughett’s substitution directory, with appropriate pro- 
vision for optional substitution of truck for rail service, and to 
tariffs making reference thereto in which all-motor rates were 
maintained, and to grant special permission to the railway to 
participate therein. 


BOSTON TERMINAL REORGANIZATION 


By an order in Finance No. 12625, Boston Terminal Co. 
Reorganization, the Commission, division 4, has permitted Web- 
ster & Atlas National Bank of Boston to intervene. In its 
petition, the bank said that it had succeeded Old Colony Trust 
Co. as trustee under a mortgage indenture dated July 29, 1896, 
securing the first mortgage bonds of the terminal company, of 
which, it said, $15,155,000 were outstanding in the hands of 
the public. It had an interest in the proceedings, therefore, it 
said, and desired to intervene in order to protect the interests 
of the holders of the bonds. 


B. & O. TRUST CERTIFICATES 

The Baltimore & Ohio Railroad Co., in a supplement to its 
application in Finance No. 14208, has informed the Commission 
that it received only one bid in connection with the $3,500,000 
of B. & O. equipment trust certificates, series 4, carrying divi- 
dend warrants at the rate of 3 per cent. The bid was tendered, 
it said, By Halsey, Stuart & Co., Inc., of New York, which, on 
behalf of itself and 16 associates had bid 100.125 per cent. The 
$3,500,000, it was explained in a letter written to the Commis- 
sion, was to cover equipment expected to be delivered in the 
near future on a total purchase of $10,767,244.80 (see Traffic 
World, May 15, p. 1147). 


WILLAMETTE RIVER TOWING PURCHASE 

By an order in Finance No. 14155, Willamette River Towing 
Co. Purchase, the Commission, division 4, has permitted Willa- 
mette to operate the vessels of Carl Bernert on the Willamette 
River for a period not to exceed 180 days from the date of the 
order, May 21, pending determination of an application to pur- 
chase the vessels, other common carrier property, and operat- 
ing rights of Carl Bernert. 


NEW HAVEN REORGANIZATION 

Stanley Champion, chairman, John G. Annala, Samuel P. 
Belsinger, Harry I. Weil, and Chetwood Smith, constituting the 
protective committee for holders of common stock of the New 
Haven, have submitted a budget of proposed expenditures in 
Finance No. 10992, New York, New Haven & Hartford Rail- 
road Co. Reorganization. The committee has asked the Com- 
mission to approve a proposed budget of $2,295.98, for the pe- 
riod May 1 to July 31, 1943. 

Harry W. Harrison, chairman, Davis W. McKnight, and 
Joseph B. Russell, constituting the protective committee for 
holders of preferred stock of the New Haven, have submitted 
a budget of proposed expenditures for the period May 1 to 
July 31, 1943, asking approval for the sum of $2,281.42. 


COMMISSION HOLIDAY NOTICE 


Secretary Bartel, of the Commission, has issued a notice 
to the effect that, for the duration of the war, days that would 
normally be observed by the Commission as holidays, with the 
exception of Christmas, will be considered regular working 
days. The offices of the Commission will remain open for busi- 
ness as usual on those days, the notice says, and information 
for the press and public will be released at the usual hours. 
In accord with the notice, the Commission will be open May 31. 


Cc. & N. W. REORGANIZATION 

The Commission has received a reply from the Life Insur- 
ance Group Committee and the Mutual Savings Bank Group 
Committee to the petition of the Chicago & North Western in 
Finance No. 10881, Chicago & North Western Railway Co. 
Reorganization, asking that the Commission deny the North 
Western’s request for reopening of the proceedings, for further 
hearing, and for modification of the plan of reorganization. 


TRAFFIC WORLD 


The North Western’s petition said that the railroad’s cag) 
position had changed substantially, and that the change war. 
ranted modification of the plan to the extent, at least, that 
the debtor company be allowed to pay the $48,322,687 clain 
of the Reconstruction Finance Corporation (see Traffic World 
May 22, p. 1206). . 

The reply of the two committees said that, by action both 
of the Supreme Court and of the district court, the debtor: 
case had been brought to an end, “finally and irrevocably,’ 
and that, under the provisions of section 77 of the bankruptey 
act the reorganization managers were engaged in the cop. 
summation of the confirmed plan of reorganization. 

The reply of the two committees in the Supreme Court. 
the instant reply said, had shown “that the cash in the hands 
of the trustee in bankruptcy is not free cash but is necessary 
to effectuate the purposes of the approved plan, and that the 
earnings throughout the entire four-year period following the 
effective date of the plan were insufficient to service in ful] 
the new securities provided by the plan. It was shown that 
if all such earnings were distributed, although in practice they 
would never be distributed in full, the securities allotted to the 
senior creditors,—the general mortgage, and refunding mort- 
gage bondholders, would receive, respectively, an average an- 


nual return for the four-year period of only 2.986 per cent 
and 2.46 per cent.” 


RAIL MATERIAL INVENTORY 

The Commission, division 1, has issued an order waiving, 
for the year 1943, the requirements of Note B to account 716, 
“Material and supplies,” in the Classification of Income, Profit 
and Loss, and General Balance Sheet Accounts for Steam 
Roads, Issue of 1914, relating to the taking of an inventory of 
material and supplies for each calendar year. The order said 
that requests had been received to omit such inventories for 
1943, because of an acute shortage of experienced personnel. 


REFINERS TRANSPORT PURCHASE 


The Commission, by Commissioner Porter, by an order in 
MC F-1936, Refiners Transport & Terminal Corporation—Pur- 
chase—Marshall Transport Co., Inc., and Warren C. Marshall, 
has granted the petition of Walker Hauling Co., Atlanta, Ga., 
and Petroleum Carrier Corporation, Jacksonville, Fla., for leave 
to intervene. 

By another order in the same proceeding, the Commission, 
division 4, has granted the petition of Refiners to lease for a 
period of not exceeding 90 days from the date of the order, 
May 20, operating rights of Marshall Transport Co., Inc., of 
Glen Burnie, Md., and of certain property of Warren C. Mar- 
shall, of Upper Darby, Pa. 





ROCK ISLAND REORGANIZATION 

The Commission, division 4, by an order in Finance No. 
10028, Chicago, Rock Island & Pacific Railway Co., Reorganiza- 
tion, has ratified the appointment of Aaron Colnon, by the 
federal court for the northern district of Illinois, eastern divi- 
sion, as co-trustee of the properties of the debtors, succeeding 
Frank O. Lowden, deceased. The Commission’s order provides 
compensation at the maximum rate of $15,000 a year beginning 
as of the date when Mr. Colnon shall have qualified as co- 
trustee and his appointment shall have become effective. 

Judge M. L. Igoe, May 25, formally appointed Mr. Colnon 
co-trustee of the railroad. 


RATE RESTRICTIONS AND STOPS 


The Commission, division 2, has issued orders discontinuing 
its investigations in I. and S. M-2205, Minimum Weight and 
Rate Restrictions between East and West; I. and S. M-2219, Rate 
Restrictions in the South; I. and S. M-2196, Minimum Class 
Rate Stops in Eastern States; and I. and S. M-2149, Minimum 
Rate Stops in the East and New England; I. and S. M-2206, Rat- 
ings—Iron and Steel Articles in Midwestern States; I. and S. 
M-2202 Class Rates of New Jersey Forwarding Co; I. and S$. 
M-2201, Fertilizer, Insecticides from and to New England 
Points; I. and S. M-2199, Saggers, Hillers, Frit, Illinois, Penn- 
sylvania and West Virginia to Sebring, O., I. and S. M-2197, 
Oil and Grease from Okmulgee, Okla., to Pueblo, Colo.; I. and 
S. M-2189, P. H. Products between Oklahoma City and Texas 
Points; I. and S. M-2186, Gelatine between Points in Central 
States; I. and S. M-2140, Commodities to or from Eastern and 
Western Points; I. and S. M-2134, Mirrors, Oil, Etc., between 
New York, N. Y., and Lincolnton, N. C.; and I. and S. M-2116, 
Compressed Gases, Etc., between N. J. and Pa. points. 

The Commission said the respondents under special per- 
mission had filed tariffs canceling the schedules under suspen- 
sion, effective on various dates, and that there was no go 
reasons for continuance of the proceedings. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 












LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Georgia, Division No. 1). First sen- 
tence of shipping instructions as to shipment of fish stating 
that “Iced to capacity at Glou., Mass., with crushed ice and 
15% salt,” followed by directions for re-icing at all re-icing 
stations was sufficient to put delivering carrier on “notice” 
that shipment was originally iced to capacity with crushed ice 
and 15 per cent salt, and it became carrier’s duty to re-ice 
shipment with that amount of salt. 

In action against delivering carrier for damages to ship- 
ment of frozen fish, where shipping instructions contained 
statement that fish had been iced to capacity with crushed ice 
and 15 per cent salt at point of origin followed by direction to 
re-ice at all regular icing stations between point of origin, and 
destination, and evidence showed fish would deteriorate if salt 
was not added in re-icing, by failing to add salt in re-icing 
carrier was negligent and liable for resulting damage to the 
shipment. 

In action tried to the court without jury, where court’s 
ruling on objection to testimony was not decisive or final, but 
left the way open for objections to be renewed later, but ob- 
jections were not renewed and no motion was made to rule 
testimony out, admission of the testmiony furnished no ground 
for new trial. : 

Where Court of Appeals was satisfied that writ of error 
was not sued out for purpose of delay only, motion that dam- 
ages be assessed against plaintiff in error was denied. (Powell 
vs. Stern, 25 S. E. Rep. 2d 114). 










































Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 





(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 














REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Seventh Circuit). Infractions 
by carrier which engaged in carrying property by motor vehicle 
in interstate commerce, and in many instances made charges 
other than the charges provided for in tariffs filed by carrier 
with the Interstate Commerce Commission, were unlawful and 
would be enjoined even if they were small infractions and were 
inadvertently committed. Interstate Commerce Act, Secs. 217, 
222(b), 49 U. S. C. A. Secs. 317, 322(b). 

Defendant which was one of the larger motor express com- 
panies of the country was presumed to have known what its 
duties were in respect to making charges for interstate ship- 
ments, in accordance with its filed tariffs. Interstate Commerce 
Act Sees. 217, 222(b), 49 U. S. C. A. Secs. 317, 322(b). 

In determining whether to issue injunction restraining 
motor carrier from collecting charges for transportation of 
property in interstate commerce other than charges provided 
for in carrier’s filed tariffs, as result of prior infractions, con- 
tention that because of displacement of help during war period 
carrier was compelled to employ help which was not capable 
of understanding complicated system of determining appropri- 
ate classifications, correct rates and proper charges, as former 
employes, was required to be given consideration. Interstate 
— Act, Secs. 217, 222(b), 49 U. S. C. A. Secs. 317, 
__ Although courts may not issue blanket order enjoining any 
Violation of a statute on a showing that the statute had been 
Violated in some particular respects, they do possess authority 
to restrain violations similar to those already committed and 
are not necessarily restricted to an order compelling cessation 
md of particular and limited activity found to have taken 

ace, 

Admitted and persistent violations of Interstate Commerce 
Act by motor carrier in making charges for transporting goods 
between points in one state through another state, other than 
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charges provided by carrier’s filed tariffs, in one particular 
district as to which complaint was originally filed by Interstate 
Commerce Commission, constituted sufficient basis for the court 
to anticipate that further violations of the same character 
might be committed in other districts if not enjoined, and for 
authorizing an amendment of the complaint, and issuance of 
injunction unrestricted in territorial scope. Interstate Com- 
merce Act Secs. 217, 222(b), 49 U. S. C. A. Secs. 317, 322(b). 
(Interstate Commerce Commission vs. Keeshin Motor Express, 
134 Fed. Rep. 2d 228). 

(Circuit Court of Appeals, Tenth Circuit). Where there 
is a through rate over a given route of an interstate carrier 
by motor vehicle, such rate controls over a combination of 
local rates and is only lawful rate that may be charged. 

Interstate motor carrier which contracted to carry through 
shipment from Denver to New York at rate equal to combined 
local rate was under duty to ship via route, if available, where 
no through rate was established, or where through rate did 
not exceed combination of local rates rather than over route 
via Chicago on which established controlling through rate 
exceeded amount contracted for. 

In action by interstate motor carrier to recover under- 
charges of freight by reason of shipment over route from 
Denver to New York via Chicago over which through rate 
exceeded combination of local rates for which charge was made, 
striking of answer and cross petition alleging that there were 
other available routes over which rates did not exceed amount 
paid and one of such routes should have been used was error, 
since existence or nonexistence of such routes and rates could 
not be established from pleadings. (S. W. Shattuck Chemical 
Co. vs. T. & M. Transp. Co., 134 Fed. Rep. 2d 394). 


COTTON LOADING CHARGE CASE 


Amendment of its opinion in No. 520, L. T. Barringer & Co., 
Appellant, vs. United States and Interstate Commerce Com- 
mission et al. (see Traffic World, May 8, p. 1090) was ordered 
by the Supreme Court of the United States, May 24. The court 
ordered that the following paragraph be added at the end of its 
opinion in that proceeding: 

“We have considered appellant’s attack on the sufficiency 
of the evidence to support the Commission’s findings, and con- 
clude, as did the court below, that they are adequately sup- 
ported by substantial evidence of record. Compare Florida vs. 
U. S., 292 U. S. 1, 12; Merchants Warehouse Co. vs. U. S., 
supra, 508.” 


GRAPE SHIPMENTS AND “BAD CHECKS” 


By granting a petition for a writ of certiorari in No. 913, 
Midstate Horticultural Co., Petitioner, vs. Pennsylvania Rail- 
road Co., the Supreme Court of the United States, May 24, 
undertook the determination of issues involving the question of 
liability of a consignor for transportation charges in payment 
of which the consignee issued to the rail carrier performing the 
transportation service three checks that were returned by the 
bank because of insufficient funds in the consignee’s account. 
Another issue in the case is a question as to the right to waive 
the statute of limitations contained in the interstate commerce 
act. The rail service involved was the transportation of ship- 
ments of grapes from California to points in New York and 
New Jersey, in October and November, 1932. 


Rail Union Jurisdiction Cases 


The Supreme Court of the United States on May 24 
granted certiorari to the petitioners in four cases, each involv- 
ing a jurisdictional controversy between two railroad labor 
unions. In its notice of its decision to review these cases, the 
court set forth four questions for discussion by counsel for the 
parties in their briefs and an oral argument, so far as ap- 
plicable in each case. 

The court granted the petitions for review of the lower 
court decisions in the following cases: 


No. 796, General Committee of Adjustment for Brotherhood of 
Locomotive Engineers for the Missouri-Kansas-Texas Railroad, Peti- 
tioner, vs. the Missouri-Kansas-Texas Railroad Co., the Missouri-Kan- 
sas Railroad Co. of Texas, and General Grievance Committee of 
Brotherhood of Locomotive Firemen and Enginemen (from U. S. Cir- 
cuit Court of Appeals, Fifth circuit, decision of Dec. 9, 1942). 

No. 845, General Committee of Adjustment of B. of L. E. for Pacific 
Lines of Southern Pacific Co., Petitioner, vs. General Grievance Com- 
mittee of B. of L. F. & E. (from U. S. Circuit Court of Appeals, Ninth 
circuit, decision of Nov. 18, 1942). 

No. 918, Cross-petition of respondent in No. 845. 

No. 937, Switchmen’s Union of North America et al., Petitioners, vs. 
National Mediation Board, Brotherhood of Railroad Trainmen, New 
York Central and Michigan Central (from U. S. Court of Appeals, 
District of Columbia, decision of Feb. 13, 1943). 
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The Supreme Court asked counsel for the parties involved 
to discuss the following questions: 


(1) Whether resort to the declaratory judgment procedure is appro- 
priate in the circumstances; (2) whether any question of the construc- 
tion of the contracts involved are governed by state or federal law; (3) 
what bearing, if any, the Norris-LaGuardia act has on the propriety of 
granting the relief sought; (4) in No. 937, whether the district court 
had jurisdiction to review the certificate of the board. 


The Supreme Court asked the Solicitor General to file a 
brief as “amicus curiae” and, if he so desired, to participate 
in the oral argument. 





Motor Act Prosecutions 


(Digests 0) statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


New Jersey district, at Newark. Guisto Express Co., 
Inc., of Hoboken, N. J., was fined $750 May 18 on its plea of 
guilty to transporting property for compensation without a 
certificate and with failing to require the keeping of drivers’ 
logs. Of the fine, $300 was required to be paid, the remainder 
being suspended for a probationary period of two years. 

Southern Alabama district, at Selma. Raymond L. West, 
doing business as West Truck Line, of Safford, Ala., was fined 
$700 May 10 on a plea of guilty to transporting property for 
compensation without a certificate and without rates or 
charges on file for such transportation. The court required 
payment of $100 of the fine and suspended sentence as to the 
remainder and placed defendant on probation for one year. 

Southern Alabama district, at Selma. William E. Sherrer, 
doing business as Sherrer Coal & Transfer Co., of Selma, Ala., 
was fined $700 May 10 on a plea of guilty to transporting 
property for compensation without a certificate, without rates 
or charges for such transportation on file and without having 
on file with and approved by the Commission evidence of se- 
curity for the protection of the public. The court required 
payment of $100 of the fine and suspended sentence as to the 
remainder and placed defendant on probation for one year. 

District of Maryland at Baltimore, Earl H. Cline, of 
Frederick, Md., was fined $500 and costs May 21, on a plea of 
guilty to transporting property without requisite operating au- 
thority, without rate publications being on file with the Com- 
mission, and failing to require drivers to keep drivers’ logs. 
The fine was paid. 

District of Maryland, at Baltimore. Milton E. Pritts, Henry 
J. Pritts, and Robert F. Pritts, doing business as Pritts Brothers, 
of Kitzmiller, Md., and Big Savage Refractories Corporation, of 
Philadelphia, Pa., a shipper, were fined a total of $500 and 
costs May 21, on a plea of guilty, in the case of Pritts Brothers, 
to transporting property without rate publications being on file 
with the Commission, failing to require drivers to keep drivers’ 
log, and operating without requisite authority. Big Savage 
Refractories Corporation was charged with aiding and abetting 
the commission of such violations. Fines of $250 against Pritts 
Brothers and of the same amount against the refractories 
corporation, were paid. 


LIMITING OF DECKSCOW OPERATIONS 


“This application is considered by all as a test proceeding,” 
says a petition for reconsideration filed jointly by the applicant, 
and National Water Carriers Association, Inc., intervener, in 
W-92, C. F. Harms Co. Contract Carrier Application. In that 
proceeding the Commission, division 4, broadened the authority 
granted in a prior report as to commodities that might be trans- 
ported in the non-self-propelled deckscows furnished to shippers 
by the applicant. Commissioner Mahaffie dissented as to terri- 
torial limitations imposed (see Traffic World, May 1, p. 1017). 

The only reason the applicant was subject to the act, said 
the petition, was because it furnished vessels to persons other 
than carriers subject to the act. That, it said, made the appli- 
cant a contract carrier. It furnished the vessel and no more, it 
said, and that users of the vessels had performed the trans- 
portation, not the applicant. 

The provisions of part III of the act did not apply to 
shippers moving their own goods, as here, the petition said, 
adding that if a territorial restriction was imposed on the ap- 
plicant it was, in effect, imposing territorial limitations on the 
shippers. Section 309(f), it said, provided that a carrier was 
entitled to a permit to continue operations conducted on Jan. 
1, 1940, over the route or routes, or between the ports with 
respect to which application was made, and had so operated 
since that time. Applicant did not operate the vessels, the peti- 
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tion said, therefore it did not create any routes for the simple 
reason that it did not have anything to do with them. 

Because of the general importance of the question, the 
petition asked that it be submitted to determination by the ful] 
Commission, particularly in view of the fact that the decision 
of division 4 was not unanimous. 


Terminal Services 


The Commission, as intervening defendant, has filed a brief 
in the federal court for the western New York district, in 
Civil Action No. 1408, Hanna Furnace Corporation vs. United 
States of America, et al., asking that the court dismiss the 
furnace corporation’s complaint. In that proceeding Hanna 
Furnace Corporation is asking the court to set aside perma. 
nently an order of the Commission in Ex Parte No. 104, Prac. 
tices of Carriers Affecting Operating Revenues and Expenses— 
Hanna Furnace Corporation Terminal Allowance, in which the 
Commission found that the respondent railroads’ obligation 
under their line-haul rates did not extend beyond interchange 
tracks, and that payment by them for the switching service 
a those points was unlawful (see Traffic World, April 3, 
p. . 

The Commission’s brief pointed out that the involved order 
was the Commission’s sixty-seventh supplemental report in Ex 
Parte No. 104, and said that seldom, if ever, had a Commission 
order come before a statutory court for judicial review “with 
such a background of similar cases having been uninterruptedly 
sustained by the courts.’”’ There was, therefore, no doubt, that 


the order was founded on settled principles, the brief said, } tle 
and that the only question was as to the sufficiency of the | Den 
evidence to sustain the Commission’s order. Such evidence, it refe 


said, had been shown. the 


After describing the nature of the investigation in Ex | Se 
Parte No. 104, and reviewing the cases in which supplementary | !@Y 
orders in the proceeding had been upheld by the courts, the brief | 
said that “if the railroads would correct these plant abuses | thal 


themselves by rooting up the allowances, they would save them- 
selves large sums of money. . . .” Many of the railroads which 
were ‘now voluntarily assuming this expensive obligation” had 


recently opposed the efforts of the Office of Price Administra- } ‘h@ 
tion to reduce their freight rates in Ex Parte 148, the brief | ™@ 
said, adding that “their attitude here is hardly consistent with | 4 
their strenuous arguments for the continuance of the additional 
revenue involved there.” pro 
As to alleged discrimination against the plaintiff, and pref- | "© 
erence of other plants receiving the allowance, the brief said | “* 
that this was a point advanced in many of the cases “but so | “@ 
far has not been sustained in any of them.” This was for a 
good reason, it said, since each case must be decided on the 
circumstances disclosed. Obviously, it said, “the Commission | gp 
cannot deal with all the plants in the United States at one | 4p, 
fell swoop; in the absence of the railroads cleaning up the | gj 
whole situation at one time, as it would be within their power ]| oy 
to do acting through their national organization, the Commis- ]| 1 
sion must deal individually with the plants. It is taking them | ., 
up as fast as it consistently can.” ad 
The matter of overhead allowances, the brief said, had been } di 
discussed in the Commission’s main report in this case, citing its ] S¢ 
conclusion that if any allowance was to be made to the indus- | pr 
tries for performang a part of the service which the delivering | th 
carrier was under legal obligation to perform, such allowance | cz 
should concern only the delivering carrier. lil 
ALTON REORGANIZATION . 
Henry A. Gardner, trustee for the Alton Railroad, has been | 
appointed trustee for the Kansas City, St. Louis and Chicago, 
an Alton subsidiary. Judge J. P. Barnes of the federal court | y 
at Chicago made the appointment May 25. Both companies | 9 
have begun reorganization proceedings in the court (see Traf- | » 
fic World, May 15, p. 1151). t 


N. Y. FORWARDER INQUIRY 

The Maritime Commission has issued an order in docket 
No. 621, Port of New York Freight Forwarder Investigation, 
requiring 89 respondents named therein to report to the com- 
mission a maximum of 105 individual forwarding transactions 
taken from their books and consecutively billed, 35 beginning 
January 1, 1940, 35 beginning June 1, 1941, and 35 beginning 
November 1, 1942. 

This order vacated and superseded the commission’s order 
of January 14, 1943, which required the respondents named 
therein to furnish a record of all forwarding transactions in 
January and February, 1940; June and July, 1941; and Novem- 
ber and December, 1942. 


- an ee we est OS OG 








the simple 
1. 
estion, the 


by the ful] 
1e decision 


led a brief 


district, in 
vs. United 
lismiss the 
ng Hanna 
de perma. 
104, Prac. 
expenses— 
which the 
obligation 
nterchange 
ng service 
d, April 3 


ved order 
port in Ex 
yommission 
view “with 
erruptedly 
doubt, that 
brief said, 
acy of the 
Vidence, it 


ion in Ex 
2lementary 
s, the brief 
ant abuses 
Save them- 
oads which 
ation” had 
.dministra- 
, the brief 
istent with 
additional 


, and pref- 
brief said 
es “but so 
was for a 
led on the 
"ommission 
tes at one 
ng up the 
heir power 
e Commis- 
king them 


1, had been 
2, citing its 
the indus- 
delivering 
allowance 


1, has been 
d Chicago, 
leral court 
companies 
(see Traf- 


-in docket 
vestigation, 
9 the com- 
ransactions 
beginning 
beginning 


ion’s order 
nts named 
sactions in 
nd Novem- 


WORLD 






Yay 29, 1943 


Rate Bureau Regulation 
The Traffic World Washington Bureau 


After he had been advised of the indictment returned by 
the federal grand jury at Denver against two motor rate 
pureaus, seven motor carriers and 20 individuals (see else- 
where), Senator Wheeler, of Montana, presiding at the hearings 
held by the Senate interstate commerce committee on S. 942, 
the Wheeler bill for regulation of rate bureaus, expressed dis- 
approval of the idea of permitting the antitrust proceeding at 
Denver to “go through” after a similar proceeding at Chicago 
had been discontinued on the ground of interference with the 
war effort. 

The indictment at Denver was called to. the committee’s 
attention the morning of May 22 by Arne C. Wiprud, chief of 
the transportation section of the Justice Department’s anti- 
trust division, who had been the first witness for the division at 
the hearings on S. 942 (see Traffic World, May 22). Mr. Wiprud 
read into the hearing record a “press release’ of the Justice 
Department concerning the grand jury action at Denver. 

Senator Wheeler averred that the rate bureaus in the 
Denver case involved “smaller fellows,” that no “stay” of the 
proceeding against them was issued, but that in the Chicago 
case “some of the big fellows” were involved and that there 
the antitrust division received orders to stop the prosecution 
(see Traffic World, Jan. 9, p. 68). He said he knew nothing 
about the facts in the Chicago case, but that “apparently” the 
same facts were involved in the Denver case. 

Mr. Wiprud cited from the Justice Department’s “press 
release” a statement by Attorney General Biddle that in the 
Denver case there had been ‘“‘a few flagrant abuses,” and made 
reference to a statement in the letter of Director Eastman, of 
the Office of Defense Transportation, and the joint letter of 
Secretary Stimson, of the War Department, and Acting Secre- 
tary Forrestal, of the Navy Department, to the Attorney Gen- 
eral in connection with the Chicago case that a count alleging 
that a strike was fomented for the purpose of coercing a motor 
carrier to increase a rate would be approved. The “abuses” 
in the Chicago case were not as “flagrant” as those in the 
Denver case, said Mr. Wiprud, after Senator Wheeler had stated 
that it seemed strange to him that the War and Navy Depart- 
ment secretaries should object to one prosecution and permit 
another to go through. 

“In my opinion, that is plain interference with the orderly 
procedure of justice,’ said Chairman Wheeler. “If we have 
reached the point where they can go in and stop a court pro- 
ceeding, I don’t know where we’re going to. . . If there’s any 
equity in that, I don’t know where it is.” 




















































Wheeler’s View on “Abuses” 


He took the position that ‘‘abuses are abuses” and that the 
Secretaries of War and Navy were acting arbitrarily in deciding 
that one abuse was more flagrant than another. ‘The antitrust 
division, he said, was not seeking to stop any particular abuse, 
except abuse of the antitrust laws. A violation of that law 
remained a violation, he averred. Senator Reed of Kansas, 
said he concurred in what Senator Wheeler had said, and 
added that what he wanted to know was whether there was a 
difference of facts in the Chicago case and in the Denver case. 
Senator Wheeler said the theory advanced when the Chicago 
prosecution was discontinued was that it would interfere with 
the war effort. He wondered why the prosecution of motor 
carriers and their rate bureaus at Denver did not constitute a 
like interference with the prosecution of the war. 

“I don’t think the government can fish out one class of 
people, and let the other fellow off,’ he said. “I don’t think 
you ought to let the big fellows off. That certainly isn’t driving 
the money changers out of the temple.” 

Mr. Wiprud was silent during the latter part of Senator 
Wheeler’s “lecture,” which was sandwiched between two parts 
of testimony by James E. Kilday, special assistant to the Attor- 
ney General, in the antitrust division’s transportation section, 
the first part having been presented May 21. 

In general, Mr. Kilday’s testimony censured the western 
railroads and their rate-making organizations on two grounds, 
one allegation being that the western lines’ rate practices and 
procedures operated so as to stifle independent publications of 
rates, the other being that about 35 of those roads had been 
parties to violations of the interstate commerce act in that an 
agreement they had entered into in 1932 for establishment of the 
“commissioner plan” for the western district had not been filed 
with the Commission until April 14, 1943. He said he had been 
advised that the agreement had been canceled April 23, 14 days 
after the antitrust division had asked for a copy of it and nine 
days after it had received such a copy. Yet, he contended, an 
“interpretation” of the agreement had been issued by the 
western commissioner, C. E. Johnston, serving also as chair- 
man of the Western Railway Executives Association, on April 12. 
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Mr. Kilday pictured the whole system of rail rate bureaus 
in the area west of the Mississippi River as a gigantic combina- 
tion of railroad executives conspiring to fix freight rates at 
levels beneficial to them and disregarding the public interest, 
with the Association of American Railroads exercising extensive 
control over the entire system. He said the sources of his 
information were the articles of organization and the rules of 
procedure of the several rate bureaus operating in the area west 
of the Mississippi, ‘‘plus interviews with certain officials of those 
bureaus through investigations on the ground.” 


Provisions of Act Cited 


In connection with his observation that the western agree- 
ment, though executed in 1932, had not been filed with the 
Commission until April 14, 1943, he cited the provision of 
section 6(5) of the interstate commerce act that ‘every common 
carrier subject to this part shall . . . file with said Commission 
copies of all contracts, agreements, or arrangements with other 
common carriers in relation to any traffic affected by the pro- 
visions of this act to which it may be a party.” He added: 


Sections 8, 9 and 10 of the interstate commerce act provide that 
any carrier which ‘‘shall omit to do any act, matter or things... 
required to be done’’ by the act ‘‘shall be liable to persons injured 
thereby for the full damages sustained in consequence of such violation 
together with attorney’s fees’’; that any carrier or its receiver, trustee, 
lessee, agent or person acting for it ‘‘who shall wilfully omit or fail 
to do any act, matter or things . . . required to be done’”’ by the act 
‘‘shall be deemed guilty of a misdemeanor, and shall, upon conviction 
thereof in any district court of the United States within the jurisdic- 
tion of which such offense was committed, be subject to a fine of 
not to exceed five thousand dollars for each offense: provided, that 
if the offense for which any person shall be convicted as aforesaid 
shall be an unlawful discrimination in rates . . . such person shall, 
in addition to the fine . .. be liable to imprisonment in the penitentiary 
for a term of not exceeding two years, or both such fine and imprison- 
ment, in the discretion of the court.’”’ 


The witness submitted in evidence a photostatic copy of 
the commissioner plan agreement, said that its basic purpose 
was to avoid practices that would dissipate railroad earnings in 
the western district, and outlined some of its provisions with 
respect to rates, including the designation of the commissioner 
by the Western Association of Railway Executives and the 
establishment of a procedure for handling rate proposals, with 
the commissioner empowered to decide rate questions to which 
the Western Traffic Executive Committee might disagree. 

“This agreement,” he said, “does not even mention the 
public interest as an element which was even to be considered 
by the western commissioner. It does not even state that reason- 
able or compensatory rates were to guide the commissioner or 
were to be even considered by him... .” 


Senator Wheeler’s Comment 


Chairman Wheeler appeared rather astonished by the story 
told to the committee about the western railroads’ agreement. 

“I wish to say, as the least of it,’”’ he remarked, “that these 
people who entered into the agreement were stupid, if nothing 
else, in view of the statute, as it was clearly a violation of the 
interstate commerce act. I can’t understand how, in this day 
and age, those railroad people and financiers would think of 
doing a thing of this kind.” 

Later, he said he could not understand why the railroads, 
when they had the rate bureau machinery described by the wit- 
ness, they had been “so foclish as to put it down in black and 
white,” or why, when the commissioner plan agreement had 
been in effect for 11 years, the Commission did not know any- 
thing about it. He asked who had written the agreement. The 
witness said he did not know. Senator Wheeler said he thought 
the railroads ought to get some new lawyers. 

When Mr. Kilday made the assertion that the western 
railroads had set up “elaborate private rate making or price 
fixing organizations, comprising the Western Traffic Executive 
Committee,” through which they were “making and fixing” the 
rates to be paid by the public, Senator Reed, of Kansas, said he 
questioned the statement about the bureaus fixing the rates. 
Mr. Kilday averred that as a practical matter the Commission 
could not fix each individual rate. The rate bureau comprising 
the Western Traffic Executive Committee, he said, were: Trans- 
Continental Freight Bureau, Chicago; Western Trunk Lines 
Committee, Chicago; Southwestern Freight Bureau, St. Louis; 
Texas-Louisiana Freight Bureau, Dallas; Montana Lines Com- 
mittee, Chicago; Illinois Freight Association, Chicago; North 
Pacific Coast Tariff Bureau, Seattle; Pacific Freight Tariff 
Bureau, Sav Francisco; Arizona-New Mexico Committee, San 
Francisco, and Northern Lines Committee, Chicago. Rate mat- 
ters generally, with exceptions, came to the Western Traffic 
Executive Committee on appeal from the ten sub-ordinate 
organizations through a conference committee, he said. The 
first four of the bureaus he had named were the principal sub- 
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ordinate bureaus of the western district, he stated. He outlined 
the procedure of those bureaus for handling rate proposals. 

The Trans-Continental Freight Bureau, he continued, was 
composed of about 23 railroads operating west of the Mississippi, 
but only nine of them had a vote or a voice in making trans- 
continental rates, those nine being railroads whose tracks 
reached as far west as the Pacific coast. He named them, as 
follows: the Santa Fe, Canadian National, Canadian Pacific, 
the Milwaukee, Great Northern, Northern Pacific, Southern 
Pacific, Union Pacific and Western Pacific. 

“In the case of transcontinental freight,’ said Mr. Kilday, 
“the original jurisdiction concerning rates is exclusively in the 
Trans-Continental Freight Bureau, and no other bureau has 
any original jurisdiction over rates on transcontinental freight, 
even though it moves to, from, or through the territory of 
another bureau. In other words, Trans-Continental Freight 
Bureau, so far as original jurisdiction is concerned, fixes the 
rates on transcontinental freight for the entire nation without 
regard to any other bureau; and this is done by nine railroads 
out of a total of 23 railroads in the Trans-Continental Freight 
Bureau.” 

Mr. Kilday noted that the Commission, in 1923, in a report 
issued after an investigation made pursuant to a Senate resolu- 
tion (In Re Trans-Continental Freight Bureau, 77 I. C. C. 252), 
had found that the maintenance and operation of the Trans- 
Continental Freight Bureau were not in violation of any provi- 
sion of the act and had stated that it was manifest that that 
bureau “as at present organized and operated serves many 
useful purposes, promotes economy and efficiency, and is of 
advantage to shippers as well as to carriers.” But, contended 
the witness, “it is definitely shown” that selection of the men 
who controlled the bureau was dictated by a few carriers and 
that an organization which was a predecessor of this bureau 
(Trans-Continental Freight Rate Committee) was disbanded as 
a result of a decision of the U. S. Supreme Court in United 
States vs. Trans-Missouri Freight Association, 166 U. S. 290, 
March 22, 1897. 


A. A. R. “Control” Alleged 


The A. A. R., said the witness, had actively taken a hand 
in issuing directions or suggestions in connection with rate mak- 
ing and in giving “orders or suggestions” to the Trans-Con- 
tinental bureau and other bureaus in the western district. He 
submitted an exhibit in support of that statement. The exhibit, 
consisting of 13 mimeographed pages, single-spaced, included 
resolutions adopted by and matters of policy submitted by the 
A. A. R. board of directors, correspondence to A. A. R. member 
lines by A. F. Cleveland, vice president of the A. A. R., and 
various declarations of policy by the Western Traffic Executive 
Committee in various years from 1930 to 1940. 

Senator Wheeler read aloud almost the entire exhibit, 
stopping at one point to obtain from Mr. Cleveland, who was 
present at the hearing, an explanation of the term “normal 
period for transit operations,’ contained in a Western Traffic 
Executive Committee agreement made in 1936 with respect to 
grain and certain other commodities. The exhibit contained an 
A. A. R. resolution of May 17, 1935, setting forth certain policy 
determinations. One was that “effective June 1, 1935, no rail 
carrier will ask the Interstate Commerce Commission to sus- 
pend rates of another rail carrier until representatives of both 
parties shall have first conferred with the Association of Amer- 
ican Railroads’ representatives.”’ Another was that ‘where one 
group of lines know of contemplated publication of rates by 
another group ‘believed to be harmful to it’, there must be a 
conference with the Association of American Railroads’ repre- 
sentatives in advance of filing such tariffs.” 


This exhibit also contained a resolution of the A. A. R. 
directors, giving the year of its adoption as 1935, that “no 
information respecting changes in rates will be given the press 
or magazines, such as Traffic World, except through the chair- 
man of the rate bureau involved,” and that “no publicity 
through the public press or periodicals will be given with 
reference to action taken by a rate bureau or member lines 
regarding removal of emergency charges.” 


Advertising Regulations 


Cited in the same exhibit was a set of regulations of the 
Western Association of Railway Executives, decided on in meet- 
ings of the Western Traffic Executive Committee in 1930, 1931, 
1934 and 1940, banning certain so-called “good will’ gestures 
by individual carriers, such as assumption of the cost of ban- 
quets, golf parties, etc.; and the general advertising rule of the 
same executive committee, issued Feb. 5, 1937, including the 
following regulation, among others: 


No carrier shall advertise in trade, industrial or technical publica- 
tions exploiting any commodity transported by rail except ‘‘when spe- 
cific proposal to advertise in such publications is submitted to Westérn 
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Traffic Executive Committee for approval; provided that: advertising the It 
may be placed in Traffic World and Railway Age.’’ for e! 





The exhibit contained, also, a statement that the Westery 
Traffic Executive Committee, in 1940, agreed to forward to the 
chief traffic officers of the member lines the following sug. 
gestions: 
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(1) In submitting a proposal to change rail rates predicated op 
reducing rail rates to meet common carrier truck rates or contract that 
carrier truck rates, (a) the proposal should not be placed on the public that 1 
docket of the rate committee of the subordinate rate bureau until j; | duty 
is definitely known that such lower truck rates will actually become agree 
effective; and (b) such a proposal should not be submitted until the Comr 
proponent discusses the matter with other interested rail lines ang the it 
with the chairman of his own subordinate rate bureau and until the]. 
proponent has endeavored, through such discussions, to ascertain the em 
volume of tonnage that would be involved if the proposal became ment 
effective j 
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“Confidential” Policy of A. A. R. 


In his reading of the exhibit, Senator Wheeler showed 
special interest in the following part of it: 


At the September, 1935, meeting of the board of the Association of 
American Railroads the following agreement was entered into with 4 
view of protecting ‘‘confidence in discussions of proposals involving 
changes in rates, rules, regulations, policies, and practices’’: 

(1) It is exceedingly desirable to representatives of rail lines that 
there should be a free and fearless discussion in rate bureaus of pro- 
posals involving changes in rates, etc., in order to secure a proper 
determination of such questions. 

(2) The announced recommended policy, therefore, of the board of 
the Association of American railroads is (a) such subjects are to be 
strictly confidential, (b) under no circumstances shall the position at 
any railroad be disclosed by any other railroad represented at such a 
rate bureau meeting. 

(3) And the board of the Association of American Railroads recom. 
mended that each bureau take steps to make this recommendation 
effective by penalties or otherwise. 
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Senator Wheeler wanted to know what penalties could be 
imposed. Mr. Kilday said he did not know. Senator Wheeler 
asked R. V. Fletcher, vice president of the A. A. R., for en- 
lightenment on that point. Mr. Fletcher, at first, said he had 
nothing to do with the matter and would not be qualified to 
speak about it. He proceeded, however, to say that the rail- 
roads were not using the word “penalty” in the ordinary sense. 
Suppose, he said, that a carrier representative, after having 
attended a rate bureau meeting, told a shipper-proponent of a 
rate change that he (the carrier spokesman) had “stuck up” 
for the shipper in question and that “it was those other rail- 
roads” that fought the considered rate proposal. Did Senator 


Wheeler think that “a fellow like that” should be permitted to — 
participate in railroad councils? asked Mr. Fletcher. Senator | ¢tat 
Wheeler, chuckling, made a comment to the effect that nobody | (op 
would want ‘‘a fellow like that” in a rate bureau meeting. cisic 

Mr. Cleveland arose to explain that the decision to keep } gigi 
discussion of proposals involving changes in rates “strictly con- } ma 
fidential” was designed to forestall the giving of “tips” on rate | jing 
changes to certain shippers by individual lines possessing the 
information and desiring to gain favor with those shippers. } 97 

“Little ... Should Be Said” A 

Mr. Kilday placed in the record letters written by W. J. } sor 
Kelly, assistant to Vice President Cleveland of the A. A. R., J hay 
and H. N. Roberts, chairman of the Texas-Louisiana Freight } jn { 
Bureau, on Feb. 1 and Jan. 29, 1940, respectively, relative to 
a rate reduction proposal advocated by S. H. Kress & Co., of } cer 
New York City. Mr. Roberts’ letter to Mr. Kelly, as repro- | 1a 
duced by the antitrust division, contained the following: for 

As little as possible should be said about this subject. One line bur 
in Texas has been trying to put over fourth class rates on all less- any 
than-carload traffic rated fourth class and higher. It has been appealed of 
by me as chairman of this organization and appealed by major lines ] Uti 
who are bitterly opposed. There have been hearings within the rail- 
road fraternity of the western lines and the subject is now before } cat 
Commissioner Johnston. The latest hearing was conducted on Decem- boc 
ber 28. It is one of those things which will not be progressed as long put 
as I am able to prevent it. tof. 

There should be no commitment made to S. H. Kress & Company 
other than perhaps to say that there is a great deal of opposition to 
the proposition in the southwest and your investigation leads you to to 
believe that the chairman of this organization is progressing the mat- | giv 
ter as rapidly as possible compatible with the best interests of the | ter, 
railroads. 

The letter from Mr. Kelly to S. H. Kress & Co., as sub- - 
mitted by the antitrust division, embodied the statement sug- ove 
gested by Mr. Roberts in the last paragraph of his letter. is 

Senator Shipstead, of Minnesota, after Mr. Kilday had zi 
discussed the rate procedure attributed to the western district off 


railroads, said he concluded that under the procedure outlined 
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the Interstate Commerce Commission became a policing agency 
fr enforcement of rates that were made illegally. Senator 
Wheeler said he understood the position of the antitrust divi- 
jon to be that if a rate was filed by an individual railroad and 
approved by the Commission it would not be illegal, but that 
ifthe railroads got together and agreed to “fix” the rate, then 
it became a question of violation of the antitrust law. 

Mr. Wiprud said the Supreme Court had consistently held 
that railroads were subject to the Sherman antitrust act, but 
that the Commission had taken the position that it was not its 
duty to enforce that act. Senator Wheeler observed that an 
agreement entered into by carriers should be filed with the 
Commission, and that failure so to file would be a violation of 
the interstate commerce act. Mr. Wiprud said that “that would 
gem to be so, because the statute refers not only to an agree- 
ment, but also to an arrangement.” 

In the course of subsequent questioning, Mr. Wiprud said 
the Justice Department’s investigation of the western railroads 
pegan as the result of a complaint of a shipper who tried to 
obtain a rate on coal from Indiana mines to the Milwaukee 
market. One railroad was willing to establish the rate desired 
by the shipper, but was unsuccessful in its attempts to obtain 
approval of its proposal, he said. 























Railroads’ Side of “Agreement” Story 


After the hearing, Joseph H. Hays, counsel for the West- 
ern Association of Railway Executives, said that notice of can- 
elation of the commissioner plan agreement had been filed 
with the Commission. The agreement had been inoperative for 
some time, he said. He added that there was considerable 
publicity about the agreement at the time of its adoption in 
1932, and that undoubtedly the Commission knew then that it 
had been adopted. He called attention to the regulations for 
rate conferences issued by the Commission pursuant to the 
War Production Board chairman’s certificate No. 44, approving 
joint action by common carriers through rate bureaus and rate 
conferences, and to one of those regulations, that “on or before 
April 15, each rate conference shall... . file with the Com- 
mission... . the rules of procedure followed by it, a copy of 
any agreement or other document which in any way provides 
for, governs, or affects such procedure...” It had been agreed, 
he indicated, that the regulations promulgated by the Commis- 
sion pursuant to W. P. B. certificate No. 44 superseded the 
Western “commissioner plan” agreement. 

































Trans-Continental Bureau Powers 


On resuming the reading of his statement the morning of 
May 22, Mr. Kilday said it was shown that “the nine Pacific 
lines impose their transcontinental rate-making will on the 
entire country.” He said the reason for that situation had been 
stated in a Commission decision (77 I. C. C. 259) in which the 
Commission said that the Pacific lines felt that the final de- 
cision on any particular transcontinental rate to or from Pa- 
tific territory rested with them, and that ‘other member lines” 
= no protest at the time against the decision of the Pacific 
ines. 

Mr. Kilday quoted from a Commission decision (77 I. C. C. 
78) a statement that considerable criticism had been directed 
by shippers against the Trans-Continental Freight Bureau “on 
the ground that the disposition of applications for tariff changes 
sometimes requires several months.” He said shippers did not 
have the right to appeal from the decision of any committee 
in that bureau or to any agency above it. 

“Therefore,” he continued, “insofar as shippers are con- 
cerned, Trans-Continental Freight Bureau, so far as the rail- 
toads’ private price-fixing machinery is concerned, is both the 
frum of original and final jurisdiction. The chairman of this 
bureau, however, has the right to appeal certain proposals to 
any and all committees in this bureau and the possibility exists 
of an appeal beyond this bureau to the Western Traffic Exec- 
itive Committee and to the Western Commissioner. 

_“The procedure does involve notice of the filing of appli- 
tations to shippers, to shippers’ organizations and to regulatory 

les shown on the mailing list; and, in addition, notice is 
published in the Traffic World and in the Chicago Journal 
of Commerce. . . . 

“Non-member rail lines do not appear as being permitted 
to docket proposals with this bureau; but they do sometimes 
five this bureau an expression of views where they are in- 
terested. . . . 

“Where a carrier decides upon individual action contrary 
‘0 the majority vote, he must abide by certain rules which 
Possibly involve long delays. The carrier must give its notice 
over the personal signature of his chief traffic officer; and there 
8 possible delay in this for the reason that when the notice is 
given it may be given by a subordinate, and such chief traffic 
cer may not be in attendance when the notice is given. He 
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may not start upon an independent course until the executives 
of the nine lines have passed on the matter; and this may in- 
volve delay because the executives meet only once each three 
months. ... Further possible delay lies in the fact that a carrier 
is bound to withhold independent action pending any appeal 
which the chairman or some opponent line may wish to make 
to the Western Traffic Executive Committee and to the West- 
ern Commissioner. .. .” 


Question of Concurrences 


Mr. Kilday said he was from Texas and that he wanted 
to point out that on transcontinental rates there was no bureau 
in Texas that had any original jurisdiction, and that Texans 
interested in such rates had to go to Chicago to present their 
case. Mr. Cleveland interposed the statement that southwest- 
ern lines could not make rates beyond their own territory and 
that if they wanted to extend their rates into Western Trunk 
Line territory they had to obtain concurrences from the lines 
in that territory. Having obtained such concurrences, they 
could go ahead and file the rate, that’s all there was to it, he 
said. 

Mr. Kilday averred that railroads used a “jargon” all 
their own, that it was understood by them, and that they did 
“use words in a very peculiar way at times.’’ He discussed the 
situation with respect to interlocking directorates of certain 
railroads, mentioning the Texas & Pacific, the Missouri Pacific, 
and the Great Northern, among others, and said that such in- 
terlocking directorates meant “different things’ and could be 
taken to mean that the railroads in question were “not un- 
friendly to each other.’”’ When the Texas & Pacific brought a 
rate proposal to Chicago, he suggested it “might be” that it 
was “protected and defended” by the western trunk lines. In 
any event, in view of the interlocking directorates, the power 
to protect and defend existed there, he added. 

He said that railroads opposed the granting of operating 
rights to trucks in the southwest, “not through bureaus, but 
through other agencies,” and that “in the same manner” they 
had opposed the lowering of motor contract carrier rates. 

Speaking of the Western Trunk Lines Committee, the 
Southwestern Freight Bureau, and the Texas-Louisiana Freight 
Bureau, Mr. Kilday said there were not essentially different in 
their operations from the Trans-Continental Freight Bureau, 
“except that no small number of member lines completely 
control them as a small number controls Trans-Continental, 
and they do not have the great power with respect to original 
jurisdiction over rates on freight moving to and from their 
territories which Trans-Continental possesses with respect to 
rates on transcontinental goods.” 

“The remaining six rate bureaus underneath the Western 
Traffic Executive Committee,” he continued, “are given no 
right to appeal in their own names to Western Traffic Execu- 
tive Committee; but, on some occasions, the Western Traffic 
Executive Committee issues them instructions originating either 
with that committee or with the Association of American Rail- 
roads. . .” 

Because of interlocking memberships in the several west- 
ern rate bureaus, said the witness, the fact that the six bureaus 
in question had no right to appeal to the Western Traffic 
Executive Committee in their own names was not an important 
fact. 

With reference to the rate bureau practices assailed by 
the Justice Deparmtent, Senator Wheeler said he could not 
understand why the Commission, if it knew about such 
“abuses,” had not done anything about it. He observed that 
the Commission did not have power to regulate the rate bu- 
reaus, but that it did have the power to regulate the carriers. 
The Commission, he thought, could have suggested to the car- 
riers that they should “desist” and the carriers then probably 
would have felt that they would have to do something to cor- 
rect the situation. 

In the course of the hearing, May 22, Mr. Fletcher re- 
quested information as to the time over which the hearings 
would extend. Mr. Wiprud said the antitrust division would 
complete its presentation of “facts” about railroad rate bureaus 
in another day of hearings, but would need about ten days 
after that to complete its material about motor rate bureaus. 
Mr. Flecther asked if presentation of the railroads’ case begin- 
ning June 15 would meet with the committee’s approval, and 
Chairman Wheeler indicated that that would be satisfactory 
to him. 


Judge Arnold a Witness 


Judge Thurman Arnold, of the U. S. Court of Appeals, 
District of Columbia, former head of the Justice Department’s 
antitrust division, appeared as a witness before the committee 
May 25 and answered many questions of committee members 
relating to the discontinuance of the federal grand jury investi- 
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$845,000,000 has been spent by the New Haven 
for Total Maintenance since the last war. That's 
one of the reasons why the New Haven’s trans. 
portation plant is in such excellent shape to keep 
Victory wheels rolling! 


TT 


Time is more precious today than ever before. 
movement is a time movement. Modern motive po 
including steam, all electric and Diesel-Electric loc 
motives keep the New Haven’s large fleet of fam¢ 
freight trains rolling in round the clock service to 
Nation. Diesel-Electric switching locomotives Sf 
cars through terminals, prevent bottlenecks and pre 
precious equipment and lading. 
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DTHE GREAT INDUSTRIAL 
PIES OF MASSACHUSETTS, RHODE ISLAND 
“4 CONNECTICUT, IN WAR AND PEACE 





oma and efficiently handling a record breaking 
traffic of men and materials, soldiers and civilians, food 
and fuel is the New Haven’s contribution to the war effort. 


In the first full war year the New Haven has kept all 
freight moving in a steady stream to and from the thousands 
of war plants in its territory. Comparison with the previous 
year reveals three and one-half times as many cars of 
petroleum products — more than twice as many cars of all- 
rail bituminous coal—a 28 percent increase in gross ton 
miles — consistent maintenance of average speed per train 
hour — striking evidence of the New Haven’s capacity to 
get the job done! 


As the world conflict roars on and its demands for the 
tools of battle increase it is vital that railroad transportation 
remain geared to the tempo of production. Every day, every 
minute, every second there’s a job to be done to hasten the 
day of final Victory. With a year of notable achievements 
behind and months of unflinching effort ahead, New Haven’s 
27,000 soldiers of transportation are giving ‘em hell on rails! 
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gation of rate bureaus at Chicago and to the reasons for going 
ahead with the prosecution of two motor rate bureaus and 
certain motor carriers at Denver. 

Highlights of the hearing in which Judge Arnold testified 
included: 


A statement by Judge Arnold that Julius H. Amberg, special as- 
sistant to the Secretary of War, had advised the anti-trust division that 
the War Department would ‘‘allow’’ the prosecution at Denver to pro- 
ceed after such time as the War Production Board chairman had issued 
a certificate approving joint action by common carriers through rate 
bureaus or conferences. Such a certificate subsequently was issued 
(see Traffic World, April 3, p. 809). 

Another statement by Judge Arnold that the prosecution at Denver 
had been ‘‘cleared’’ (endorsed) by the War Department, the Navy De- 
partment and the Office of Defense Transportation at the same time as 
those agencies had approved the anti-trust division’s plans for the grand 
jury investigation at Chicago—July 22, 1942. 

Description by Judge Arnold of the events leading to the discon- 
tinuance of the Chicago case 1s ‘‘an odd situation,’’ and reiteration by 
Senator Wheeler of his previously stated opinion that in some courts 
the parties responsible for interference with grand jury proceedings 
would have been cited for contempt of court. 

Comment by Senator Wheeler that the Civil Aeronautics Board, 
because it had denied many applications of air carriers for certificates 
of public convenience and necessity, had been ‘‘asleep at the switch.’’ 

An observation by Senator Wheeler that the western railroads’ 
‘commissioner plan’’ agreement was a ‘‘shock’”’ to him and that that 
agreement ‘‘may well be the ‘nstrument of control by which discrim- 
ination against the west and south have been perpetuated.’”’ 

Placing in the hearing record of a memorandum prepared by Mr. 
Arnold in September, 1942, and transmitted to the Attorney General, 
outlining the ‘“‘program’’ of the anti-trust division with respect to 
alleged monopolistic activities in the field of transportation. 


Senator Wheeler devoted about an hour to reading the 
entire 14-page mimeographed memorandum. It contained a 
statement that “the emerging crisis” in transportation was 
caused fundamentally by “restrictive policies and practices of 
the past” and that those practices had resulted in the following 
“transport deficiencies”: 


(1) There has been an almost complete suppression of air freight 
transport; (2) trucking operations have been severely hampered; (3) 
the development of strategic waterways has been blocked, and (4) the 
completion of certain pipelines has been obstructed. 


Many of the assertions in the memorandum had been em- 
bodied in Mr. Wiprud’s testimony, presented on the first day 
of the hearings on S. 942. Mr. Arnold, as assistant attorney 
general, told the Attorney General that the railroads, through 
the Railway Express Agency, had effectively suppressed the 
development of air freight transportation, and that development 
of air transport had also been retarded by a policy of suppres- 
sion of new lines. He said that “during the past four years 
authorization for only 7,421 miles of new route, out of applica- 
tions for 42,973 miles, were granted,” and that the antitrust 
division was cooperating with the C. A. B. “in its new policy 
of fostering expansion of air operations.” Answering a series 
of questions on that point, he said he was not criticizing the 
C. A. B., that monopolistic rate-making practices in the air 
transportation field “just grew up” and that government agen- 
cies in the past, including the antitrust division, had neglected 
to check such developments. 

“The repercussions from the suppression of air freight 
transport and the failure to permit expansion of new lines,” 
he said in his memorandum, “are felt today in the desperate 
effort to supply the widespread theaters of war with men and 
materials. The United States Army Air Transport Command 
is making a valiant effort to meet this transport deficiency. 
That Command has, in the midst of war, developed an overseas 
air freight service for distances in excess of 14,000 miles. 
Utilizing military aircraft, with few exceptions, flights are 
made daily from Alaska to Chungking, China; from California 
to New Zealand and Australia; from Canada via Iceland to 
Britain, and from Florida via Brazil across Africa to the middle 
east. However, the deficiency in air freight transportation 
within the nation will continue as long as the railroads retain 
their hold on the cargo-carrying activities of the domestic air 
lines. This stranglehold must be broken and the present policy 
of suppression supplanted by a policy of full development of 
competitive means.” 

Judge Arnold said a Senate interstate commerce committee 
report provided evidence of railroad activities for restriction 
of truck operations. He charged that “the obstructionist atti- 
tude of the railroads in refusing to permit the crossing of their 
rights-of-way by Plantation Pipeline Co. and Southeastern 
Pipeline Co. delayed for more than a year these two essential 
links in the nation’s transportation system.” 

He alleged that many rail rates had been increased by rail 
rate conferences to “an artificially high level having no relation 
whatsoever to the cost or value of the services rendered,” and 
that rates of other types of carriers were being forced upward, 
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without regard to carrier costs or the value of the services 
rendered. His memorandum contained the following further 
allegation: 


Rate practices unrelated to the actual costs of moving war tratftic 
have been continued and add millions yearly to the cost of the war 
program. If it be asked why the Interstate Commerce Commission is 
unable to cope with this problem, the answer is that the formal pro- 
cedure prescribed for the Commission, when the carriers are willing 
to make voluntary rate reductions, requires months, or even years, for 
formal hearings, the filing of briefs, the arguments of counsel, pos- 
sible rehearings and final decision. The result is that the government 
agencies find themselves limited to petitioning the carriers for volun- 
tary rate reductions, which the carrier rate committees have with few 
exceptions denied. 


The memorandum set forth the following examples of rate 
levels and rate practices “prejudicial to the government: 


1. The rail rate on certain steel products from Bethlehem, Pa., to 
Portland, Ore., is $1.43 per hundred pounds, and that is the rate which 
the Maritime Commission pays. However, the export rate on the same 
steel products moving all-rail from Bethlehem to Portland is only 74 
cents per hundred pounds (the export rate being established for pur- 
poses of port equalization and being designed to meet the combination 
rail-and-water route through the Panama Canal which is no longer 
open to such shipments), and that is the rate which the Japanese paid 
on their steel purchases prior to December 7. The refusal of the rail- 
roads to make the lower rates available on steel shipments adds $80,000 
to the cost of each cargo ship in the Maritime Commission’s program, 
or over $1,000,000 a month to government’s shipping costs for these stee] 
shipments alone. 

(In his testimony May 25, Judge Arnold said the iron and steel 
rates had, since that time, been lowered.) 

2. Because the Southern Pacific will not let any siding be built 
which also served another railroad, the Maritime Commission has been 
unable to obtain a railroad siding to its San Jacinto yard at Houston, 
Tex. This has added several hundred thousands of dollars of costs in 
obtaining temporary conveyance for equipment and labor and _ has 
resulted in the loss of valuable time in the race against the sub- 
marine menace. 

3. To provide local transportation for workers on the Pacific coast, 
the Maritime Commission purchased 90 old cars from the New York 
Elevated System at a cost of $600 each. The railroads asked $2,600 
per car, plus handling costs, for moving the cars from New York to the 
coast (the cars could not be pulled in trains but had to be loaded 
on flat cars); faced with such preposterous charges, the commission 
was about to abandon the deal when the railroads finally came down 
to a charge of $802 per car, plus handling costs. 

4. To prevent the fraudulent use of export rates, the railroads 
make a charge when a shipment is diverted from the original port to 
which it is consigned to another port. Although there is no possibility 
that the government would try to use such fraudulent methods, the 
penalty charge continues to be applied. When diversions of shipments 
are necessary because ships have been torpedoed and lend-lease or 
other government shipments must move in other boats from a dif- 
frent port. 


Another allegation in the memorandum was that refriger- 
ator car companies, “owned jointly by the railroad companies 
or by companies requiring refrigerator car services,’ exacted 
excessive charges, and that the extent of their profits was 
shown by the record of the Pacific Fruit Express, “owned 
jointly by Southern Pacific and Union Pacific.” Pacific Fruit 
Express, it was stated, had net earnings of $6,181,359 in 1940, 
“whereas the total net earnings for the Southern Pacific Co. was 
$6,730,944.” 

In another part of the memorandum it was charged that 
on wool shipments from Australia, moving from the west coast 
by rail since the war instead of via the Panama Canal, the 
railroads were applying their “peacetime paper rates” and had 
“even sought to secure higher rates.” The memorandum con- 
tinued, in part, as follows: 


In the five months ended September 1, 1942, rail, motor and water 
carriers filed 1,613 tariffs containing rate increases; motor carriers filed 
861 of this number, the railroads, 654, and water carriers, 98. Of these 
increases in transportation costs, 1,112 were straight rate increases, 
266 were effected by a change in a rate basis number, 118 resulted 
from increasing minimum weights, 81 resulted from changing from 4 
commodity rate to a class rate, and 36 came as a result of other changes 
in classifications. These increases were concentrated in critical com- 
modity classifications; 25 per cent of them came in food and kindred 
products; 12 per cent in petroleum and coal, 10 per cent in chemicals, 
9 per cent in iron and steel, 8 per cent in stone, clay and glass, the 
same percentage in forest products, and 6 per cent of the increases 
were ‘‘all-commodity’’ increases. Many of the 1,112 rate increases were 
startling in their magnitude: 3.6 per cent were in excess of 50 per 
cent; 14.2 per cent were increases ranging from 21 to 50 per cent; 43.6 
per cent were increases ranging from 7 per cent to 20 per cent; and 
38.6 per cent were increases of 6 per cent or less, many of which were 
undoubtedly within the scope of the Interstate Commerce Commission’s 
rate increase order in Ex Parte No. 148. 


Report on Certificates 
A report of the Attorney General on certificates issued by 
the W. P. B. chairman certifying certain cooperative arrange- 
ments by industries as essential to the prosecution of the war 
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was submitted to the committee by Mr. Wiprud. The report 
showed, he said, that 68 such certificates had been issued, and 
that the sources of requests for them and the number of such 
requests granted were: Office of Defense Transportation, 30; 
Petroleum Administration for War, 19; War Production Board, 
7; Rubber Reserve Co., 3; Office of War Information, 1; War 
Department, 3; Board of Economic Warfare, 1; Commodity 
Credit Corporation, 2; Navy Department, 1; Office of Price 
Administration, 1. Senator Wheeler expressed interest in the 
showing that the O. W. I. and the B. E. W. had sought to 
forestall antitrust proceedings. 

Mr. Wiprud said that a statement about antitrust suits that 
had been stopped also was in the process of preparation. 


Official Territory Rate-making 


Albert Boggess, special attorney in the antitrust division’s 
transportation section, on May 26 began presentation of testi- 
mony concerning the railroads’ “organizational setup” and the 
procedure of their rate-making committees in official territory 
His prepared statement consisted of 85 mimeographed pages, 
and much of it consisted of discussion of the structure and 
scope of authority of each of the railroad rate committees in 
official territory. He was reading the forty-first page of the 
statement when Senator Wheeler called a halt to the hearing 
for that day and announced that the hearings would be resumed 
the following day. He indicated that thereafter the committee 
would recess until June 4, at which time the Justice Depart- 
ment would proceed with presentation of data concerning 
motor rate bureaus. 

Mr. Boggess described the Traffic Executive Association- 
Eastern Territory as “the most important committee of official 
territory” and called the Presidents’ Traffic Conference—Eastern 
Territory “the highest ranking committee in the territory.” 
The former association, he said, supervised the work of the 
Trunk Line, Central Freight and New England Freight Associ- 
ations. The Presidents’ Traffic Conference, he stated, did not 
meet often and had not held a meeting since Oct. 4, 1939. 
He said that at that meeting the conference had considered 
five appeals from the chairman of the Eastern Traffic Executive 
Association and that the appeals were from announcements of 
certain members of that association of their intention to exer- 
cise their right of individual action. He added that a majority 
of the association members had voted against those proposals, 
but that certain members who favored them had given notice 
of their intention to exercise their rights of individual action 
and that the association chairman then had appealed to the 
Presidents’ Conference. He averred that the appeals were made 
“in order to delay and restrict the action” of the members who 
planned to act independently, and also for the purpose of 
gaining time “in which to influence and induce these members 
ot to exercise their rights of individual action and publish the 
tariffs.”’ He said the Traffic Executive Association chairman had 
the right to appeal to the Presidents’ Conference from the final 
action of the committee over which he presided, with respect 
to rates or practices which the chairman might regard as inim- 
ical to the interest of the carriers as a whole. 

Mr. Boggess named the following rate making committees 
as constituent organizations of the Trunk Line Association: 
Traffic Executive Committee, Coal and Coke Committee; 
Freight Traffic Managers Committee; General Freight Com- 
mittee; Southern and Southwestern Freight Committee; Gen- 
eral Freight Conference—New York Harbor Lines; Fourth 
Section Committee, and Milk Committee. He outlined the 
appellate procedure and jurisdiction of those committees, ac- 
cording to his own views, and submitted several exhibits, photo- 
static copies of material in the files and records of the commit- 
tees. In discussing their operations generally, he made the 
following statement, including a reference to Traffic World 
as a “railroad paper’’: 


The committees accord public hearings to shippers on important 
rate proposals and on proposals which come under the agreement made 
by the railroad traffic executives with the National Industrial Traffic 
League. Such proposals are placed on a docket bulletin and sent to 
the railroad paper ‘‘Traffic World’ at Chicago for publication in their 
daily issue. In the event a shipper desires a public hearing he must 
notify the proper rate committee not later than twelve days from 
the date of the docket bulletin. The public hearing is then held before 
the committee, the shipper and his witnesses presenting arguments in 
favor of or against the proposal. A verbatim stenographic report is 
made of the proceedings of the hearing. The committee does not vote 
on the proposal while the shipper and the witnesses are there. The 
vote is taken after they have withdrawn or at a later meeting. ... 


Auxiliary Committee 


Mr. Boggess made mention of the work of the Freight 
Inspection Bureau and then undertook a description of the work 
of the Auxiliary Committee, which he called one of the most 
Important committees of the Trunk Line Association. If that 
committee made a favorable recommendation on a rate pro- 
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posal received by the Trunk Line Association, he said, the 
committee made a notation as to whether or not the proposal 
was entitled to a public hearing “under the agreement made 
with the National Industrial Traffic League. 

“If it is entitled to a public hearing,” he continued, “it is 
placed on the public docket and appears in a docket bulletin, 
of which there are some three or four issued per week. These 
docket bulletins, as well as announcements of public hearings, 
are sent to the ‘Traffic World’ at Chicago for publication in 
their daily issues. The bulletins are also sent to Chambers of 
Commerce and commercial bodies representing groups of ship- 
pers. Shippers who desire to have a public hearing on a pro- 
posal must notify the proper Trunk Line Committee within 
twelve days from the date of the docket bulletin. . . .” 

In the event a rate proposal involved transcontinental rates, 
he said, the Auxiliary Committee must have the affirmative 
vote of every member of the Freight Traffic Managers Com- 
mittee before the rate could be published. He added that if 
there was one negative vote, the proposal was placed on the 


docket of the next meeting of the Freight Traffic Managers 
Committee. 


“Example” of procedural Delay 


To illustrate his contention that the rail rate committee 
procedure in official territory involved long delays and placed 
difficulties in the way of independent publication of rates by 
individual carriers, Mr. Boggess related what he termed the 
“step by step proceedings” affecting a proposal of the Delaware 
& Hudson to establish a rate of $5 a gross ton on ilmenite ore 
in carload lots from North Creek, N. Y., to St. Louis, Mo. He 
said the justification for the rate was that the National Lead 
Co. was erecting a plant near North Creek to separate ilmenite 
from iron ore deposits and that the ilmenite would be trucked 
to North Creek and shipped thence to the National Lead Co. 
plant of Carondelet, Mo., where it would be manufactured into 
titanium pigment, “and it was necessary to establish a rate.” 
The existing rate was said to be sixth class, he observed, adding 
that the proposal would mean a slight reduction in that rate. 
The Delaware & Hudson made its rate proposal Oct. 4, 1941, 
and the Lackawanna, the Wabash and the “N. K. P.” railroads 
concurred in the proposal, he said. The General Freight Com- 
mittee voted on the proposal and turned it down, Nov. 5, 1941; 
the Freight Traffic Managers Committee on Dec. 16, 1941, also 
voted down the proposal; the general committee of the Central 
Freight Association, on Jan. 6, 1942, did not concur in the 
proposal but suggested it would concur in a rate of $6.50 a gross 
ton; the Eastern Traffic Executive Association on Feb. 5, 1942, 
voted not to recommend the $5 a gross ton proposal; the Dela- 
ware & Hudson on March 7 wrote to the Eastern Traffic Execu- 
tives Association that the National Lead Co. had asked modifi- 
cation of the proposal to provide for a rate of $5.50 a gross 
ton, not subject to the Ex Parte 148 increase, and on April 22, 
1942, the Delaware & Hudson notified Agent Curlett to publish 
the $5.50 rate, effective June 1, 1942, said Mr. Boggess. Mr. 
Boggess placed in evidence photostatic copies of correspondence 
and other documents relating to this particular rate matter. 

He told the committee about another case in which the 
Seaboard Air Line, Atlantic Coast Line and the Southern had 
sent a proposal dated July 26, 1941, to the Southern Freight 
Association to establish a rate of $4.25 a long ton (applicable 
only on import traffic) on chrome and manganese ore, minimum 
100,000 pounds, from Baltimore, Md., to Charleston, S. C., on 
request of the Pittsburgh Metallurgical Co. He outlined various 
steps in that proceeding and observed that “it took more than 
eight months to get a final decision turning down the proposal 
of a rate of $4.25 a gross ton for transportation of metals used 
in the war effort.” The owners of the factory at Charleston 
either had to continue using water transportation or pay the 
increased rate recommended by the rate committee, he said. 

Senator Bone, of Washington, commented that the system 
of railroad rate bureaus was more complicated than the bureaus 
in the federal government. One had to go through 87 railroad 
agencies to get a refund on a claim for $3.20 on a ticket, he said. 

In the course of questioning about the right of shippers to 
appeal from a decision of a rate committee, E. H. Burgess, 
chairman of the Eastern Traffic Executive Association, arose to 
assert that, in actual practice, shippers did have the right of 
direct appeal, and that testimony on that matter would be 
submitted by other witnesses. 


Senaor Tobey, of New Hampshire, wondered if the delays 
indicated by the “examples” cited by Mr. Boggess were “typ- 
ical” of the handling of rate proposals generally by the rail- 
roads. Mr. Boggess said he had taken “about 45 cases” in his 
study of rate committee proceedings, but did not make it clear 
whether the cases he had cited were “typical”. 

Referring to the discussion, in the Arnold memorandum, of 
the alleged restriction of airline development, Senator Tunnell, 
of Delaware, asked whether a greater number of authoriza- 
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tions of new air routes would be “the solution.” Judge Arnold’s 
answer was to the effect that the time was coming when air 
operations would be no more restricted than highway trans- 
portation was now, and when safety would be the principal 
factor for consideration in the growth of air transportation. 


Judge Arnold’s story about the discontinuance of the grand 
jury session in the rate bureau case at Chicago, as told to the 
committee under questioning, included reference to the letters 
presenting the views of the War and Navy Departments and 
Director Eastman of the O. D. T. that the grand jury investi- 
gation was interfering with the war effort by taking up the 
time of, and causing worry for, individuals engaged in activi- 
ties connected with the war program. Mr. Eastman had not 
formally approved the investigation when it was initiated in 
July, 1942, but his approval was not necessary; only the ap- 
proval of the agencies directly interested—the War and Navy 
Departments—was required, said Judge Arnold. He said the 
grand jury investigation had been in progress about three 
months when it was discontinued. Some newspapers had pub- 
lished reports about the proceeding and had called it to Mr. 
Eastman’s attention, he stated. 

“Traffic World, particularly, was very much concerned,” 
Judge Arnold said. 


The Justice Department agreed, he continued, that if the 
Secretary of War and the Secretary of the Navy would ask 
for postponement of the case it would go to the court and ask 
for a continuance. The antitrust division had intended to at- 
tack only coercive action and conspiracies involving rail car- 
riers and motor carriers and thought that the indictments 
sought in the federal court at Chicago would clarify the situa- 
tion, he added. However, he said, Mr. Eastman in his letter 
to the Attorney General, written Dec. 11, 1942, expressed alarm 
and indicated that the investigation had created the impres- 
sion that the entire conference method of rate-making was 
under attack. 

Judge Arnold affirmed Senator Shipstead’s observation 
that section 12 of the so-called “small business act” of Octo- 
ber, 1942, by which the operation of the statute of limitations 
in antitrust law proceedings was suspended to June 30, 1945, 
had nothing to do with the stopping of the prosecution at Chi- 
cago. Senator Wheeler observed that there was nothing in the 
act to say that after an antitrust proceeding had been started, 
it had to be stopped. He averred that the Justice Department 
was “stopped” in its prosecution of “the big fellows” at Chi- 
cago, but was permitted to go ahead with the prosecution of 
the “little fellows” at Denver. Judge Arnold said the differ- 
ence between those two situations was ‘a little more compli- 
cated than that.’ Senator Wheeler suggested that a small 
truck operator would be “just as much worried” by an indict- 
ment as a large operator by motor or rail. 


The Denver proceeding, having been instituted prior to the 
issuance of W. P. B. certificate No. 44, was not affected by 
that certificate, said Judge Arnold. He explained that the cer- 
tificate would serve to forestall only such antitrust proceed- 
ings as might be instituted, in the absence of the certificate, 
after the date of its issuance. He said the antitrust division. 
viewed W. P. B. certificate No. 44 as “simply a validation of 
every single thing that we were fighting against” and that it 
prevented independent rate-making entirely. 

The grand jury in Chicago had not voted on the four in- 
dictments, the form of which the Justice Department had pre- 
pared, at the time it ended its session, said Judge Arnold. 
However, he observed, he thought the jury undoubtedly would 
have returned the indictments if it had proceeded to act on 
them. Senator Wheeler said he did not object to the idea of a 
prosecutor asking for continuance of a trial after indictments. 
had been returned, but that he did object to the idea of gov- 
ernment departments acting to prevent the return of indict- 
ments. Judge Arnold said the developments at Chicago were 
“an odd situation,” that Judge Barnes of the federal district 
court at Chicago was “greatly exercised” about it, but that his 
decision in the matter was proper and ought not to be criti- 
cized. Senator Austin, of Vermont, said he believed Senator 
Wheeler’s remarks about possible contempt of court citations. 
in other courts ought not to be construed as a criticism of 
Judge Barnes’ disposition of the Chicago case, and that Judge 
Barnes finally exercised the best judgment. 


Mr. Boggess completed the presentation of his testimony 
May 27 in a hearing at which Senator Moore, of Oklahoma, the 
only committee member present, presided. 

The witness continued his discussion of rail rate commit- 
tees in official territory, submitting a purported summary of 
the form of organization, jurisdictional scope, rate making pro- 


cedures, and relationship to other rail rate committees of the- 


following: 
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Coal and coke committee of the Trunk Line Association; 
Central Freight Association; C. F. A. Traffic Executive Commit. 
tee; C. F. A. General Committee; C. F. A. Auxiliary Committee, 
and the C. F. A. fourth section committee, inspection and weigh. 
ing bureau, motor carrier committee, western divisions and 
southern divisions committees, sand, gravel and crushed stone 
committee, dolomite committee, and smelter products com. 
mittee. 

In his discussion of the Trunk Line coal and coke commit- 
tee he stated that its public dockets were furnished to “state 
railway commissions, coal and coke shippers’ organizations, 
Chambers of Commerce, and to the weekly Traffic Bulletin and 
other coal trade publications.” He said the committee “recog. 
nized” the right of independent action, but that it restricted that 
right by a procedural provision that “it is expected that... 
changes in rates, rules and regulations that are subject to tariff 
publication will not be made until the carriers have had the 
proposal passed upon by the committee (see note C).” 

The Central Freight Association was one of the “busiest 
and most active’ rate associations in the country, said the wit- 
ness. He spoke at length of the functions of the C. F. A. coal, 
coke and iron ore committee and took the position that its pro- 
cedure served to discourage individual railroads from appealing 
from the committee’s action on rate proposals. He mentioned 
the duties of three subordinate units of that committee—the 
permanent subcommittee, the Ohio Bureau of Coal Statistics 
and the Ohio Coal Tariff Bureau. 

After describing the Pittsburgh-Mahoning & Shenango Val- 
leys District Committee as an adjunct or assisting committee of 
both the Central Freight Association and the Trunk Line Asso- 
ciation, Mr. Boggess said this committee specialized on rates, 
rules and regulations affecting iron, steel and zinc ore. 


New England Rate Groups 


Mr. Boggess outlined the rate committee “setup,” as inter- 
preted by him, of the New England Freight Association, saying 
that the Traffic Executive Committee and the General Commit- 
tee were the only rate-making committees of the association. He 
discussed briefly the joint conference of Trunk Line, Central 
Freight and New England Freight Associations; the Consoli- 
dated Classification Committee and the Official Classification 
Committee; the Bill of Lading Committee—Eastern Group; the 
Import Committee of official territory lines; the special confer- 
ence of Trunk Line, Central Freight and New England Associa- 
tions with southern lines (described by the witness as “a very 
active new committee” created as a result of the war-impelled 
reduction of Import Committee activities); the motor carrier 
committee of official territory, and the contact committees of 
official territory and the joint conference of contact committees. 
The motor carrier committee, he said, by investigation of the 
truthfulness of the claims of motor carrier applicants for 
“grandfather” rights, “was able to have many applications filed 
by motor carriers denied and many more granted in regard to 
only a portion of the route applied for.” 

“Thus,” he said, “considerable competition on the part of 
the motor carriers was eliminated by the railroads.” 

He said the motor carrier committee also filed protests with 
the Commission against some motor carrier extension applica- 
tions and against application by new motor carriers, and that 
the committee’s activities also included investigations of applica- 
tions of water carriers and freight forwarders for operating 
rights. Since the beginning of this year, the committee had 
taken over the work of investigating all tariffs involving rate 
reductions filed by motor carriers involving traffic in any part 
of official territory, he said. He added that “in cases where the 
proposed rate reduction is such that, in the opinion of the con- 
mittee, it will not be compensatory or will be inequitable or 
will disturb rate structure in a drastic way, the committee files 
a complaint with the Interstate Commerce Commission and asks 
for suspension of the tariff.” 

Mr. Boggess said that the function of contact committees 
was to handle and dispose of interterritorial rate proposals 
“which, because of differences between territorial rate associa- 
tions or undue delay on their part, are not promptly cleared 
through ordinary rate procedures.” 

The witness introduced as exhibits photostatic copies of the 
rules of procedure of several of the committees he mentioned. 
He concluded his statement with a discussion of procedural pro- 
‘visions of rate committees termed by him “restrictions” on the 
right of individual action of rail carriers in publishing rates in- 
‘dependently. His closing statement was that “although the 
right of independent action is recognized in the rules of proce- 
dure of official territory rate committees, there are not only 
restrictions on its free exercise in the rules of procedure but 
also ways and means of delaying and discouraging its use by 
appeals from the independent announcement of a member. 
As the hearing ended, Senator Moore announced that the 











inde 
freis 
boy¢ 
man 
jury 
Atte 


stat 
into 
acti 
plat 
wou 
init! 
tacl 
cert 
Atti 
194. 
Chi 


the 


And 
Bell 
fort 
sist 
den 


Pov 
of | 


pre 
tral 


for’ 
anc 


Wa 












WORLD 


sociation; 
Commit- 
mmittee, 
nd weigh- 
ions and 
ned stone 
cts com- 


> commit- 
to “state 
nizations, 
lletin and 
e “recog. 
icted that 
that ...., 
t to tariff 
> had the 


2 “busiest 
d the wit- 
*, A. coal, 
at its pro- 
appealing 
mentioned 
ittee—the 
Statistics 


lango Val- 
nmittee of 
Line Asso- 
on rates, 
e. 


” as inter- 
ion, saying 
il Commit- 
‘iation. He 
e, Central 
e Consoli- 
Assification 
Group; the 
‘ial confer- 
id Associa- 
as “a very 
ir-impelled 
tor carrier 
imittees of 
ommittees. 
tion of the 
licants for 
ations filed 
1 regard to 


the part of 


‘otests with 
on applica- 
s, and that 
of applica- 
> operating 
mittee had 
olving rate 
in any part 
; where the 
of the com- 
quitable or 
mittee files 
on and asks 


committees 
e proposals 
ate associa- 
stly cleared 


opies of the 
mentioned. 
cedural pro- 
ons” on the 
ng rates in- 
Ithough the 
es of proce- 
re not only 
ocedure but 
y its use by 
ember. 
ed that the 









May 29, 1948 


committee would adjourn until June 4, subject, however, to 
change by the committee of the date for the next hearing. 


Denver Indictments 


An indictment charging two motor freight bureaus seven 
motor carriers and 20 individuals with conspiracy to prevent 
independent rate-making for interstate transportation of 
freight by motor carrier in 14 states through intimidation, 
boycott and other coercive practices, in violation of the Sher- 
man anti-trust act has been returned by a federal grand 
jury at Denver, Colo., according to an announcement made by 
Attorney General Francis Biddle. 

In making the announcement Mr. Biddle referred to his 
statement of Nov. 12, 1942, in which he said no investigation 
into or disturbance of the existing normal and established 
activities of carrier rate bureaus and conference was contem- 
plated by the Department of Justice but that the department 
would prosecute “flagrant abuses of the joint method of rate 
initiation.” He said the indictment at Denver made no at- 
tack on the conference method of rate making but merely 
certain practices preventing independent rate making. The 
Attorney General also referred to his statement of Jan. 4, 
1943, relating to dropping of the grand jury proceedings at 
Chicago. 

The Department of Justice said named as defendants in 
the Denver indictment were: 


































Middlewest Motor Freight Bureau, Kansas City, Mo.; J. Maurice 
Andren, Kansas City, member of the Standing Rate Committee; C. E. 
Bellew, Kansas City, general manager; M. B. Sherer, Topeka, Kan., 
former business manager; Donald R. Wigton, Des Moines, former as- 
sistant general manager; Stanley L. Wasie, Kansas City, former presi- 
dent. 

Rocky Mountain Motor Tariff Bureau, Inc., Denver; K, Tracy 
Power, Denver, general manager; Elton Cooley, Denver, member board 
of directors. 

On-Time Transfer Company, Omaha, Neb.; Albert Bouquet, Omaha, 
president and general manager; William L. Pruner, Omaha, general 
traffic manager. 

Union Transfer Company, Omaha; Lou Hosking, St. Paul, Minn., 
former general traffic manager; M. Krupinsky, Omaha, vice-president 
and general manager; Bob Ryall, Omaha, general traffic manager; Ed. 
F, Hurkman, San Francisco, former general traffic manager. 

Watson Brothers Transportation Company, Inc., Omaha; Fay V. 
Watson, Omaha, president; E. F. Powell, Denver, former general traf- 
fic manager. 

Denver-Chicago Trucking Company, Inc., Denver, 

Ringsby Truck Lines, Inc., Denver; J. W. Ringsby, Denver, presi- 
dent. 

Riss & Company, Inc., Kansas City, Mo.; D. C. Stone, Kansas City, 
general manager. 

Wilson Storage and Transfer Company, Sioux Falls, S. D.; K. R. 
Byrnes, Sioux Falls, former rate and division manager. 

A. C. Elsholtz, Fargo, N. D., official of the Midnight Express Co., 
Fargo; and P. M. Greenberg, Chicago, former secretary, Illinois-Minne- 
sota Motor Carriers Conference, Chicago. 































The area involved in the conspiracy, according to the in- 
dictment, covered the states of Colorado, Wyoming, Utah, Ne- 
braska, North Dakota, South Dakota, Minnesota, Iowa, Wis- 
consin, Michigan, Illinois, Kansas, Montana and Missouri, said 
the department, adding: 











The indictment charges that: 

(1) Bureau members were prevented from initiating and maintain- 
ing independent rates through boycotts and other coercive practices, 
including refusal to permit non-member carriers to participate in joint 
rates published by the defendant bureaus. 

(2) Members of the bureaus were prohibited from issuing concur- 
rences to non-members publishing individual rates for the purpose of 
establishing joint rates for such non-member carriers, 

(3) Membership in the bureaus or participation in the tariffs ot 
such bureaus was denied any carrier publishing rates lower than those 
established by the bureaus. 

(4) Non-conforming carriers were expelled from the defendant bu- 
reaus, and their participation in tariffs of defendant bureaus and bu- 
reaus reciprocating with defendant bureaus was canceled. 

(5) Carriers failing to conform to rates established by the de- 
fendant bureaus were refused interline through tariff rates. 

According to the indictment the results of this conspiracy, which 
began in June, 1937, and has continued to the present, were that com- 
petitive rates were eliminated and the shipping public was deprived of 
low-cost transportation of freight by the motor carrier industry operat- 
ing in the area served by members of the defendant bureaus, 

In announcing the grand jury’s action, the Attorney General called 
attention to his statement of November 12, 1942, concerning the scope 
and objectives of grand jury investigations into rate bureaus, rate con- 
ferences and similar common carrier organizations. At that time the 
Attorney General stated: 

“No investigation into or disturbance of the existing normal and 
established activities of carrier rate bureaus and conferences is con- 
templated by the department. I feel that any such program at this 
time would unduly diffuse the activities and energy of the carriers and 
hence unnecessarily burden them at a time when they are engaged in 
the difficult and complex job of aiding the government in the prosecu- 
tion of the war. 

“There have been brought to the attention of the department, how- 
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ever, a few flagrant abuses of the joint method of rate initiation which 
involve coercive practices such as intimidation, fomenting of strikes, 
and boycotts. Such activities are unjustified under any circumstances, 
and their elimination by civil or criminal processes will benefit the pub- 
lic and the carriers alike. The Department of Justice will, therefore, 
prosecute cases involving such disregard of the rights and interests of 
others by resort to such flagrant conduct.’’ 

Commenting today, Mr. Biddle said: 

“This indictment makes no attack upon the conference method of 
rate making but merely attacks the practices of certain rate bureaus in 
refusing to permit members independently to initiate and maintain rates 
on the transportation of freight by motor carriers in the 14-state area 
served by the defendant carriers and bureaus.’’ 

Mr. Biddle said the proceedings were instituted following an in- 
vestigation into the rate bureaus involved by the Interstate Commerce 
Commission, which transmitted its findings to the department for prose- 
cution, and following the department’s own supplemental investigation, 

The case is in charge of Arne C. Wiprud and James MclI. Hender- 
son, special assistants to the Attorney General, assisted by George B. 
Haddock, special assistant to the Attorney General, and Gerald E. Mc- 
Auliffe, Kenneth L, Smith and James R. Browning, special attorneys. 

Background 

On January 4, 1943, the Attorney General announced he was acced- 
ing to the request of the Secretaries of War and Navy and the Director 
of the Office of Defense Transportation for postponement of indictments 
prepared pursuant to evidence presented to a grand jury in Chicago 
involving abusive and coercive practices in the private fixing of rates 
by motor and rail carriers. However, this involved no change of policy 
toward ‘‘flagrant abuses of the joint method of rate initiation’ as out- 
lined in the Attorney General’s statement of November 12, 1942. 

The indictment alleges that approximately 750 motor carriers are 
presently members of the Middlwest Bureau and participate in tariffs 
published by this defendant; and that approximately 100 motor carriers 
are members of the Rocky Mountain Bureau and participate in the 
tariffs published by this defendant. 


CLASSIFICATION RULE 7 REVISION 


E. F. Lacey, executive secretary of the National Industrial 
Traffic League, has called attention of members of the League 
to cancellation of a hearing in I. & S. No. 5217, covering sus- 
pension of consolidated freight classification rule No. 7 (sur- 
render of straight and order bills of lading), which had been 
set for June 2 at Washington, D. C., and has advised them that 
a new rule will be published on 30 days’ statutory notice in a 
supplement to the current classification. 

Mr. Lacey observed that the Commission’s Bureau of In- 
quiry had objected to certain features of the rule as previously 
amended, which had been published to become effective May 
29 in supplement 28 to consolidated freight classification No. 
15, and that the Commission, on its own motion, suspended 
operation of the rule until Nov. 30. The carriers’ classification 
committee subsequently made some revisions in rule No. 7, he 
said. He stated that one of the principal changes in the revised 
draft of the rule was a provision for a corporate surety bond 
equal to twice the invoice or value of the property, in lieu of 
a specific bond of indemnity provided for in “substitute 2” of 
section 3 of the rule, in instances where the bill of lading was 
not surrendered within the five-day period set forth in the 
rule, exclusive of Sundays and bank holidays. This provision 
applied, he said, to delivery of shipment covered by order bill 
of lading in section 3 and straight bill of lading in section 4 
of the rule. The revised rule requires that the “corporate 
surety” in question be one duly authorized to write surety 
bonds and regularly engaged in such business. 





“SMALL BUSINESS” FREIGHT BILL 


The Commission had been asked to report to the Senate 
interstate commerce committee its views on S. J. Res. 46, Sena- 
tor Stewart’s bill to set up freight rate schedules without re- 
gional variation in level and to place in effect a table of flat 
freight rate arbitraries for evaluating all bids of small business 
enterprises on supplying materials, etc., required by the gov- 
ernment (see Traffic World, April 3, p. 800), but the Commis- 
sion had taken the position that the subject matter of the-bill 
was not properly within its jurisdiction, it was stated at the 
office of Senator Stewart, of Tennessee, May 27. The resolu- 
tion contains a provision that “the government shall bear the 
actual freight charges on all shipments of materials, supplies, 
and equipment to which the first section of this resolution ap- 
plies, becoming the beneficiary in all instances where the actual 
freight charges are less than the freight arbitraries stated 
herein and assuming the differences where the actual freight 
charges are greater than said arbitraries.” 


INSPECTION-NAVIGATION REGULATIONS 
Rear Admiral Waesche, commandant of the coast guard, 
has made public several amendments to the inspection and navi- 
gation regulations “for the better security of life at sea.” The 


amendments, issued May 24, appear in the May 26 issue of the 
Federal Register. 













































































Railroad Solicitor 


When you make your rounds 

Of the business houses downtown 
Be careful not to say a word 
That will make your patron frown. 


Talk about the news of the day 
Before you attempt to make hay 

And be sure of the way the ground lay 
When you ask him for business today. 


Don’t tell him how to run his business 
As he is apt to tell you to go to Hell 
And penalize your line for a year or two 
Then after that not treat you very well. 


Don’t pick up letters on his desk 

And on his business try to get the lowdown 
For he is apt to slap your hand 

And run you out of his office like a hound. 


When you take him out to lunch 
Don’t try to pull your punch 

And ask him about his shipments 
While on an onion he may crunch. 


When you buy him a drink 

Be sure to the floor he will not sink 
For he may have a wife at home 
Who will put him in the clink. 


All you have to do to succeed 

Is just be natural in your own way 

As your patron will like and respect you 
And treat you with fair play. 


But if you try to high pressure him 

He is apt to say to you in a pertinent way 

That he has no interest in your railroad 

And for you to get on down the line he will say. 


Don’t be a big game hunter 

And always ask your patron for numbers of cars 
As he is apt to lock his door next time 

When he sees you coming from afar. 


Now let’s put kidding aside 

Try to keep your motive under cover 
When your patron’s hand you shake 
For he, of course, is not your lover. 


He may not know what you’re up to 

When you hand him a pen and routing order 
But when he files a claim for damage 

He’s bound to remember your line as bad-order. 


Always tell your patron the truth 
For upon your word he will depend 
Even though a car is delayed 

That over your line he does send. 


A moody man could not be 

Boss of a solicitation force of mine 
Because he always keeps his men upset 
And in a very bad state of mind. 


Your boss cannot tell you how to work 
For you are an individual, you hear, 
And must work out your own salvation 
Then you'll have nothing to fear. 


A boss just can’t be a slave driver 

As it in his solicitor the patron can see 
And because of it the boss soon is known 
Throughout the territory as a chimpanzee, 
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Mere names are not sufficient.) 


You remember that boss that shows himself 
Each month out of the city except a day or two 
While he actually spends four or five days 
Covering a nearby hamlet or two. 


Then he crabs to his CFA’s and TFA’s 
About amounts on their expense accounts. 
He cuts out a dime here and a quarter there 
So his account he will not have to discount. 


The CFA’s and TFA’s, I understand, 
Have to stretch their expense dollars 

So when their patrons they take to lunch 
For a two-bit meal will not holler. 


A loud mouth will not long win business 
For sooner or later you are found out 

And when your patron gets fed up 

He will not next time know you are about. 


Confine your solicitation to traffic 

Because you your patron is apt to hate 
In case you unfortunately quote him tril 
The wrong rate on his old crate. 
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A solicitor can only do his best 

When his mind is at rest 

And he is not every day by his boss 
Criticized and put through a silly test. 


Just say, “Hello, My Friend,” 
Be courteous and interested in your patron 
Then he will open up his big heart 
And give you cars for your freight station. 

Leslie R. Bunce, 

City freight and passenger agent, 

M.-K.-T. Lines. | 

Denver, Colo., May 21, 1943. t 
inc 


Southern Organization Proposal 


A proposal for the formation in the south of ‘a real traffic 
organization to represent industrial interests, as distinguished 
from jobbers wholesale and retail mercantile interests,” has 
been submitted to about 850 shippers in the area covered by 
the Southeastern Shippers’ Advisory Board, by A. J. Ribe, 
industrial traffic manager of Birmingham, Ala. In a memoran- 
dum, explaining his proposal, he says his purpose “is to deter- 
mine whether or not there is a demand on the part of actual 
shipping interests of the south to form a real industrial traffic 
organization to represent their interests, as contrasted with the 
representation they have been and are getting from idealists, 
theorists, newspaper editors, economists, and other so-called 
‘rate reformers,’ who have no practical experience in produc- 
tion, manufacturing, selling or freight rate making.” 

The purpose of the reformers, he says, is to ‘crucify the 
south” with absolute uniformity in freight rates, which would 
mean that “the rates on raw materials would not be on a lower 
level than the rates on finished or semi-finished products, except 
for the matter of risk.” : 

He would limit the territory of the new organization to 
the south, “or possibly the deep south, meaning Alabama, 
Florida, Georgia, east Louisiana, Mississippi, North and South 
Carolina, and Tennessee.” He suggests an organization meeting 
at the place of, and on the day before the next meeting of the 
Southeastern Shippers’ Advisory Board, and proposes a goVv- 
erning board consisting of individuals representing commodities 
rather than areas, each of whom would be chairman of a com- 
mittee concerned with his particular commodity. If such an 
organization is formed, he says, depletion of his staff by the 
draft would make it “doubtful” whether he would be able to 
take an active part. He suggests the first officers be elected 
from men “outside the state of Alabama.” 
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Non-Operating Wage Increase 


Nearly a million non-operating railroad employes will get 
a wage increase of 8 cents an hour, retroactive to February 1, 
1943, and about $204,000,000 will be added to the annual pay- 
roll of the railroads, under recommendations of an emergency 
fact-finding board, contained in a report presented to the 
President, May 25, by I. L. Sharfman, head of the department 
of economics, University of Michigan, chairman of the board 
(see Traffic World May 8, p. 1093). The 8-cent increase is in 
contrast with the 20-cent increase asked for by the unions. 
The board makes no recommendation with reference to the 
Unions’ demand for a 70-cents-an-hour minimum wage. Evi- 
dence submitted, it said, did not provide a “sufficient basis for 
such a finding.” There were, it added, “insurmountable diffi- 
culties to such a determination in the midst of war and with- 
out opportunities for extensive investigation.” 


On the third dispute involved—the demand of the unions 
for a closed shop—the board recommends adversely to the 
unions. It does so, it says, for three principal reasons: First, 
because “any exercise of coercion by a railroad or any other 
carrier with respect to membership or nonmembership in a 
union is clearly forbidden by the railway labro act’’; second, 
because “the unions signed a moratorium agreement in De- 
cember, 1941, not to attempt to obtain any change in rules 
before June 1, 1943,” and third, because the evidence as to 
“the alleged necessity of the union shop was not suffi- 
ciently convincing.” Membership in the involved unions, the 
board says, has been increasing, and its 1942 level, which in- 
cludes 90 per cent of the men working in the classes covered 
by the involved unions, “is said by union executives to be the 
highest in railway history.” 


Praise for Management and Labor 


The board, in introductory remarks in its report, pays 
tribute to the railroads, their management and their workers: 


The railroads have performed every task assigned to them and 
have met every responsibility placed upon them, with unprecedented 
effectiveness. This outstanding performance has been the result of 
the constructive, self-denying, and patriotic attitudes of both the man- 
agement and the men. The managers of the railroads have been 
alert, enterprising, and resourceful, and have subordinated the interests 
of individual carriers to the needs of the transportation system as a 
whole, in order to achieve full, efficient, and flexible utilization of 
all available facilities. The labor force has increasingly adjusted its 
working habits and arrangements to the needs of the emergency situa- 
tion and has used its skill and industry without stint in the interest 
of attaining these objectives. 


_ It is important that this spirit of cooperation “be not im- 
paired in the interest of the effective prosecution of the war,” 


it says, and that employe morale be not weakened “either by 
indirection or injustice.” 


No “Little Steel’ Application 


The recommended wage increase is not based on the lit- 
tle steel formula of the War Labor Board, which limits wage 
increases to 15 per cent above their January 1, 1941, level, 
the report says. Some of the workers involved would be en- 
tiled to an increase under that formula, it says, but, on an 
average, the increase received by all of them since January, 
1941, is about 16 per cent. Because “the unions did not ask 
for or desire separate treatment by classes, it is clear that the 
little steel formula has no application here,” says the report. 

It says that the average hourly earnings of the workers 
involved are “relatively low,’ and have been so “over the 
years,” but it adds that its recommendations are “primarily 
based on the showing of gross inequities that have developed 
In 1941 and 1942.” As of October, 1942, the average wages of 
the 73 classes of workers involved was 73.8 cents an hour, and 
some 121,000 of them received the minimum of 46 cents an 
hour. The report contrasted those figures with the hourly 
wage of 75 cents an hour received by “more than a quarter of 
the common laborers in non-railroad employment.” In July, 
1942, it said, the War Labor Board fixed the wages of common 
labor in the steel industry at 78 cents an hour. 


Other Workers’ Increases Greater 


In the period from December, 1940, to December, 1942, the 
Wages of the workers involved went up 10 cents an hour, says 
the report. In that period, increases of one-fourth of the fac- 
‘ory workers ranged from 20 to 33.7 cents an hour. Three- 
quarters of all factory workers got increases averaging 13 cents 
an hour. Thus, the report said, “only 25 per cent of the factory 
Workers were in industries where the wage increase was 
merely equal to or was less than that of the railway employes.” 

a weekly basis, also, it adds, the railroad workers fared not 
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so well as workers in other industry, because, generally, indus- 
trial workers get time-and-a-half for overtime over 40 hours, 
whereas railroad overtime premium pay doesn’t begin until 
after 48 hours a week. If the railroad worker were put on a 


par with others in that respect, his weekly wages would rise 
6 per cent, it says. 


It adds that, between December, 1940, and December, 1942, 
the general wage level in all major industries, including rail- 
roads, increased an average of 16.7 cents an hour. On the basis 
of the foregoing data, it says that “comparative wage levels and 
comparative wage trends disclose the existence of gross in- 


equities in the compensation of railroad workers.” Continuing, 
it says: 


The dominant souce of the gross inequities is to be found in the 
marked accentuation of pre-existing wage disparities during the years 
1941 and 1942. All indices point to the creation during this period of 
very substantial differentials unfavorable to the railroad workers. 
The comprehensive comparisons, embracing, for example, all manu- 
facturing industries are particularly significant. The wage increases 
recommended fali within the range of the differentials there disclosed. 
These wage increases, moderate in amount, compensate in reasonable 
measure, in light of the stabilization program, for the lag in railroad 
wage adjustments that inevitably springs from the requirements of 


the railway labor act for the orderly settlement of labor controversies 
in the railroad industry. 


Railroads’ Ability to Pay 


The fact that the increase will cost about $204,000,000 a 
year, “calls for a consideration of the financial condition of 
the railroads.” On that point, the report says: 


The year 1942 constituted the peak year in all 
with respect to virtually all important aspects of railroad operation 
—freight traffic, passenger traffic, operating revenues, net railway 
operating income after taxes, net income after fixed charges. The 
figures for the first quarter of 1943, in so far as they are available, 
show sharp increases in all these directions over the corresponding 
months of 1942. The operating ratio for 1942 was the unusually low 
one of 61.6; the operating ratio for the 12 months ended February 
28, 1943, was further reduced to 60.5. Net railway operating income 
for the year 1942, after an unprecedented tax bill of $1,202,443,297, 
almost two-thirds of which covered income and profit tax accruals, 
amounted to $1,480,940,760. Net income for the year 1942, after all 
fixed charges and including interest accruals on properties that are in 
receivership or trusteeship, amounted to $958,860,655. The Interstate 
Commerce Commission has estimated that Class I railroads earned, 
during the year 1942, 9.94 per cent on investment in road and equip- 
ment before provision for federal income and profits taxes, and 6.57 
per cent after deduction of all railway tax accruals; and that on the 
value of their properties for rate-making purposes, the Class I rail- 
roads earned 11.20 per cent before provision for federal income and 
profits taxes, and 7.40 per cent after deduction of all railway tax 
accruals. 


railroad history 


No Basis for Increased Rates 


The report discusses the President’s wage and price stabili- 
zation program and the possible bearing of its recommended 
wage increases on inflation. It reviews the executive orders on 
the subject, including the “hold-the-line” order of April 8. It 
says it is making the wage recommendations under the “limita- 
tions and grants of power’ determined in those orders and 
asserts that those recommendations are “within the stabiliza- 
tion program of the government.” Continuing, it says: 


The wage increases recommended for the 73 classes of nonoperat- 
ing railroad employes, on the basis of a careful study and analysis 
of the entire record, are designed to correct gross inequities and to 
aid in the effective prosecution of the war. We certify that they 
conform with the standards prescribed in Executive Order 9250, the 
general stabilization program made effective thereunder, and with 
the directives on policy issued by the Economic Stabilization Director 
thereunder. They are the minimum and noninflationary adjustments 
necessary for these purposes. They are within the existing price 
structure; that is, they do not provide a basis for increases in railroad 
rates or for resistance to justifiable reductions in such rates; and they 
are within existing levels of production costs; that is, they do not 
provide a basis for increasing production costs in comparable industries 
or occupations. The correction of the gross inequities disclosed by 
the facts of record is indispensable to the effective prosecution of 
the war. 


In order further to support the stabilization program, the 
report says, it recommends that back pay to February 1, 1943, 
be paid in war bonds. 


“Lump-sum cash disbursements of this character tend to 
exert a strongly inflationary influence,” it says. ‘In the inter- 
ests of the stabilization program, it is desirable that these ac- 
cumulated sums be not added to the immediate purchasing 
power of the workers, in addition to the increases in wages to 
which they will become currently entitled. The board recom- 
mends, therefore, that all retroactive wages due to these em- 
ployes shall be paid in United States war saving bonds, except 
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such balances as amount to less than $18.75, which shall be 
paid in cash.” 


Short-Lines Also 


The board recommended that the non-operating employes 
of the approximately 40 short lines involved in the case, also 
receive the 8-cents-an-hour increase. It said there was “no 
such difference between the qualifications, occupations and 
living conditions of the employes of each of these roads and 
those of the employes of the big roads as to justify treating 
them differently.” It noted that the application of the increase 
to short-line workers would leave in effect the differentials 
presently existing between the wages of short-line workers and 
class I workers in similar classifications. 

It made an exception in the case of the Chicago, North 
Shore and Milwaukee which, it said, had made a contract with 
its dining car employes within 30 days of the filing of the de- 
mands in the present case. It said it saw “nothing improper,” 
however, in the union on that railroad now “negotiating with 
the railroad for any changes in rates of pay that might be 
reasonable in the light of the general result in this case.” 

It made a similar statement with reference to the Denver 
Union Stock Yard Company and the Ogden Union Stockyards 
Company, both of which had made contracts with the clerks’ 
union just before the instant case originated. 

The board concluded that there was not sufficient ground 
for recommending any different adjustment for the employes 
of the Railway Express Agency from the wage increases rec- 
ommended for the 73 classes of railroad employes. It also 
made similar findings with respect to the employes of the 
refrigerator car companies. 

The board found that its jurisdiction did not extend to the 
Iowa Transfer Railway, because there was no evidence that 
proper notice was served on that carrier; nor to the Toledo, 
Peoria & Western Railroad, because the federal government 
had the right not to be made a party to this dispute and had 
asserted that right to the director of the Office of Defense 
Transportation and the federal manager of that railroad. 


Effective in Thirty Days 


The report was left at the White House late May 25 but 
was not made public until May 26. It was dated May 24. 

Under the provisions of the executive order of February 4, 
1943, the assumption was that, unless Economic Stabilization 
Director Byrnes directed otherwise, the board’s recommenda- 
tions would become effective ‘‘upon the expiration of thirty 
days after the report is filed with the President.” 

In conformity with the requirements of executive order 
9299, said the board, copies of the report were filed with the 
Economic Stabilization Director, the National War Labor 
Board and the Commissioner of Internal Revenue. 

Under the executive order, the stabilization director may, 
on behalf of himself or other departments and agencies con- 
cerned, report to the President the effect of the recommenda- 
tions of the board on the general stabilization program. 


No Comment from Rail Committees 


Members of the three railroad conference committees, at 
Chicago May 26, said they had no comment to make on the 
report because they had at that time not received copies of it. 
They pointed to the fact that they had as yet not received 
copies of the report of the fact-finding board in the so-called 
Diesel case, although that report had been submitted to the 
President May 21, as indicating that it might be some time 
before they received copies of the wage board report. 

After a call at the White House May 27, George M. Har- 
rison, president of the Brotherhood of Railway Clerks, said 
he thought it could be said that railroad labor was disappointed 
with the report of the board in that the increase recommended 
was not larger but that, on the whole, the report would be 
accepted and railroad labor would go on doing anything it 
could to contribute to the prosecution of the war. 


In response to an inquiry as to whether Economic Stabili- 
zation Director Byrnes had done anything about the board’s 
report, it was stated at his office May 27 that there was “noth- 
ing in this office on it.” The director may, under the executive 
order of Feb. 4, 1943, do nothing about the recommendations. 

At the Association of American Railroads, officials refused 
to comment, saying they had no authority. to do so. It had 
been expected that the board of directors of the association 
would discuss the report at the regular monthly meeting of the 
board May 28, but this meeting was cancelled, it was said at 
the A. A. R., before the board’s report came out because it 
appeared there was little business for the board to transact. 

As to an estimate that, due to federal income taxes, the 
net cost of the wage increase would be around $80,000,000, 
there was no information obtainable at the A. A. R. except an 
indication that the estimate was a generous one. The estimate 
of net cost of $80,000,000 was based on a computation that 
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around 60 per cent of the $204,000,000 increase recommended 
by the board would come out of federal taxes. 

In this connection it was pointed out that Commissioner 
Eastman, in supporting the removal of the Ex Parte 148 ip. 
creases, had said that a considerable number of the railroads 
were now paying in large amounts, not only income taxes, but 
also excess profits taxes. 

“Public utility corporations are surely inappropriate me. 
diums for collecting taxes of this character from the public 
which they serve,” said he. “The fact that such taxes are 
collectible is always an incentive, also, to improvident or un- 
necessary spending.” 

Thus, it was pointed out, the railroads were confronted 
with the income tax reduction argument both when they had 
their rates cut and wages increased. 


Another Rate Increase? 


Though it was said at the A. A. R. that a question as to 
whether the Commission would be asked by the carriers, if the 
wage increase recommended by the board became effective, to 
rescind its “suspension” order removing the Ex Parte 148 in- 
creases, could not be answered now, there were indications 
that such a move probably would be made, particularly if the 
operating brotherhoods obtained a substantial increase in pay, 

With Ex Parte 148 increases of around $250,000,000 re. 
moved, the carriers have had to absorb the wage increases of 
December, 1941, estimated at $389,000,000, and now will have 
to absorb an additional $200,000,000 in wage increases if the 
board’s recommendations become effective. 


Pacifie Eleetrie Labor Case 


The emergency board appointed to investigate a labor dis- 
pute involving trainmen and yardmasters on the Pacific Electric 
Railway Company has submitted its report to the President, 
The board, appointed Feb. 20, 1943, said it reached its con- 
clusions April 7 and that its amended letter of transmittal, 
dated May 15, awaited interpretation and clarification of exe- 
cutive order 9328, and that it certified that its recommendations 
as to wages were designed to eliminate gross inequities as 
provided in the directive of the director of economic stabiliza- 
tion and that the wage adjustments proposed were “within the 
existing price structure and within existing levels of production 
ang l The report was made public at the White House late 

ay 21. 


The board, composed of James H. Wolfe, chairman, and 
Gordon S. Watkins and Frank P. Douglass, summarized its 
findings as follows: 


Trainmen 


(1) That the maximum basic hourly rate for conductors and motor- 
men in local and interurban service be in effect after the first six 
months of service instead of after one year of service, thus making 
only one step-up at the end of six months instead of the present two 
step-ups in successive six-month periods to reach the maximum rate. 
(2) That the basic hourly maximum rate for conductors and motormen 
in local and interurban service in double track operation be incréased 
from 77c per hour to 90c per hour after the first six months of service. 
(3) That for single track operation it be increased from 82¢ per hour 
to the maximum of 95c per hour after the first six months of service. 
(4) That for one-man car and motor coach operation it be increased 
from 87c per hour to $1.00 per hour. (5) That for the first six months 
of service the basic hourly rate be four cents less for each class of 
service above enumerated preserving the present differentials. (6) 
That the basic hourly rate of switchtenders for a period of eight hours 
be 7844c per hour instead of 60c per hour. (7) That time and one-half 
be paid as heretofore except that in the case of switchtenders, time 
and one-half begin after eight hours, such period to be the basic day. 
(8) That the above recommendations as to rates and hours be put 
into effect retroactive as of January 1, 1943. (9) That no change be 
made in respect to Article 11, section 3(d) of the rules relating to one- 
man car operation. 

Yardmasters 


(1) That the monthly rate of pay of General Yardmasters be 
$316.00 instead of $282.80. (2) That the monthly rate of pay of Yard- 
masters be $296.00 instead of $272.80, thus preserving the present differ- 
ential. (3) The above increase in rates be made effective as of January 
1, 1943. (4) That Article 2 of the Agreement between the Brotherhood 
of Railroad Trainmen and the Pacific Electric Railway Company, known 
as the ‘‘Scope Rule’ be modified so as to require one Yardmaster to 
be employed in yards or terminals where more than 4 or less than 
12 hours yard supervisory work is required in every 24-hour period, 
and two Yardmasters where 12 or more hours and less than 20 hours 
of supervisory work is required in a 24-hour period, and three or more 
Yardmasters where 20 or more hours of supervision in such 24-hour 
period is required. At the request of the Brotherhood, a joint check 
shall be made to ascertain the number of hours supervision required 
at any location. (5) That no change be made in Article 3 of the Agree- 
ment respecting hours of service of Yardmasters. (6) That Article 12 
of the Agreement pertaining to Mr. F. W. Anders be not eliminated 
but be retained in its present form. 


_ (See “Firemen and Engineers Case” elsewhere for provi- 
sions of executive order as to effective date of recommndations). 
























WORLD 


mmended 


missioner 
e 148 in. 
railroads 
‘axes, but 


riate me- 
he public 
faxes are 
nt or un- 


onfronted 
they had 


‘ion as to 
2rs, if the 
‘ective, to 
e 148 in- 
ndications 
rly if the 
se in pay, 
0,000 re- 
-reases of 
will have 
ses if the 


labor dis- 
ic Electric 
President. 
1 its con- 
‘ansmittal, 
yn of exe- 
1endations 
quities as 
stabiliza- 
within the 
oroduction 
Touse late 


‘man, and 
iarized its 


and motor- 
1e first six 
1us making 
present two 
imum rate. 
1 motormen 
e increased 
; of service. 
2c per hour 
of service. 
e increased 
six months 
ich class of 
ntials. (6) 
eight hours 
ind one-half 
nders, time 
> basic day. 
urs be put 
» change be 
ting to one- 


imasters be 
ay of Yard- 
esent differ- 
; of January 
Brotherhood 
any, known 
rdmaster to 
yr less than 
1our period, 
an 20 hours 
ree or more 
uch 24-hour 
joint check 
ion required 
f the Agree- 
it Article 12 
t eliminated 






for provi- 
ndations). 


May 29, 1943 


Firemen and Engineers Case 


To make effective its recommendations would cost around 
$3,000,000 a year on the basis of 1942 payroll, as against the 
carrier estimated cost of $12,000,000 for what was asked by 
the firemen and engineers in the so-called diesel engine loco- 
motive controversy, said the emergency board appointed Feb. 
90 to investigate that controversy in its report to the Presi- 
dent, May 21. 

The board recommended that no change be made in the 
present methods of paying the firemen and engineers but 
recommended modification of existing wage schedules which, 
if made effective, would result in increases in pay. 


As to additional manning of diesel locomotives the board 
said there should be two men at all times in the cab of en- 
gines on the high speed through passenger trains and that if 
compliance therewith required the services of an extra man in 
the engine room, he should be taken from the ranks of the 
firemen. ‘This, if made effective, will be a victory for the 
Brotherhood of Locomotive Firemen and Enginemen, as the 
Brotherhood of Locomotive Engineers had asked that extra 
men be taken from the ranks of its members. 


The board found no need for additional enginemen in 
diesel-electric operations in yard service, local or through road 
freight service nor local passenger service. 


If the adjustments as recommended were made, said the 
board, they would affect only a relatively small percentage 
of enginemen and would add to the total annual wage bill of 
carriers “a relatively insignificant sum.” 


“The carriers have estimated that if all the proposals of 
the two brotherhoods were adopted, it would add approx- 
imately $12,000,000 to the annual wage bill,” said the board. 
“The cost of adopting the recommendations of the board will 
represent only a small percentage of this amount and, meas- 
used in terms of the 1942 wage bill of all Class I steam railway 
companies, the board believes the cost will represent only 
about one-tenth of one per cent.” 


The wage bill referred to was approximately $2,900,000,000, 
and one-tenth of one per cent of that would be $2,900,000. 


“Acceptance of the board’s recommendatitons will, there- 
fore,” said the board, “have no appreciable effects upon the 
level of production cost in railroad transportation nor will it 
furnish a basis either for an increase in rates or resistance to 
an otherwise justifiable reduction in rates. 

“The board certifies that these recommendations conform 
to the standards prescribed in executive order 9250, the gen- 
eral stabilization program made effective thereunder, and 
with the directives on policy issued by the economic stabiliza- 
tion director thereunder.” 

Emergency boards, by executive order of the President of 
Feb. 4, 1943, are required to make certification as the diesel 
board did in the preceding paragraph. 


Summary of Report 


The board, consisting of Frank M. Swacker, chairman; and 
John A. Lapp, and George W. Stocking, left its report with a 
presidential secretary at the White House late May 21. Ina 
summary of its report it said: 


This controversy had its origin in the introduction into railway 
transportation of the diesel electric locomotive during the last decade. 
The dispute was concerned primarily with the question as to the proper 
manning of diesel electric locomotives and the proper basis of rates of 
pay for enginemen working thereon. It grew immediately out of pro- 
posals made by the two brotherhoods, in which each requested the em- 
ployment of an additional engineman in each additional unit of multi- 
ple-unit diesel electric locomotives and in which each proposed that 
rates of pay for enginemen be based upon the horsepower of the loco- 
Motive, instead of upon the weight of the driving wheels of the loco- 
Motive as has long been the custom on steam locomotives. The dispute 
also involved the proposal of the Brotherhood of Locomotive Firemen 
and Enginemen that the wage structure governing rates of pay for 
firemen on steam and straight electric locomotives and for those engi- 
neers represented by the firemen’s brotherhood, be based upon total 
weight of the locomotive instead of weight on drivers. 

The board reports that the request of each brotherhood with regard 
to the proper manning of diesel electric locomotives was modified dur- 
Ing the board’s investigation to provide for a single assistant engineer, 
in the case of the engineers’ request, in the engine room of each diesel 
locomotive irrespective of the number of units up to and including four, 
and for a single additional fireman (helper), in the case of the firemen’s 
request, in the engine room of multiple-unit diesel locomotives up to 
and including four units. 

The board found no need for additional enginemen in diesel-electric 
operations in yard service, local or through road freight service nor 
local passenger service. In high speed, streamlined through passenger 
service operated by diesel-electric locomotives of more than one unit 
the board found that safety of operations required the presence in the 
cab of the fireman (helper) at all times when the trains are in motion 
and recommended that in case this operational requirement could not 
be fulfilled without the addition of an engineman to perform the duties 
Now performed by the fireman (helper) in the engine room an additional 
fngineman should be employed from the ranks of the firemen. The 
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chairman disagreed with the conclusion in that he believes the extra 
man should be an assistant engineer. 

The Brotherhood of Locomotive Firemen and Enginemen had in- 
cluded in their proposal a request that an additional fireman (helper) 
be placed on multiple-unit straight electric locomotives. The board 
recommended that this request be denied. 


Methods of Payment 


With reference to the separate proposals of each brotherhood to 
substitute horsepower for weight on driving wheels as a basis for de- 
termining basic daily wage rates and to inaugurate the specific wage 
schedules submitted by the brotherhoods, the board recommended that 
no change in present methods of payment be made. The board recog- 
nized, however, that the diesel electric locomotive constitutes a new 
type of locomotive of greater size and power than that provided for in 
existing wage schedules and recommended that existing wage schedules 
be modified by an extension of the weight on driving wheels gradations 
beyond the upper limits now provided in existing schedules with in- 
creases in basic daily wage rates of 7c for each 50,000 lbs. additional 
weight on driving wheels up to 650,000 lbs. and of 5c for each addi- 
tional 50,000 lbs. weight on driving wheels thereafter. 

The board pointed out that this increment in wage rates as the size 
and power of the locomotive increased is somewhat less than the incre- 
ment in wage rates corresponding to increases in weight on drivers in 
the present schedules, but regarded this as essential to maintain proper 
relationships with existing wage rates. 

Similarly, the board found no justification for the change from 
weight on drivers to total weight as a basis for determining wage rates 
for firemen on steam and electric locomotives. The board recognized, 
however, that changes in engine design in recent years with the intro- 
duction of larger, more powerful steam locomotives, some of which 
carry a substantially smaller percentage weight on drivers than for- 
merly, justify an extension of existing weight-on-driver classifications 
of conventional type locomotives with corresponding increases in basic 
daily wage rates of 7c and 5c as recommended in the case of diesel 
locomotives. The board also recommended the reclassification of two 
types of locomotives into one higher wage bracket. 

The Brotherhood of Locomotive Firemen and Enginemen had in- 
cluded in their proposals a request that differentials in the daily wage 
rates as among coal-burning, oil-burning and straight electric locomo- 
tives and the differentials in the basic daily wage rates as among the 
three geographic areas—the east, the southeast and the west—be elim- 
inated. The board found that the differentials in wage rates among the 
several types of power had their origin primarily in the difference in 
physical effort involved in the work of the firemen on the several types 
of locomotives and concluded that there is now no justification for their 
elimination. With regard to the regional differentials, although the 
board found no adequate justification for their continuance on their 
merits, the board did not regard them as the sort of inequity which 
may be appropriately eliminated under the stabilization program, 


Extra Man Needed 


In making its recommendations with regard to the necessity of the 
firemen (helper) on multiple-unit diesel, high-speed passenger trains 
remaining in the cab at all times when the train is in motion and the 
use of an additional fireman (helper) in the engine room of such loco- 
motive, the board considered in some detail the present duties of the 
fireman (helper). The board found that customary operating practice 
requires the fireman (helper) to leave his position in the cab, where he 
has traditionally acted as an assistant to the engineer in observing and 
calling signals, in order to patrol and supervise the operation of the 
engine room. These duties, while not onerous, make a considerable 
demand upon the fireman (helper)’s time. Diesel locomotives in high- 
speed passenger service customarily consist of from one to three units, 
in each of which one of more diesel engines are housed. The records 
indicate that observation of the operation of the engine with the manual] 
performance of certain duties require under customary practice from 
one-half to 85 per cent of the time of the fireman (helper). Although 
accident statistics indicate that the operation of diesels has been rela- 
tively safe, during the past two years, several serious accidents have 
occurred while the firemen have been out of the cab. In the bcard’s 
judgment safety demands that the long established rule that firemen 
shall observe and call in signals be fully complied with in diesel as 
well as in other operations. 

The board expresses the belief that the settlement of the diesel 
problems eliminates an element of uncertainty which should contribute 
to the unhindered post-war development of this type of transportation. 


In finding that an additional man was not needed on mul- 
tiple-unit diesel locomotives engaged in through freight serv- 
ice, the board said that if a carrier found it necessary to add 
a man to perform the work customarily performed by firemen 
(helpers). such men “shall be taken from the ranks of the 
firemen.” 

The board recommended that where existing rates of pay 
were higher than those provided in its recommendations, they 
should not be reduced. ; 

The President’s executive order of Feb. 4, 1943, provides 
that reports of emergency boards shall be filed with the eco- 
nomic stabilization director, the National War Labor Board 
and the Commissioner of Internal Revenue. It says the di- 
rector may on behalf of himself or other departments and 
agencies concerned, report to the President the effect of the 
recommendations on the general stabilization program. 

“Unless and except to the extent that the economic stabil- 
ization director shall otherwise direct, the recommendations 
of the emergency board in regard to proposed changes affect- 
ing wages and salary payments shall, upon the expiration of 
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thirty days after the report is filed with the President, become 
effective,” says the order. 

After a call at the White House, May 27, D. B. Robertson, 
president of the Brotherhood of Locomotive Firemen and En- 
ginemen, said the board’s report was very unsatisfactory. 

The Brotherhood of Locomotive Firemen and Enginemen 
has called a special meeting of all general chairmen in New 
York, June 2, to determine a course of action on the board’s 
report. p 

“Judging from the temper of some of the chairmen, it is 
anticipated that a strike vote will be taken in protest against 
the amazing decision, which amounted practically to a 100 per 
cent rejection of everything the workers asked for,’ said 
“Labor,” the railroad union organ. The engine service em- 
ployes, it was stated, had received a “raw deal.” 





EMERGENCY BOARD APPOINTED 

Chairman Leiserson, of the National Railway Labor Panel, 
has appointed the following from the panel to constitute the 
emergency board to investigate and report on the wage de- 
mands of the railroad operating brotherhoods: Walter P. Stacy, 
chief justice of the Supreme Court of North Carolina; I. L. 
Sharfman, who was chairman of the board in the non-operating 
case; and Frank M. Swacker, who was chairman of the board 
in the firemen and engineers case. Judge Stacy was chairman 
of the emergency board that recommended against a wage cut 
in 1938. 

The board will begin hearings in the Grand Central Ter- 
minal Building, New York, June 7. 


A Board That Didn't Scare 


(Continued from page 1254) 


electric, or Diesel locomotive may become. The com- 
parative limit on yard locomotives is 300,000 pounds 
and on freight locomotives 350,000 pounds. These limits 
would be abolished and appropriate additions to basic 
wages added for each weight block of 50,000 pounds 
above them. Considering the increases in size and power 
of locomotives in recent years, such an arrangement 
seems fair. 

The second change recommended would require 
the continuous presence of two men in the cab of fast 
multiple unit Diesel passenger locomotives while the 
train is in motion. The board made that recommenda- 
tion in the interest of safety, after pointing out that the 
evidence indicated that the fireman on such a locomo- 
tive is busy from 50 to 85 per cent of the time attend- 
ing to the engines, during which time the engineer has 
no one at his side to check signals and do the other 


things generally considered necessary for safe opera- 
tion of fast trains. 


Saving only some minor reclassifications of loco- 
motives, the rest of the board’s recommendations are 
all in denial of the union demands. It retains the weight- 
on-drivers basis for all engineers’ and firemens’ pay; it 
denies the demand for an extra engineman in each unit 
of multiple-unit Diesels and in the cabs of freight and 
yard Diesels and for the removal of the 90,000-pound 
weight minimum under which the employment of fire- 
men on Diesel locomotives is not required. 

The net result is that, if the recommendations 
stand—as they are likely to under the President’s 
executive order of February 4—some $3,000,000 a 
year will be added to railroad operating costs instead 
of a sum estimated at from $12,000,000 to $16,000,000 
as the cost of the demands in full. Its recommendations, 
the board said, would add less than one-tenth of one 
per cent to the railroad payroll. While the minuteness 
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of the fraction is not in itself evidence that the recom. 
mendations are just, the fact remains that the board's 
report does seem to justify its recommendation. What 
is most surprising is that the belligerent unions got go 
little out of the controversy that it may reasonably be 
said that, for once, they came within sight of defeat. 


MEDIATION BOARD SECRETARY 


Chairman Leiserson, of the National Mediation Board, has 
announced appointment of Thomas E. Dickers, who has been 








on the board’s staff of mediators, to the position of secretary nent 
of the board. Robert F. Cole, who served for five years as porte 
secretary, asked to be transferred to a senior mediator’s posi. | !" 
tion, due to continuing eye fatigue resulting from extensive Harr 
reading required in the secretary’s position and the physical that 
strain of performing the work required at his age, said Chair. } !°" 
man Leiserson. The changes involved were made effective | "4 
as of June 1. wate 
prop 
be c 
STOVER AND T. P. AND W. arp 
Asked whether he was drawing a salary as vice president } '@" 
of the Gulf, Mobile & Ohio, while serving as federal manager shor 
of the Toledo, Peoria and Western Railroad, Holly Stover said, 
May 24, that he did not want to discuss the matter for pub. | {"? 
lication. Appearing before the House military affairs commit- pate 
tee on May 7, Mr. Stover said that he was “getting nothing = 
out of the railroad,’—the T. P. and W. Director Eastman, of suc 
the Office of Defense Transportation, said Mr. Stover was wr 
serving O. D. T. without salary (see Traffic World, May 15, | 
p. 1157). as 
Rut 
HARBOR BELT LINE LABOR CASE ven 
The emergency board appointed March 18 to investigate the | Pa5 
facts of a dispute between the Harbor Belt Line Railroad, Los | (| 
Angeles Harbor, Calif., and certain of its employes, has submitted | See 
its report to the White House. In addition to recommendations | N® 
as to working rules the board recommended that the basic rate | ‘0! 
of carpenter-painters be increased from 81 to 82 cents an hour; | 
that the hourly rate of section men be increased from 48 cents 
to 50 cents an hour; that the basic hourly rate of lamp main- | S¢ 
tainers and track patrolmen be increased from 51 cents to 53 } PO 


cents an hour to conform to existing differentials, and that the 
monthly salary of the assistant section foreman be raised from 
$140.60 to $148.92 a month. 

The board, composed of James H. Wolfe, chairman; Gordon 
S. Watkins, and Frank P. Douglass, said it held hearings 
beginning April 2, and arrived at its conclusions April 7 but 
that an amended letter of transmittal dated May 15, awaited 
the interpretation and clarification of executive order 9328 
with respect to the stabilization program. The board certified 
that its recommendations as to wages were designed to elimi- 
nate “gross inequities” as provided by the directive of the 
director of ecenomic stabilization of May 12 and that the wage 
adjustments were “within the existing price structure and within 
existing levels of production costs.” The report was made public 
at the White House late May 21 (see “Firemen and Engineers 
case” elsewhere for provisions of executive order as to effective 
date of recommendations). 


ant 





MOTOR CARRIER FINANCIAL MANUAL 


Transport Research, Inc., Washington, D. C., has just 
issued the latest edition of its Motor Carrier Financial Manual 
showing comparisons for the last quarter of 1942 as against 
the same period of 1941 on revenues, expenses, statistics, and 
operating ratios of class I motor carriers of property. The 
data is compiled from 1468 quarterly reports, filed by the 
class I motor carriers of property with the Interstate Com- 
merce Commission, representing 1239 intercity and 229 local 
carriers. : 

The data is broken down by nine regions. Each region 1s 
complete in itself and carries all the class I carriers assigned 
to the region by the Commission. The manual is available 
either by individual regions or any combination of regions. 
The motor carrier financial manual is published five times 
a year. 


M. C. HEARING 


The Maritime Commission has assigned for hearing June 8 
in the Hotel St. George, Brooklyn, N. Y., before Examine! 
F. J. Horan, No. 624, Pan-American Steamship Co., Inc., and 
Transport Steamship Corporation. 
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Air Transportation 





Helicopter Service Applications 


Two applications have been filed with the Civil Aeronautics 
Board asking authority to institute air services with the use of 
helicopters, or similar airplanes. 

The first application, docketed as No. 904, was filed by 
Skyway Corporation, of Providence, R. I. It asked for a perma- 
nent certificate of convenience and necessity authorizing trans- 
portation of passengers, mail and property in scheduled opera- 
tions between 53 points in Connecticut, Massachusetts, New 
Hampshire, New York, and Rhode Island. The application said 
that it was proposed to institute “a short-haul air transporta- 
tion service by helicopter between communities geographically 
near to one another, using landing areas either on land or 
water, conveniently located within urban areas. The applicant 
proposes that such service shall be of a nature which will not 
be competitive with established long distance transportation by 
arplanes, but which will tend to supplement such airplane 
transportation by supplying a rapid air service over relatively 
short distances.” 

The application also asked for a permanent certificate au- 
thorizing the transportation of passengers, mail, and property 
in scheduled operations between the applicant’s urban landing 
areas and outlying airports serving the same communities at 
such of the 53 destinations aforementioned which had, or would 
have in the future, scheduled commercial airplane service. It 
said that the applicant did not now own the helicopters pro- 
posed to be used in the new service. 

The second application was that of Angeline Harris, of 
Rutherfordton, N. C. It asked for a certificate of public con- 
venience and necessity for air operations carrying mail and 
passengers in scheduled operations from Rutherfordton, N. C., 
to Union City, Tenn., via various North Carolina, and Tennes- 
see cities; from Rutherfordton to Raleigh, N. C., via various 
North Carolina and South Carolina cities; from Rutherfordton 
to Rutherfordton, via various North Carolina and Virginia cities, 
serving each of the routes by flights in both directions. 

The application said that authority was asked for scheduled 
service to every first and second class post office along the pro- 
posed routes in North Carolina, South Carolina, Tennessee, 
and Virginia. 


Cc. A. B. HEAD SPEAKS AT LONDON 


Edward P. Warner, vice chairman of the Civil Aeronautics 
Board, delivered the thirty-first Wilbur Wright memorial lec- 
ture before the Royal Aeronautical Society at London, Eng- 
land, May 27, the board announced. 

Mr. Warner’s lecture entitled, ‘“Post-War Air Transport Air- 
craft,” was a technical study of economics and aircraft design 
_* with the development of post-war commercial air- 
planes. 

Before developing the technical aspects of his lecture Mr. 
Warner referred to the fact that aeronautical science knew no 
barriers of race or nation, said the board. 

“We are well on our way to the time when we can again 
think of aeronautical science in terms of pure benefit and of 
new-found knowledge freely broadcast to the world,” said he. 
‘Those who have perverted the aeronautical labors of a genera- 
tion into the service of evil are suffering daily and nightly 
retribution by the instrument of their own choosing.” 

The board stated that the Wilbur Wright lecture was one 
of the most important international annual aviation lectures 
and had been delivered by such outstanding American aviation 
leaders as Donald Douglas, Glenn Martin, and Juan Trippe. 


AIR CERTIFICATES SOUGHT 


Another motor carrier, Great Lakes Storage & Moving 
Co., of Cleveland, O., engaged in the common carriage of house- 
hold goods under authority of the Interstate Commerce Com- 
mission, has filed an application, docketed as No. 903, with the 
Civil Aeronautics Board for a certificate of public convenience 
and necessity authorizing air transportation of freight in non- 
scheduled operations ‘over irregular routes between all points 
in the United States and Alaska. The application stated that 
''was proposed to transport uncrated new furniture and house- 
hold goods as defined by the Commission in 17 M. C. C. Appli- 
‘ant said it proposed to use all types of aircraft but did not 
how own any aircraft, and that it proposed to lease aircraft 
from owners and to itself own aircraft. 

Inland Air Lines, Inc., of Casper, Wyo., has filed applica- 
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tions with the board for permanent or temporary certificates 
of public convenience and necessity authorizing air transporta- 
tion of persons, property and mail as follows: 

No. 899, between Minneapolis, Minn., and Denver, Colo., 
via intermediate points; No. 900, between Chicago, Ill., and 
Seattle, Wash., via intermediate points; No. 902, between Great 
Falls, Mont., and Nome, Alaska, via intermediate points, and 
between Fairbanks, Alaska and Bethel Alaska, via Anchorage, 
Alaska; and No. 901, over the following feeder routes—all via 
various intermediate points: Billings, Mont.-Casper, Wyo.; 
Billings, Mont.-Rock Springs, Wyo.; Rapid City, S. D.-Rawlins, 
Wyo.; Cheyenne, Wyo.-Salt Lake City, Utah; Cheyenne, Wyo.- 
Omaha, Neb.; Huron, S. D.-Mankato, Minn.; Casper, Wyo.- 
Omaha, Neb.; Casper, Wyo.-North Platte, Neb.; Omaha, Neb.- 
Sioux Falls, S. D.; Scottsbluff, Nek-Ainsworth, Neb.; Rawlins, 
Wyo.-Jackson, Wyo.; Denver, Colo.-Cheyenne, Wyo.; Denver, 
Colo.-Casper, Wyo.; and Lander, Wyo.-Casper, Wyo. 


RAIL-AIR EXPRESS INCREASE 
_ Increases in combined rail-air express traffic—in which 
shipments originate or are delivered at non-airport points, or 
move part way by rail—continue at a more rapid rate than the 
growth of all-air express traffic, according tod the air express 
division of the Railway Express Agency. Of the estimated total 
of 132,031 air express shipments in March, 34,042, or 34.7 per 
cent moved in rail-air service. Average revenue on the rail-air 

traffic was 40.3 higher than on the all-air traffic. 

Gross revenues of the rail-air traffic increased 125 per cent 
over March, 1942, while revenues of all-air traffic went up only 
33.6 per cent, and the number of rail-air packages increased 
49.6 per cent, compared with an increase in the number of all- 
air packages of 2.3 per cent. 

The rail-air service, the agency says, is available at 350 
points served directly by airlines, and at 23,000 off-airline points. 


CLAIMS BY CARLOAD AND REVENUE 

The freight claim division of the Association of American 
Railroads has compiled statistics showing claims paid for 
freight loss and damage in 1942 by carloads of freight orig- 
inated and by revenue derived, segregated according to com- 
modities. They show a total of 40,552,587 cars from which 
was derived $6,196,159,997 in freight revenue, and on which 
a total of $32,050,568 in claims was paid. The result was the 
payment of 79 cents on each car and 52 cents out of each $100 
of freight revenue. 

On the basis of claim payments for each carload, melons 
lead the list of commodities, with $20.17. Other high pay- 
ments include sewer pipe, $11.84; fresh fruits other than citrus, 
$7.51; ale, wine, beer, etc., $5.55; fresh vegetables, $5.37, and 
new furniture, $5.36. By the carload, the lowest commodities 
were coal and coke, 11 cents; petroleum, 12 cents; agricultural 
products other than fruits, vegetables and grain, 57 cents; grain, ' 
62 cents, and automobiles and trucks, 63 cents. 

On the basis of claim payments for each hundred dollars of 
revenue, the highest were sewer pipe, $10.09; melons, $6.70; 
less-carload freight, $2.95; new furniture, $2.71; fresh fruits 
other than citrus, $2.44; eggs in shell, $2.40; live stock, $2.36, 
and fresh vegetables, $2.14. By revenue, low commodities were 
petroleum, 6 cents; coal and coke, 9 cents; automobiles and 
trucks, 23 cents; grain, 34 cents, animal products other than 
fresh and cured meats, 40 cents, and agricultural products other 
than fruits, vegetables and grain, 41 cents. 


Claim Division Officers 


The general committee of the freight claim division, Asso- 
ciation of American railroads, under authorization granted at 
its 1942 annual meeting, has decided that the division will not 
hold an annual membership meeting this year. It has reelected 
present officers for another year. These include C. D. Hart, 
assistant general claim agent, Atchison, Topeka and Santa Fe, 
chairman; C. H. Dietrich, executive vice-chairman; J. J. Mc- 
Manus, freight claim agent, Northern Pacific, first vice-chair- 
man; J. M. Heath, freight claim agent, Lehigh Valley, second 
vice-chairman, and Lewis Pilcher, secretary. 

The following were elected to membership on the general 
committee: 


A. Shelburne, auditor of claims, Canadian Pacific; C. O. Miller, 
freight claim agent, Chesapeake and Ohio; T. B. Barry, freight claim 
agent, Western Pacific; W. C. McAlister, freight claim agent, New 
York, New Haven and Hartford. 


Holdover members of the general committee are: 


H. C. Pribble, general claim agent, Atchison, Topeka and Santa 


Fe; M. G. Ware, general freight claim agent, Southern Railway; A. P. 
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Hickcox, freight claim agent, Pennsylvania Railroad; C. G. Webb, 
freight claim agent, Southern Pacific Lines in Texas and Louisiana. 


The general committee has named the following chairmen 
of the divisions standing committees: 


Rules of order, Leo Schnabel, superintendent of freight loss and 
damage claims, Texas and Pacific Railway; freight claim rules, A. G. 
Gilmour, general freight claim agent, Canadian National; prevention 
of loss and damage, E. B. DeVilbiss, insurance department, Pennsyl- 
vania Railroad; advisory committee of railway counsel, George R. Allen, 
assistant general counsel, Pennsylvania Railroad; special committee on 
principles and practices, C. H. Dietrich, executive vice-chairman; appeal 
committee, J. K. Lovell, general freight claim agent, New York Central; 
loss and damage arbitration committees, F. L. Schepler, general freight 
claim agent, Baltimore and Ohio; M. A. Hartigan, Jr., general claim 
agent, Virginian Railway; M. —. Keehan, freight claim agent, Chicago 
Great Western; F. A. Kilker, freight claim agent, Chicago, Burlington 
and Quincy; J. M. Heath, freight claim agent, Lehigh Valley; W. A. 
Murphy, freight claim agent, New York, Chicago and St. Louis. 


TRUCK CLAIM PREVENTION SECTION 


Organized eight months ago, the freight claim prevention 
section of the Oregon Motor Transport Association, through a 
long-range program of education in “claim prevention con- 
sciousness,” is effecting reductions in loss and damage claims 
filed with trucking companies and is serving as “a definite aid 
to the war effort,” says Lee M. Neff, Pierce Auto Freight 
Lines, its chairman. Similar work in other territories would 
produce good results, he says. The section issues a claim pre- 
vention bulletin at regular intervals, in which factors tending 
to reduce loss and damage are stressed, and has compiled and 
distributed to drivers and dockmen a manual on freight claim 
prevention. Each truck operator in the area has been asked 
to place the claim prevention activities of his company in the 
hands of an officer or employe and to pledge that employe’s 
presence at the section’s semi-monthly meetings. 

The section seeks the cooperation of shippers. In keeping 
with this effort, it solicited the appointment by the Portland 
Industrial Traffic Club of a committee to cooperate with it. 
C. Howard Bowers, president of the club, has appointed such a 
committee, consisting of C. T. Kathrens, Montgomery Ward 
and Company, chairman; F. O. Curtis, Blake, Moffitt and 
Towne, and C. J. Roper, Marshall-Wells Company. 

In addition to Mr. Neff, officers of the section include 
Allen T. Underwood, Inland Motor Freight, vice-chairman; 
B. J. Wilson, Garrett Freight Lines, secretary, and Earl K. 
Sweet, Lee and Eastes, treasurer. Headquarters are in the 
offices of the Oregon Motor Transport Association in Portland. 


Money for I. C. C. 


Senate approval of restoration to members of the Com- 
mission of their statutory salaries of $12,000 each—an increase 
of $2,000 over what they have been paid in recent years—was 
obtained May 24 by Chairman Wheeler, of the Senate inter- 
state commerce committee, when the independent offices ap- 
propriation bill was under consideration. The matter still has 
to be acted on in the House. 

Senator Wheeler offered an amendment to the bill strik- 
ing out language limiting the salary of a commissioner to 
$10,000. The Senate committee on appropriations had refused 


to — such an amendment (see Traffic World, May 22, 
p. ). 


Salaries of the commissioners were fixed at $12,000 a year 
by the transportation act of 1920 and that provision was never 
changed, Senator Wheeler explained. The reduction effected 
in commissioners’ salaries was accomplished by provisions in 
the annual appropriation bills. Effective July 1, 1932, the sal- 
aries were reduced to $10,000 as a part of the “economy” pro- 
gram then made effective. Later a 15 per cent reduction was 
made, cutting the salaries to $8,500. This amount was in- 
creased to $9,000, then to $9,500 and finally, in 1935, the salary 
was made $10,000 and there it has remained. 


“I call attention to the fact that the salaries of other 
government employes were returned to their normal base,” 
Senator Wheeler said. 

The senator spoke of the fact that Congress had greatly 
increased the duties of the Commission since 1920, referring to 
the legislation regulating trucks, busses and water carriers. 

“I submit that while we are spending billions of dollars 
for everything under the sun, the commissioners of the Inter- 
state Commerce Commission should receive the salaries which 
were provided for them when the act was originally passed,” 
said he. “There can be no excuse for reducing their salaries. 
Other salaries which were reduced under the economy act have 
been restored but those of the Interstate Commerce Commis- 
sioners have not been restored.” 









TRAFFIC WORLD 








Senator McKellar, of Tennessee, of the Senate appropria. 
tions subcommittee that had charge of the independent offices 
bill, thought if there was necessity for a cut in the depression 
days of the thirties “it is a million times greater today.” 

“T have long felt that senators and members of the House 
of Representatives ought to have more salary than they re. 
ceive,” said Senator McKellar. “Their work has been vastly 
increased, but I would not think of offering an amendment to 
increase the salaries of senators and members of the other 
House at a time such as this, and I am rather inclined to think 
the committee was entirely correct in not increasing the salaries 
of the members of the Interstate Commerce Commission, the 
members of the Maritime Commission, and the members of 
the Tariff Commission.” 

Senator McKellar thought if the change were made as to 





I. C. C. salaries, the salaries of the other commission members # 
ought to be increased but Senator Wheeler’s amendment, as Hot 
approved, covered only the I. C. C. il 
Senator Wheeler said that with overtime and war-time ie - 
increases staff members of the I. C. C. whose regular pay was a 
at the rate of $10,000 a year would be getting more money day 
than the commissioners. : 
Senator Overton, of Louisiana, pointed out that the pro- - 
vision in the appropriation bill excepted the present chairman oe 
of the Maritime Commission from the $2,000 cut, and added a 
the duties of an I. C. C. commissioner were just as great as of 
those of the M. C. chairman. on 
“I say that there is not a commission in the city of Wash- ch 
ington which has duties so complicated as those of the Inter- the 
state Commerce Commission, nor one which has to deal with in 
the regulation of transportation running into the billions of a 
dollars, as does the Interstate Commerce Commission,” said me 
Senator Wheeler. tn 
The senator also said that in the last few years “young ne 
men, just out of college, have been brought to this city and an 
put in one department or the other and paid $10,000 a year, 
but in the Interstate Commerce Commission we have respon- ch 
sible men, who have had great experience in their line of st 
endeavor.” se 
Senator Reed, of Kansas, supporting the Wheeler amend- sic 
ment, said he did not think the work of any other body or off 
commission in the government compared with that of the Com- an 
mission. tr 
“There is certainly no other administrative body which af 
commands the confidence of the people of this country to the Ci 
extent that the Interstate Commerce Commission does,” said he. 2 
Federal judges received only $10,000 a year, said Senator 
McKeller, but Senator Wheeler said the average federal judge 
in the United States did not put in one-half the time put in by 
members of the Commission. fu 
“We know that one judge who was appointed to the fed- tr 
eral bench in Texas is now sitting in the food conference at nm 
Hot Springs, Va., because, apparently, there is not enough for er 
him to do in the district to which he has been appointed,” said Ss 
Senator Wheeler. at 
Other senators who supported the Wheeler amendment in in 
remarks were Nye, of North Dakota, and Stewart, of Tennes- of 
see. Senator McKellar was the only one who objected. The it 
amendment was agreed to without a record vote. 5) 
The Senate agreed to the committee amendment to the 1 
bill increasing the appropriation for the motor work of the 
Commission $100,000 to $3,100,000. 9 
eee ee c 
U. S. RUBBER CO. EXPERIMENTAL PLANTATION s 
The United States Rubber Company has leased a planta- 0 
tion near Yuma, Ariz., for experimental culture of rubber- i 
yielding plants and will soon have in operation there a field 
laboratory in which the characteristics of the rubber produced r 
will be determined by X-ray methods. The director of the 1 
company’s wild rubber research is Dr. John McGavack. R. E. | t 
Beckett, formerly with the experiment station of the Depart- t 
ment of Agriculture at Bard, Cal., has been placed in charge ¢ 


of the Arizona project. 





GOODRICH PRODUCES SOFTER RUBBER 


The B. F. Goodrich Company, Akron, O., has announced 
it has succeeded in making, by an extrusion process, a type 
of rubber softer than any natural rubber compound it has 
ever obtained by that process. The extruded rubber is ob- 
tained from Ameripol, a synthetic rubber manufactured by the 
company. The rubber has a tensile strength of 700 pounds and 
can stand extreme cold temperatures without cracking, the 
company says. It will be used as a compressible sealing mate- 
rial by a manufacturer of military airplanes and, after the 
war, may be used as an air-tight and liquid-tight seal in indus- 
trial manufacture. 
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May 29, 1948 


Cineinnati Truck 
Meetings 


Business Development and Safety and Operations 
Sections of A. T, A. Meet in Three-Day Session 
to Hear Speakers and Participate in Discus- 
sions of Wartime Trucking Problems— 


Elect Officers 
(By Robert J. Bayer, Staff Correspondent at Cincinnati) 


e Over 300 truck operators, members of the American Truck- 
ing Associations, Inc., gathered at the Netherland Plaza 
Hotel, May 20, to listen to speeches by leaders in the industry and 
military and governmental officials and to discuss their prob- 
lems. On that day, the associations’ business development sec- 
tion held its third annual spring meeting. On the following two 
days, its safety and operations section held its fourth annual 
spring meeting. Most of those registering attended both meet- 
ings. Neither section transacted any business, other than elect- 
ing its officers. The safety and operations section had a resolu- 
tions committee, but its report, presented just before the close 
of the meeting, the afternoon of May 22, contained merely 
resolutions of thanks to the Cincinnati Motor Transportation 
Club, as host organization, and to others who had to do with 
the arrangements for the meetings and their successful carry- 
ing out. The report said the committee had considered pre- 
senting a resolution bearing on the shortage of truck replace- 
ment parts and the poor material being used in their manufac- 
ture, but that it had decided that no such resolution was 
necessary, because officers of the safety and operations section 
and of A. T. A. here was already at work on the matter. 

R. F. Sanford, Red Arrow Freight Lines, Houston, Texas, 
chairman of the business development section, presided at the 
meeting of that section. Featured speakers at the morning 
session were Col. W. J. Williamson, chief, traffic control divi- 
sion, transportation corps, U. S. Army; Commander F. C. Toal, 
officer in charge, transportation division, bureau of supplies 
and accounts, U. S. Navy; W. C. Crow, chief, warehousing and 
transportation division, War Food Administration, and, at the 
afternoon session, Morris Edwards, executive vice-president, 
Cincinnati Chamber of Commerce; T. N. Bath, Shell Oil Com- 
pany, and Phil Heinerfeld, Biow Company. 


Williamson Speaks 


Col. Williamson said his division was conscious of the use- 
fulness of highway transportation in the movement of military 
traffic and that about 650,000, or one-tenth of the total, was 
now moving by truck, in addition to the tonnage inbound to 
consolidation stations and distributed therefrom by truck. He 
said his division’s control of traffic movement was efficient, 
adding that it now employed 700 men in Washington and 1000 
in the field, the latter also having some other duties. He spoke 
of port congestion in the first World War, and the absence of 
it at present, saying the improvement was largely due to a 
system of car reports telegraphed daily to Washington from 
1500 military centers throughout the country. 

In addition to these duties, he said his division operated 
2500 tank cars and had improved the performance of those 
cars from 14 to 80 miles a day. Consolidating and distributing 
stations, he said, had loaded 11,000 cars, or 425,000,000 pounds 
of miscellaneous freight, up to the end of April and the trucks 
deserved their share of credit for that performance. 


He urged truck operators to take an active part in the 
movements in various centers to reduce the time of loading and 
unloading. Referring to Perfect Shipping Month, he said 
truckers were not handling vital war materials as carefully as 
they should. He exhibited photographs showing poor condition 
of goods on arrival at African ports. 


In answre to a question fro mthe floor as to why something 
wasn’t done to assure the shipping of government traffic on 
government bills of lading, so that truckers might know under 
what rate the goods were moving, Col. Wliliamson said his 
organization was “doing much to eliminate this evil,” but that 
it could not delegate authority to issue government bills of 
lading to shippers indiscriminately and that, therefore, the 
trouble would probably never be entirely eliminated. In answer 
to another question, he said that refusal of a trucker to sign 
a land-grant rate agreement need not necessarily mean that 
he could get no government traffic. Those in charge of routing 
such traffic had instructions to use the lower-rated routes, he 
Said, except where considerations of speed or convenience justi- 
fied shipment by higher-rated routes. Referring to the removal 
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of Ex Parte 148 increases in rail rates, he said no instructions 
had been issued to government routing clerks to shift traffic 
from trucks to rails in order to take advantage of what was now 
a favorable rail rate differential. The War Department, he said, 
had ‘deliberately avoided” taking part in the move to remove 
the Ex Parte 148 increases. It was his personal opinion, he 
said, that the War Department would instruct its transporta- 
tion officers not to change their present routing practices be- 
cause of the general reduction in the rail rates. 


Rates and Solicitation 


The Ex Parte 148 rail rate decreases came up again, in 
the afternoon discussion period, when several speakers from 
the floor urged truck operators to restore and intensify solici- 
tation activities. All of these implied that it would be impos- 
sible for the trucks to meet the rail rate decreases and said 
that, because of the existing differential against them, truckers 
would have to use more salesmanship to get and keep business. 

Commander Toal spoke briefly, outlining the organization 
of his division. He said lack of manpower in it made it im- 
possible for his office to admit freight solicitors and suggested 
to those present that they not waste time trying to convince 
the Navy, by personal calls at his office, that it ought to route 
traffic via their lines. Some have tried it, he said, but had 
found it “so difficult to get through the red tape that they 
gave it up as a bad job.” 

Mr. Crow said he would not try to describe the organiza- 
tion of the War Food Administration, because it changed so 
rapidly and often that it would probably be “out of date” 
before he got through describing it. He said the trucks paid a 
particularly important part in the distribution of foodstuffs, 
but that the industry needed a “thorough reorganization of 
routes.” He told of studies of some routes that indicated a 
possible saving of 40 per cent in mileage. 

W. E. Hayghe, chief, central traffic service, procurement 
division, Treasury Department, scheduled to speak, was not 
able to be present, but sent a brief statement, which was read 
by the chairman. He said he found it necessary to “throw cold 
water” on the hopes of the trucks to participate in lend-lease 
traffic. That traffic had to be timed to the availability of ships, 
he said, and only the railroads were “flexible enough” to offer 


the necessary transit and storage arrangements necessary to 
avoid port congestion. 


Advertising and Promotion 


Mr. Bath spoke at length about the place of advertising 
and promotion in the selling of transportation. He summarized 
what he had to say as follows: 


1—Transportation is a commodity and must be sold as such. That 
selling should be in two phases—advertising and direct solicitation. 
One will not be sufficient. Advertising alone will not sell your com- 
pany or your industry—neither will direct solicitation. They must 
be used together since one complements the other. Your main objec- 
tive in advertising should be to sell your industry to the public away 
from your major competitor instead of away from one another within 
your industry. 

2—Since we are convinced that salesmanship is necessary, prepare 
your salesman to discuss your company with his prospects. Let him 
know your policies—your plans—your advantages—yes, even your 
limitations, for we know that everything has its limitations. This is 
vital if you are to avoid the dangers of overselling. Overselling is 
undoubtedly the worst fault of any salesman. It destroys the cus- 
tomers’ faith in your salesman and what is more important, in your 
company and your industry. 

3—If possible develop something new—some new service—some 
new angle which will put you ahead of your major competitor. Then 
press it hard. You have one big advantage at present, speed. Capi- 
talize on it, gentlemen. 


Mr. Heinerfeld, who handled the A. T. A. advertising 
account for the Biow advertising agency, described the cam- 
paign now being carried on in newspapers by the association. 
The real advertising job for the association now, he said, was 
not the selling of services, which were taxed to capacity, but 
selling to the public the fact that the trucks were doing an 
outstanding war job. He spoke of the controversy between Ted 
V. Rodgers, president of the association, and John J. Pelley, 
president of the Association of American Railroads, over claims 
voiced in A. T. A. advertising that the trucks were carrying 25 
per cent of the country’s traffic load. In effect, he said, Mr. 
Pelley had said to the trucks in his objections: “You are doing 
a swell job, and we don’t like it.” He said he was sorry the 
controversy hadn’t continued because it served to bring to the 
attention of a large block of the public for the first time the 
importance of highway transportation in the war effort. After 
the controvesy ended, he said, “our story still stood.” 

He warned that the railroads were “laying the ground- 
work” for the accusation that trucks were ruining the high- 
ways, because present insufficient maintenance was resulting 
in deterioration, and because the reduction in civilian travel 
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made the trucks susceptible to that charge. Highway trans- 
portation should prepare now to refute those charges, said he. 


Business Development Section Officers 


The section reelected Mr. Sanford chairman, J. D. Kluttz, 
Associated Transport, Inc., Charlotte, N. C., first vice-chairman, 


and Walter Mullady, Decatur Cartage Company, Chicago, 
second vice-chairman. 


The following were elected members of the board of di- 
rectors: 


Dawson Ditt, Joshassuck Transportation Company, Saylesville, 
R. I.; H. B. Church, Church Truck Service, Boston, Mass.; C. J. Hep- 
ting, Middle Atlantic Transport Company, New Britain, Conn.; H. A. 
Hall, C. E. Hall and Sons, Somerville, Mass.; J. W. Leonard, Branch 
Motor Express Company, New York; F.,J. Quick, AAA Trucking Cor- 
poration, New York; Kenneth Lyons, Lyons Transportation Company, 
Erie, Pa.; A. E. Teagan, O. K. Trucking Company, Charleston, W. Va.; 
Sidney Allen, Central Truck Lines, Tampa, Fla.; John Akers, Akers 
Motor Lines, Gastonia, N. C.; J. D. Klutts, Associated Transport, Inc., 
Charlotte, N. C.; E. L. Long, Long Motor Lines, Greenwood, S. C.; 
E. L. Padgett, Lewis and Holmes Motor Freight Corporation, High 
Point, N. C.; C. L. Shaw, K. and L. Transportation Company, Atlanta, 
Ga.; H. B. Coons, Silver Fleet Motor Express, Louisville, Ky.; Julian 
Hooper, Super-Service Motor Freight Company, Nashville, Tenn.; J. P. 
Massey, Jack Cole Company, Birmingham, Ala.; Harry F. Chaddick, 
American Transportation Company, Chicago; C. J. Viking, Webber 
Cartage Company, Waukegan, Ill.; C. L. Jones, Clemans Truck Line, 
South Bend, Ind.; Walter Mullady, Decatur Cartage Company, Chicago; 
Kenneth Foster, Foster Freight Lines, Indianapolis, Ind.; Ernie Barber, 


Sherer Freight Lines, Ottawa, Ill.; Earl Hanna, Best Motor Lines, 
Detroit, Mich.; Bert Watson, Brown Express, San Antonio, Texas; 
A. H. Hall, Yellow Transit Company, Oklahoma City, Okla.: R. F. 


Sanford, Red Arrow Freight Lines, Dallas, Texas; C. H. Vincent, 
Service Lines, Inc., St. Louis, Mo.; C. F. Weilbacher, Vicking Freight 
Company, St. Louis, Mo.; E. Dowe, Yellow Truck Lines, Madison, 
Wis.; A. F. Nash, Motor Transport Company, Milwaukee, Wis.; Grant 
Gordon, Freightways, Inc., Salt Lake City, Utah; Rex Shepherd, Motor 
Express Company, Salt Lake City, Utah; Ray Hendricks, Garrett 
Freightlines, Inc., Pocatello, Ida.; O. R. Craven, Orange Transporta- 
tion Company, Pocatello, Ida.; H. P. Merry, Southern California Freight 


Lines, Los Angeles, Cal.; C. L. Roush, Navajo Freight Lines, Los 
Angeles; Henry Hodge, Nevada Consolidated Freight Lines, Los An- 
geles; F. Thompson, Jr., Liberty Highway Company, Toledo, O.; 


E. F. McClellon, Associated Truck Lines, Grand Rapids, Mich.; C. W. 
Hoke, Norwalk Truck Lines, Norwalk, O.; C. J. Madigan, Motor Ex- 


press, Inc., Cleveland, O.; A. F. Mathews, Consolidated Freight Com- 
pany, Saginaw, Mich. 


Messrs. Sanford, Kluttz, Mullady, Vincent, Ditt, and 
Thompson were selected to constitute the executive committee. 


Safety and Operations Sessions 


W. Robert Smith, Pennsylvania Truck Lines, Philadelphia, 
chairman, presided at the meeting of the safety and operations 
section. James G. Stewart, mayor of Cincinnati, made an ad- 
dress of welcome and President Ted V. Rodgers of the A. T. A. 
responded. The first session was devoted to manpower, with 
Lt. Col. Guiton Morgan, regional field officer, Selective Service; 
D. E. Berg, United States Employment Service; Dorothy Sells, 
chief, personnel supply section, division of transport personnel, 
Office of Defense Transportation; Lloyd H. Taylor, training 
within industry division, War Manpower Commission, and L. S. 
Hawkins, director, vocational training for war production work- 
ers, U. S. Office of Education, contributing addresses. 

The afternoon session, with John Sloan Smith, vice-presi- 
dent, Aero-Mayflower Transit Company, presiding, was de- 
voted to parts and equipment. Those who spoke on the subject 
included M. E. Kane, chief, allocations section, division of 
motor transport, O. D. T.; J. J. Donovan, assistant director, 
automotive division, War Production Board; C. F. Wismeyer, 
chief, automotive field service, automotive division, W. P. B., 


and Major J. H. Stark, Jr., highway division, U. S. Army air 
service forces. 


The morning of May 22, with George Grist, Eagle-Glove- 
Royal Group in the chair, Rufus Jasper, Fleet Safety Engineer, 
National Safety Council, spoke of the wartime accident record 
of commercial vehicles. He said it was not good, that the 
number of accidents had not declined in proportion to the 
decline in mileage of commercial vehicles operated. George R. 
Wellington, chief, section of safety, bureau of motor carriers, 
Interstate Commerce Commission, said that, while Mr. Jasper’s 
figures might be correct for commercial vehicles as a class, 
statistics so far as the Commission had been able to develop 
them indicated that the record of over-the-road truckers was 
good. 

D. H. Gilhausen, director of safety and personnel, Norwalk 
Truck Lines, spoke on wartime personnel relations, and J. Will- 
ard Lord, Atlantic Refining. Company, on standard maintenance 
practice instruction. 

In the afternoon there was an open forum on industry 
problems with Walter W. Belson, director of rubber research 
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and supply, and Charles G. Morgan, director of operations, 
both of A. T. A., leading. Mr. Smith was reelected chairman 
and the following other officers were elected: 


Vice-chairman, D. H. Gilhausen, Norwalk Truck Lines, Norwalk, 
O.; members of the board of directors, M. A. Savin, Savin Express 
Company, New London, Conn.; G. B. Holman, George B. Holman ang 
Company, Rutherford, N. J.; Jack Lewis, Davidson Transfer and Stor. 
age Company, Baltimore, Md.; John Akers, Akers Motor Lines, Gas. 
tonia, N. C.; Harold Willings, Huber and Huber Motor Express, Louis- 
ville, Ky.; J. S. Smith, Aero-Mayflower Transit Company, Indianapolis, 
Ind.; R. D. Martin, Red Arrow Freight Lines, Houston, Texas; Freq 
A. Miller, Park ‘Transportation Company, St. Louis, Mo.; C. w, 
Trampe, Film Service, Inc.; Milwaukee, Wis.; L. L. James, Rio Grande 
Motor Way, Denver, Colo.; R. D. Condit, Pierce Auto Freight Lines, 
Inc., Portland, Ore.; Ear] Oldenburg, Fortier Transportation Company, 
Fresno, Cal.; J. M. Flake, Associated Truck Lines, Grand Rapids, 
Mich. 


Luncheon Speakers 


Josh Lee, member of the Civil Aeronaut'cs Board, who 
was scheduled to speak at a luncheon session May 20, was not 
present. In his stead, J. N. Bauman, vice-president in charge 
of sales, White Motor Company, spoke on the need for adver- 
tising trucks and their services in wartime so as to “influence 
the people to do the right thing’ when the war ended. The 
speaker at the luncheon on the second day was Haskell Donoho, 
counsel, transportation division, O. P. A. He said the O. P. A, 
considered it its function, under presidential order, to prevent 
rate increases so far as possible. It took the position that the 
rate increases for truck services were justifiable only when 
absolutely necessary to continue essential war service or to 
maintain the operations on a solvent financial basis. Chances 
for general truck rate increases at present were small, he said. 
Truckers, he added, must work to keep costs down. The 
O. P. A. was aware of increases in cost of parts and gasoline, 
he said, and was working on those problems. An order that 
would result in lowering of gasoline costs to truckers might be 
expected in a few days, he said. 

Speaker at the final luncheon session, May 22, was James 
Counzleman, public relations director, Keeshin Motor Lines, 
Chicago. He suggested that trucks “quit thinking about the 
railroads as competitors” and improve their service and sales 
so that the public would accord them their proper share of 
business without regard to rates. Most of his address was 
spent in telling amusing anecdotes of his days as a football 
player and as coach of the Chicago Cardinals, professional foot- 
ball team. 

The Cincinnati Motor Transportation Club tendered vis- 
itors to the meetings a cocktail hour early the evening of May 
21. Later that evening there were showings of industrial mo- 
tion pictures and slides by various supply and commercial firms 
with the object of showing those attending what was available 
for exhibition at meetings of local business organizations and 
groups of employes. 





FRUEHAUF ANNUAL REPORT 

“The demands the post-war era will place on transporta- 
tion challenge the imagination,” says Harvey C. Fruehauf, 
president, Fruehauf Trailer Company, in his annual report to 
the company’s stockholders. “It is stating the case very mildly 
to anticipate a transportation development far beyond our 
present conception.” This increase in transportation, said he, 
would be needed because of the ‘pent-up demand for manufac- 
tured products” that will be released, and a “tremendous era 
of public works.” Much of the transportation improvement 
will take the form of more adequate highways and the devel- 
opment of highway vehicles freed from pre-war restrictions. 
The need for adequate highway transportation would “over- 
come many of the antagonistic influences which were formerly 
directed against it,’ said he, and public opinion would not 
“countenance a return to the pre-war restrictions which threat- 
ened to throttle the growth of highway transportation.” 

Sales of the Fruehauf Company in 1942 totalled $39,093,- 
494, the highest in its history and 12.3 per cent over 1941, he 
said; but profits in 1942 were $1,653,498.26, as compared with 
$2,019,936.59 in 1941. This, he said, was due to the fact that 


vehicles for war use constituted most of the company’s produc- 
tion in 1942. 


CHICAGO JOINT INFORMATION OFFICE PERFORMANCE 


The Chicago truck joint information office reports that, in 
the five-week period ending May 15, it furnished equipment 
to transport 11,350 tons of freight outbound, an increase of 
1720 tons over the previous five-week period. The total num- 
ber of 10-ton traffic units registered at the office in the five 
weeks was 2537; total units registered for loads, 1770; units 
loaded through the office, 1135, and clearances issued to 
points of loading, 4852. 
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War Mohilization Office 


The Traffic World Washington Bureau 


President Roosevelt, May 28, issued an executive order 
creating the Office of War Mobilization to unify more closely 
the work of the war agencies concerned with the production, 
procurement, transportation, and distribution of military and 
civilian supplies, materials, and products. He said James F. 
Byrnes was resigning as Economic Stabilization Director to 
become director of the new office and that Judge Fred M. Vin- 
son, of the U. S. Circuit Court of Appeals, former Congressman 
from Kentucky, would become Economic Stabilization Director. 
Mr. Byrnes will be assisted by a war mobilization committee 
composed of the secretaries of War and Navy, the chairman 
of the Munitions Assignment Board and the War Production 
Board, and the Economic Stabilization Director. 

The executive order provides that the Office of War Mobili- 
zation may issue such directives on policy or operations to the 
federal agencies and departments as may be necessary to carry 
out the programs developed, the policies established, and the 
decisions made under the order. 

The order provides that it shall be the duty of all agencies 
and departments to execute these directives and to make to 
the Office of War Mobilization such progress reports as may be 
required. 

“We are entering a phase of the war effort when we must 
streamline our activities, avoid duplication and overlapping, 
eliminate interdepartmental friction, make decisions with dis- 
patch, and keep both our military machine and our essential 
civilian economy running in team and at high speed,” said the 
President. 

The order applies to the Office of Defense Transportation. 


Truck “Gas” Rations Cut 


Truck operators in the eastern gasoline shortage area 
would have to reduce their daily mileage an average of 40 per 
cent, beginning 12:01 a. m. May 24, in order to stretch the 
supply of gasoline for such operations, said the Office of De- 
fense Transportation late May 22. The restrictions apply also 
to bus and taxicab operations, and were worked out by the 
0. D. T. and the Office of Price Administration in an effort, 
said the O. D. T., to prevent a breakdown in essential motor 
transportation in the east. 

The O. D. T. said the reduction was effected in this way: 
0. P. A., at O. D. T.’s request, extended from June 30 to July 
25 the valid period for all current “T” gasoline rations in the 
area. It said the valid period for third-quarter coupon rations 
in the shortage area would begin at 12:01 a. m. July 26. 

The ‘‘T’’ coupons are allocated to operators of all types of 
commercial transportation vehicles using gasoline. The eastern 
fuel shortage area embraces the twelve northeastern states, the 
District of Columbia, and eight counties in West Virginia. 

At the same time, the O. D. T. announced that an order 
would be released May 24, effective May 27, drastically cur- 
tailing deliveries of less essential commodities, such as beer, 
liquor, and other beverages, ice cream, and flowers. Other 
deliveries would be limited in the shortage area, it said. 

It would be up to the commercial vehicle operators them- 
selves, O. D. T. officials emphasized, to space out the rations 
now in their hands to cover the extra 25 days being added to 
the current ration period. Otherwise operators who do not 
conserve their gasoline for use over the entire period will run 
the risk of being totally without motor fuel when their present 
rations are gone, says O. D. T. 

O. D. T. further warned that the present reduction would 
be followed by a systematic “tailoring” of the certificates of 
war necessity of all commercial vehicle operators in the short- 
age area to carry the cut into the last half of the year, if nec- 
essary. 

In the rest of the nation, said O. D. T., the issuance of 
third-quarter commercial vehicle rations would be handled as 
previously announced. However, it added, none of the third- 
quarter rations would be valid in the critical area until July 
26. Operators running into the critical eastern areas, it said, 
must spread out their second-quarter rations the same as those 
who operate wholly within the areas. Operators who regularly 
crossed from the critical area into the non-critical area, it said, 
would not be able to use their extended-time ‘‘T” coupons in 
the non-critical states. 

In explaining its attitude in dealing with appeals from 
bus companies for relief from the cut in gasoline effected 
through extension of the “T’’ coupons, the O. D. T. said that 
Where inter-city bus routes paralleled railroads no additional 
gasoline would be given to a bus operator if it was possible to 
divert passengers to the rails. Both city and inter-city busses, 
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said O. D. T., would be expected to cut schedules so that stand- 
ing passengers would be carried on all trips. 

The O. D. T. has issued the order referred to as amend- 
ment No. 3 to General Order O. D. T. 17, restricting all whole- 
sale and retail deliveries in the northeastern gasoline shortage 
area. The amendment entirely prohibited retail delivery of 
fifteen commodities, including soft drinks, alcoholic beverages, 
ice cream, magazines, and radios. An appendix to the order 
specified the maximum weekly number of wholesale and re- 
tail deliveries of various commodities. In many cases, O. D. T. 
said, the certificates of war necessity would not provide for suffi- 
cient gasoline to make the maximum number of permitted 
deliveries, but that allotments of gasoline would not be in- 
creased to enable a truck owner to make as many deliveries 
as specified in the order. 

The exemptions permitted under General Order O. D. T. 17 
would also apply to the amendment, said O. D. T., including 
deliveries to farms and ships, deliveries of newspapers, certain 
mine products and explosives, medicines, telegrams, and U. S. 
mail. It pointed out that the exemptions applied only to fre- 
quency of deliveries, and not to the 40 per cent mileage cut. 

The order does not apply to deliveries to manufacturing 
plants, O. D. T. says, unless the material delivered is intended 
for retail sale at the plant. 

The O. D. T. has appealed to the public not to use busses 
and taxicabs in the eastern gas shortage area for amusement, 
recreation, social, and other non-essential purposes. 

Bus and taxicab operators in the northeastern gasoline 
shortage area were ordered by the Office of Defense Transporta- 
tion May 27 to start cutting their mileage immediately. A 
general order (General Order O. D. T. 39) was issued by 
Director Eastman requiring the operators to begin reducing 
mileage at once by 20 per cent, and serving notice that addi- 
tional curtailments must be made. The action was forced 
O. D. T. officials said, by the failure of some operators to begin 
stretching their ‘“T” gasoline rations voluntarily to meet the 
overall 40 per cent reduction in mileage imposed by extending 
the valid period for the current rations for an extra 25 days. 
By maintaining schedules as usual, the O. D. T. said, these 
operators would have exhausted their gasoline allotments and 
left 7 opal communities without essential transportation service 
in July. 

In an effort to work out a plan to curtail the consumption 
of gasoline by the trucking industry in the gasoline shortage 
area, the American Trucking Associations, Inc., sent out hurry- 
up calls for a meeting of truck operators in Washington, May 
28. At A. T. A. headquarters it was said that representatives 
of common carriers, contract carriers, private carriers, house- 
hold goods carriers and specialized carriers, in the twelve 
northeastern states, the District of Columbia, and certain coun- 
ties in West Virginia, had been invited to attend the meeting, 
at which, it was said, Director Rogers, of the Commission’s 
motor transport division, would be present. 

Among the suggestions which had been advanced to ease 
the gasoline shortage in the area, it was said, was that the 
Office of Defense Transportation place a ban on pleasure 
driving in the middlewest, and divert the gasoline being de- 
livered there for that purpose into the area of shortage. 

Busses, trucks, taxicabs, fire engines, and other commercial 
vehicles should not be used in Memorial Day or other parades, 
the Office of Defense Transportation says, adding that gasoline 
is allotted to commercial vehicles only for essential operations, 
as specified by the vehicle’s certificate of war necessity. An 
operator who uses his vehicle in parades, or in other non- 
essential pursuits, the O. D. T. warns, may have his gasoline 
allotments reduced by the amount of his non-essential operations. 


0. D. T. and War Mobilization 


A. F. Whitney, president of the Brotherhood of Railroad 
Trainmen, in testimony before the Senate military affairs com- 
mittee May 26 on proposed legislation to establish an office of 
war mobilization, said the Office of Defense Transportation 
ought to be integrated with other war emergency agencies. 

“Those familiar with the ramifications of the railroad in- 
dustry—the backbone of our entire transportation system— 
are convinced that, despite the record accomplishments of rail- 
road employes, there will be a breakdown unless drastic steps 
are taken to avert the crisis,” Mr. Whitney said, contending 
that the problem of transportation had not been properly 
coordinated with the related problems of materials, production 
and manpower. He urged an amendment to the mobilization 
bill which would tie in the O. D. T. with the other war 
agencies. 

“TI cannot begin to understand,” he testified, “how we can 
obtain the maximum utilization of manpower on the rails un- 
less there is complete co-ordination between the United States 
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Employment Service of the War Manpower Commission and 
the Railroad Retirement Board Employment Service, and those 
agencies of the government which deal with housing, rationing 
and price control. 

“Trainmen who work all hours of the day and night, and 
who are denied adequate eating or sleeping facilities, cannot 
long continue to perform with any degree of efficiency or 
safety. No matter how effective the work of placement of men 
on jobs, no matter what orders are issued relative to job 
freezing, the absence of decent housing accommodations and 
eating facilities must inevitably stimulate a labor turnover that 
does not help the war effort. This is a problem which concerns 
more than one wartime agency of the government. 

“It is inevitable in the nature of the present set-up that 
there are basic policy and program conflicts between the War 
Manpower Commission and the War Production Board and 
the Office of Economic Stabilization. Problems of manpower 
cannot be isolated from production problems, nor can they be 
removed from contact with various aspects of the stabilization 
program. The artificial separation of government agencies 
handling these various aspects of the war-production program 
and the military program has led to an anarchic situation 
which the war mobilization bill seeks to overcome.” 

He stated that the possibility of a transportation bottle- 
neck of “huge proportions” was “one of the main reasons for 
establishing an over-all set-up such as is envisaged by the war 
mobilization bill.” 

He declared that the railroads were confronted with a 
shortage of equipment. 

“Railroad equipment, both cars and locomotives, is being 
used to capacity, and replacements are inadequate,” he stated. 
‘“‘No doubt, more transportation could be handled, if new roll- 
ing stock were secured, if materials for the enlargement of 
inadequate terminal facilities could be obtained. Here is where 
the war mobilization bill comes into the picture. The Office 
of War Mobilization would solve this problem in accordance 


with a balanced program of production co-ordinated with our 
military needs.” 


O. D. T. JOINT ACTION PLANS 


The Office of Defense Transportation has approved, in 
special order O. D. T. B-44, coordination of bus service between 
Roanoke and Christiansburg, Va. O. D. T. said the order was 
based on a joint action plan submitted by Atlantic Greyhound 
Corporation, Charleston, W. Va., and Consolidated Bus Lines, 
Inc., Bluefield, W. Ya. Under the order, O. D. T. said, the 
carriers were required to interchange tickets, stagger schedules, 
pool depot and ticket facilities wherever practicable, and di- 
vert traffic to each to relieve overloads and to eliminate extra 
sections. In addition, it said, Atlantic would share its exclusive 
intra-state passenger rights on the route with Consolidated, 
thus providing an improved service. 


Oo. D. T. MANUAL ON PISTONS 


The Office of Defense Transportation has announced that 
it has issued a printed manual, prepared by the Society of 
Automotive Engineers, containing instructions for fitting pistons 
to reconditioned cylinders. It said copies of the manual and of 
other maintenance manuals issued by the O. D. T. might be 
obtained without charge from the main offices of the O. D. T. 


in Washington or from O. D. T. field offices of the Office of 
War Information. 


COAL TONNAGE DIVERSION TO RAILS 

Dislocation of New England coal shipping routes, by enemy 
submarine activity and diversion of colliers to other service, 
resulted in shifting ten million tons of coal to the railroads in 
the 1942-1943 fuel year, according to the Office of Defense 
Transportation. 

Figures compiled by the coal movement section of O. D. T.’s 
division of railway transport showed that the railroads carried 
all-rail to New England, and by rail to New Jersey piers serv- 
ing New York Harbor for transshipment to New England by 
barge, a total of 23,964,500 tons of anthracite and bituminous 
coal in the period from April, 1942, to April, 1943, as contrasted 


with 13,962,400 tons from April, 1941, to April, 1942, the 
©. D, F. said, 


FLOODS AND TRANSPORT 
The Office of Defense Transportation has advised truck 
operators in flooded areas in the middle west to check with 
O. D. T. district offices in or near those areas as to road con- 
ditions. It said these offices were maintaining current informa- 
tion on highway conditions in the flood areas and would advise 

any trucker of the best route to his destination. 
The O. D. T. advised persons planning rail or bus trips 
through flood-stricken areas to postpone such trips until con- 
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ditions returned to normal and suggested to travelers and to 
shippers of freight by rail or truck that they keep posted on 
conditions in the affected areas through local agents of the 
transportation lines. Flood waters had disrupted railroad an 
bus operations over a wide territory and had necessitated re. 
routing of rail and bus traffic, said the O. D. T. 

The O. D. T. also commented on interference with the move.}! 
ment of petroleum to the east by reason of the floods and the 
breakage in the 24-inch petroleum pipeline between Longview 
Tex., and Norris City, Ill. 

The Commission, division 3, has issued Service Order No, 
125, effective May 23, and until the further order of the Com. 
mission, directing railroads ‘operating within the following 
river valleys: Ohio, Missouri, Mississippi Rivers and Arkansas 
Grand, Illinois, Verdigris, Wabash, White and other tributaries 
where tracks are not usable due to floods” to forward freight 
traffic having origin or destination in, or ordinarily moving 
through such territory, via routes most available to expedite 
its movement and prevent congestion. The order directs this 
to be done without regard to the routing made by the shippers 
or by carriers from which the traffic was received, or to the 
ownership of the cars. It provided that the billing covering al] 
re-routed cars carry a reference to the instant order as av. 
thority for the re-routing. 








Oo. D. T. STORAGE CONTRACT AUTHORITY 

By issuance of supplementary administrative order O. D. T. 
1-1, L. M. Nicolson, director of the storage division of the Office 
of Defense Transportation, has designated the division’s asso- 
ciate director in charge of merchandise warehousing as a con- 
tracting officer, with authority to sign and execute any con- 
tracts, agreements and leases for and on behalf of the United 
States, ‘in pursuance of the authority and functions delegated 


by the Office of Lend-Lease Administration to the Office of De- inst 
fense Transportation, and in the performance of the duties and 
responsibilities resulting from such delegation.” sub 
The supplementary administrative order contained a pro- on 1 
vision that the exercise of the authority granted by it should be 7006 
subject to the general control and supervision of the director | 
of the O. D. T. and the director of the O. D. T. storage division. a 
MEMORIAL DAY TRAVEL im 
Director Eastman, of the Office of Defense Transportation, mat 
has urged the public to stay off trains and inter-city busses | j¢ 
over the Memorial Day week-end, coupling his request with a 
warning to residents in the gasoline shortage area that reduc- | ;,, 
tions in inter-city bus services made doubly imperative the | ., 
elimination of all unnecessary travel on trains as well as on | ¢, 
busses in the northeast. Memorial Day, Mr. Eastman’s an- } 4p 
nouncement said, would not be a holiday for workers at war | }, 
plants, for federal government employes, or for many others, pla 


and that there would be no let-up in troop movements or fur- 
lough travel over Memorial Day. If large numbers of holiday- 
makers crowded on trains and busses, he said, they would 
deprive soldiers and sailors of seats, perhaps even of standing 
room. The equipment to handle a big rush of civilian pleasure 
travel was simply not available, he said. 


Oo. D. T. APPOINTMENTS 

Appointment of Xerna R. Campbell, of Springfield, Mo., as 
deputy director of O. D. T.’s division of railway transport in 
charge of oil movement at St. Louis, Mo., has been announced. 
Mr. Campbell replaces Clyde W. Pace, who has resigned. With 
the exception of one year in the last war when he served with 
the Corps of Army Engineers, Mr. Campbell, a native of Skid- 
more, Mo., has spent his entire railroad career with the St. 
Louis-San Francisco Railway. Until he came with the O. D. T. 
he had been serving as train rules examiner, but his duties 
required him to watch traffic congestion and supervise troop 
movements over the entire Frisco system. 

The Office of Defense Transportation has announced the 
appointment of Clarence W. Looby of Kansas City, Mo., as 
chief material analyst, ways and structures, and of Joseph C. 
Dahlen of Baltimore, Md., as chief material analyst, equipment, 
in the division of railway transport. ; 

The appointment of Fred W. Eiselstein, of Columbus, Ohio, 
as principal motor transport expediter, and of David A. Met- 
calf, of Kansas City, Mo., as chief of the local cartage unit, has 
been announced by Director Rogers of the division of motor 
transport of O. D. T. 

Appointment of Harry L. Hammill of St. Louis, Mo., as 
assistant director of O. D. T.’s division of railway transport, in 
charge of rail-truck coordination in the St. Louis territory, 
was announced May 27 by Director Eastman. Mr. Hammill 
fills the vacancy caused by the transfer of George R. Bush to 
O. D. T.’s Chicago office. Mr. Hammill comes to the O. D. T. 
from the Chicago & North Western Railway where he has 
spent his entire railroad career, his most recent position having 
been that of general agent at St. Louis. 
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0il Transport Committee Report 


The work of the transportation committee for district two, 
petroleum industry committee, Petroleum Administrator for 
War, has brought about “very material results” in increasing 
the movement of petroleum and its products from district 
two, which includes the fifteen midwest and southern produc- 
ing states, to district one, the eastern seaboard consuming 
area, according to a report of the committee issued May 26. 
The plans and recommendations of the committee and its sub- 
committees have been made effective “through orders of 
p, A. W. and O. D. T., and through action taken by operators 
in the petroleum industry and the transportation industries,” 
says the report. Although there are no statistics to show just 
what quantities of petroleum and its products have been made 
available in district one through the work of the district two 
committee, it is possible to estimate the results by noting the 
number of tank cars made available for movements from dis- 
trict two to district one, out of the supply formerly used for 
transportation within district two, the report says, citing the 
increase in the inter-district cars from 50,000 on May 1, 1942, 
to 71,180 on May 1, 1943, and the decrease of the district two 
cars from 37,358 in December, 1941, to 13,181 in March, 1943. 

“The balance, 24,177 tank cars, has been made available 
for transportation of petroleum into district one,’ says the 
report. ‘““To this additional carrying capacity has been added 
the contributions made by barges, lake steamers and increases 
in the capacities of the pipe lines leading to the east.” 

Release of tank cars for movement to the east, the report 
says, Was made possible by increased use of tank trucks for 
jocal distribution from refineries and water and pipe-line ter- 
minals, and by reorganizing Mississippi and Ohio barge serv- 
ices to do the distributing “through the heart of district two” 
instead of moving them toward or into district one. 

The recommendations of the committee’s inland waterways 
subcommittee resulted in reversing the movement of petroleum 
on the Great Lakes so that the “negligible quantity of less than 
7000 barrels” a day carried eastward before 1942 increased to 
an average of 56,000 barrels a day in 1942. This was done, the 
report says, without additional equipment, by careful atten- 
tion to loading and unloading practices and the addition and 
improvement of terminal facilities. Not all of the recom- 
mended improvements have as yet been made, it continues, 
but “even greater quantities can be moved eastward in 1943” 
if they are undertaken. 

Transfer of tank cars of less than 7000 gallons capacity 
from district one service to district two, for local distribution 
service, making possible the release of cars of larger capacity 
for the inter-district traffic, has been an aid, the report says. 
Another considerable factor in the increase of petroleum move- 
ment to the east has been the adoption of the committee’s 
plan for trainload movements via specified routes to terminals 
in district one, the report says, adding: 










































































The adoption of this recommendation by O. D. T. and P. A. W. 
resulted in consolidation of traffic and greatly facilitated tank car 
shipments to the east coast area. In adapting itself to the shift from 
tank cars to tank trucks the petroleum industry in district two was 
obliged to carry out a revolutionary reorganization of local and semi- 
local distribution of products. Many companies had to make large 
investments in tank truck loading and unloading facilities. Many 
were obliged also to increase their operating expense in order to pro- 
vide the continuous night and day service by trucks, seven days a week, 
which became necessary in order to perform the work previously done 
by tank cars. 
















PETROLEUM BILL OPPOSITION 


A bill passed by the Florida senate to give that state the 
power to acquire control over all facilities for the transportation 
of petroleum products, through the right of eminent domain, has 
drawn opposition from Director Eastman, of the Office of De- 
fense Transportation, on the ground that it would have “un- 
fortunate and undesirable results.” 

In a telegram to Olin G. Shivers, chairman of the Public 
Roads committee of the Florida house of representatives, Mr. 
Eastman said: 





















The nationwide allocation of gasoline which is a primary function 
of P. A. W. and O. P. A. was required by national shortages of all 
forms of transportation facilities. However, existing transportation 
facilities are entirely adequate to care for gasoline allocation made to 
Florida for use within that state and change in ownership or control 
of such facilities will not affect the existing situation. On the con- 
trary, enactment of proposed bill would have unfortunate and unde- 
sirable results and has the disapproval of this office. 














PETROLEUM TRANSPORTATION 
Acting Petroleum Administrator Ralph K. Davies said May 
that the average daily movement of petroleum in tank cars 
'o the east coast had dropped from 980,326 barrels in the week 
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ended May 15 to 884,768 barrels the week ended May 22, and 
that kerosene shipments in box cars had averaged 11,839 barrels 
daily. The decline reflected delays caused by floods in the 
middle west, both as to rail and pipeline shipments. Mr. Davies, 
asserting that the situation was critical, said a further decline 
in tank car shipments might be expected in the week ended 
May 29. 

The Office of Defense Transportation announced that in 
the 24-hour period ended at 12:01 a.m., May 25, arrivals of tank 
car shipments of petroleum at 25 eastern terminals that re- 
ceive approximately 90 per cent of the total rail movement 
numbered 3,229 cars, some 700,693 barrels, 16.5 per cent below 
the preceding week’s daily average deliveries of 3,866 cars, or 
about 859,000 barrels, at those same terminals. For May 26 the 
deliveries to the same terminals were 2,839 cars. 

The O. D. T. said rail transportation remained disrupted 
in the flooded areas of the midwest and southwest. It said the 
24-inch pipeline, broken by floods May 17, had resumed opera- 
tions, and that tank cars had been ordered to Norris City, Ill. 


PETROLEUM TRANSPORT TRAINING 


A comprehensive manpower training program for the pe- 
troleum transport industry has been prepared by the division 
of transport personnel of the Office of Defense transportation, 
with the cooperation of a special committee representing the 
petroleum carriers, says O. D. T. 

The report was made available to the industry by O. D. T.’s 
division of motor transport, it said, adding that seriousness of 
the manpower situation had been stressed by Director Rogers 
of the division, in letters which had been mailed to all state 
petroleum transport advisory committees. Time was of the 
essence of this program, said Mr. Rogers, and that any delay 
in placing it in effect might result in serious loss of manpower 
without the necessary replacements being available. He warned 
that operators in some areas were delying too heavily on the 
belief that they could continually receive deferments for eligi- 
ble men. This belief should be corrected, he said, ‘inasmuch 
as every able-bodied man under 38 years of age, regardless of 
dependency and essentiality is liable to be called into military 
service within the next twelve months.” 


GORMLEY ON RAIL WAR TRAFFIC 


M. J. Gormley, executive assistant, Association of Ameri- 
can Railroads, speaking at a meeting of the Cleveland Traffic 
Club, May 24, revealed to some extent the consist of special 
trains operated by the railroads to move the nation’s military 
forces. Each month, he said, the railroads operated more than 
2,500 of these special trains, using, besides hundreds of loco- 
motives, the following equipment: 10,000 tourist cars, 5,600 
coaches, 300 standard sleeping cars, 3,200 baggage cars, 6,200 
flat cars, 500 box cars and 850 other cars, including hospital 
cars, express refrigerators, gondolas, and stock cars. 

Pointing out that the average number of trips made by 
soldiers in the present war was much higher than in the last 
war, he said the number of trips made at present by a soldier 
was on the average between six and eight, from the time of 
the soldier’s induction until embarkation for overseas duty. 
The average length of each trip, he said, was approximately 
800 miles. 

He said that, though the railroads had done a good job in 
the last war, they were now doing a much better job meeting 
wartime traffic demands. The railroads constituted the nation’s 
most important transportation agency, and, if it were not for 
the vast railroad network, the nation could not carry on an 
armed conflict of the intensity and scope of the present struggle, 
he said. Though handling half again as much freight traffic 
and more than one-fourth more passenger traffic than in 1918, 
the railroads were at present handling traffic without congestion 
or delay of any consequence, ‘“‘thanks to wise planning, organ- 
ization and cooperation among the railroads and those who use 
them,” said he. He pointed out that the traffic would increase 
and the railroads would be called on to increase the efficiency 
of their operations, and predicted that the railroads would 
meet the demands satisfactorily if the users of rail facilities 
continued to cooperate in the proper use of those facilities and 
if some additional cars and locomotives were made available 
to the industry. 


POTATO REFRIGERATION ORDERS 


Homer C. King, director of the Commission’s Bureau of 
Service, has issued special permit No. 2 under service order 
No. 123 permitting any common carrier by railroad subject to 
the interstate commerce act transporting a refrigerator car or 
cars loaded with potatoes originating at any point or points in 
Arizona or California to perform one reicing in transit after 
the first or initial icing of any car or cars destined to any point 
or points in Idaho, Montana, Oregon or Washington. Service 
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order No. 123, and amendment No. 1 thereto, prohibited the 
reicing in transit of refrigerator cars of potatoes originating at 
any point or points in Alabama, Arizona, Arkansas, California, 
Florida, Georgia, Louisiana, Mississippi, North Carolina, Okla- 
homa, South Carolina, Tennessee, Texas or Virginia, except 
under special or general permit (see Traffic World, May 22). 

The Commission, by Homer C. King, director, Bureau of 
Service, has issued special permit No. 3 under service order 
No. 123, permitting railroads to perform such re-icing in 
transit after the first or initial icing as may be necessary to 
preserve potatoes being transported through territory affected 
by present flood conditions. 

The permit covers any refrigerator car or cars loaded with 
potatoes originating at any point or points in Alabama, Ari- 
zona, Arkansas, California, Florida, Georgia, Louisiana, Mis- 
sissippi, North Carolina, Oklahoma, South Carolina, Tennessee, 
Texas, or Virginia, and moving through territory affected by 
present flood conditions in the following river valleys: Ohio, 
Missouri, Mississippi Rivers, and Arkansas, Grand, Illinois, 
Verdigris, Wabash, White and other tributaries, where tracks 
are not usable due to floods. 


Revenue and Commodity Values 


Freight transported by rail in 1941 on Class I railroads 
had an aggregate value of $61,725,101,000, the freight charges 
amounted to $4,624,819,604, and the ratio of freight revenue to 
the value of the commodities transported was 7.49 per cent, 
according to estimates by the Commission’s Bureau of Trans- 
port Economics and Statistics set forth in a compilation on 
“Freight Revenue and Value of Commodities Transported” 
(statement No. 4329), issued at three-year intervals since 1930 
by that bureau. 


The bureau repeated from the previous issue of this com- 
pilation the statement that the figures it contained did not 
show and were not intended to show whether freight rates 
were too high or too low; that freight rates were not propor- 
tionate to the value of commodities, and that to make them so 
would produce exorbitant dates in many instances, “although 
it is true that the more valuable finished products usually are 
made to bear higher rates than the lower valued raw prod- 
ucts.” 

The bureau compared the value of the commodities trans- 
ported in 1941 with the total of $40,042,370,000 reported for 
1939 and the total of $63,090,176,000 reported for 1930. It 
showed that the freight revenue in 1939 amounted to $3,375,- 
863,000, and, in 1930, to $4,206,496,000; and that the ratios of 
freight revenue to value were 8.43 and 6.67 per cent in 1939 
and 1930, respectively. 

Tonnages transported, freight revenue, commodity values 
and ratios according to classes of commodities were shown in 
the bureau’s statement as follows: 


Products of agriculture: 105,898,467 tons; $586,771,000 revenue; com- 
modity value at destination, $4,725,920,000; ratio of revenue to value, 
12.42 per cent. 





Revenue Freight Loading 


Revenue freight loading the week ended May 22 totaled 
843,334 cars, according to the Association of American Rail- 
roads. This was a decrease of 5,188 cars or six-tenths of one per 
cent below the preceding week, an increase of 5,658 cars or 
seven-tenths of one per cent above the corresponding week of 
1942, and a decrease of 22,693 cars or 2.6 per cent below the 
corresponding week of 1941. Statistics prepared by the car 
service division of the A. A. R. follow: 


TRAFFIC WORLD 


Animals and products: 17,325,509 tons; $187,273,000 revenue; value 
at destination, $5,049,600,000; ratio of revenue to value, 3.71 per cent. 

Products of mines: 674,083,823 tons; $1,276,370,000 revenue; com. 
modity value at destination, $4,383,119,000; ratio of revenue to value f 
29.12 per cent. 

Products of forests: 78,417,859 tons; $315,639,000 revenue; 
modity value at destination, $2,495,812,000; ratio of revenue to 
12.65 per cent. j 

Manufactures and miscellaneous: 346,103,260 tons; 
revenue; commodity value at destination, $42,848,752,000; ratio of rey. 
enue to value, 4.56 per cent. 

L. C. L. freight: 18,091,005 tons; $306,841,000 revenue; value at 
destination, $4,221,898,000; ratio of revenue to value, 7.27 per cent. 


com- 
value, 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 44,969 
freight cars for the week ended May 22, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box 20,457; auto box 1,845; flat, 
1,149; gondola, 3,121; hopper, 1,884; and miscellaneous 16,513, 





ROLLING STOCK ADDITIONS 

Class I railroads on May 1, as reported to the car service 
division, had 34,262 new freight cars on order, said the Associa- 
tion of American Railroads. On the same date last year they 
had 59,328 on order. 

Of the total number on order on May 1 this year, there 
were 3,500 plain box; 2,525 automobile box; 7,739 gondolas; 
18,481 hoppers; 200 stock and 1,817 flat cars. 

Railroads also had 893 new locomotives on order on May 1, 
this year, which included 394 steam, nine electric, and 490 
Diesel locomotives. In May 1, 1942, they had 985 locomotives 
of all types on order. 

Class I railroads put 6,260 new freight cars in service in 
the first four months of 1943, compared with 37,741 in the same 
period last year. Those installed in the four months of 1943 
included 1,901 hopper, 2,948 gondola, 979 flat, 135 automobile 
box, 269 plan box, one stock and 27 miscellaneous freight cars. 

They also put 213 new locomotives in service in the first 
four months this year, of which 160 were steam, nine electric, 
and 44 Diesel. New locomotives installed in the same period 
last year totaled 237, of which 96 were steam and 141 were 
electric and Diesel. 


Revenue Traffie Statistics 


Revenue tons carried one mile by Class I steam ,rail- 
ways, exclusive of switching and terminal companies, totaled 
54,419,933,000 for February, 1943, as against 40,810,773,000 
tons for February, 1942, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics 
of revenue traffic statistics of those roads, statement M-220. 
For the two months ended with February, 1943, revenue tons 
carried one mile totaled 109,565,792,000 as compared with 
83,773,075,000 tons for the like 1942 period. 

The total number of revenue tons carried was 221,573,807 
for February this year as against 178,680,187 tons for February 
last year. Freight revenues for the comparable months rose from 
$377,777,881 to $513,402,513. Revenue tons carried for the 
two months ended with February this year totaled 443,136,429 
as against 365,702,948 tons for the like 1942 period. For the 
comparable periods, freight revenues increased from $770,- 
523,235 to $1,027,972,497. 

For February, 1943, revenue passengers carried totaled 
63,869,757 and passenger revenues amounted to $107,214,914 as 
compared with 43,591,210 passengers and $54,767,349 in rev- 
enues for February, 1942. For the two months ended with 
February, 1943, revenue passengers carried totaled 131,602,689 
and passenger revenues amounted to $218,930,874 as against 





Revenue Freight Car Loading—Week Ended Saturday, May 22 


Grain and Live 

grain prod. stock Coal 

1943 42,941 13,313 166,647 

OCR OF BONED <5 occdicss eked { 1942 34,412 12,853 165,998 

{ 1941 40,130 10,429 151,878 

Preceding week May 15........... 1943 43,242 14,137 176,179 

Per cent increase over............1942 24.8 3.6 4 
Per cent decrease under.......... 1942 

Per cent increase over............ 1941 7.0 27.7 9.7 
Per cent decrease under.......... 1941 

{ 1943 977,980 285,583 3,487,252 

Cumulative 21 weeks to May 22 { 1942 789,584 249,573 3,352,707 

{ 1941 695,044 233,685 2,694,588 

Per cent increase over............ 1942 23.9 14.4 4.0 
Per cent decrease under.......... 1942 

Per cent increase over............ 1941 40.7 22.2 29.4 
Per cent decrease under.......... 1941 
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90,332,036 revenue passengers and $110,460,826 in passenger 
revenues for the comparable 1942 period. 

Freight traffic averages for February, 1943, as compared 
with February, 1942, respectively, were: 


Miles a revenue ton by the road, 245.6 and 228.4; revenue by the 
ton-mile, 0.943 cents and 0.926 cents; and revenue a ton by the road, 
$2.32 and $2.11. 


For the two months ended with February, 1943, as com- 
pared with the two months ended with February, 1942, re- 
spectively, the freight traffic averages were: 


Miles a revenue ton by the road, 247.3 and 229.1; revenue by the 
ton-mile, 0.938 cents and 0.920 cents; .nd revenue a ton by the road, 
$2.32 and $2.11. 


Track Freight Loading 


In its monthly statement on truck freight loading in April 
the American Trucking Associations said its index figure, com- 
puted on the basis of the average monthly tonnage of the 
reporting carriers for the three-year period of 1938-1940 as 
representing 100, was 199.58 (see Traffic World, May 22). 

“Almost 88% per cent of all tonnage transported in the 
month was hauled by carriers of general freight,” it said. “The 
volume in this category showed a 2.4 per cent decrease under 
March, and a 20.2 per cent increase over April of last year. 

“Transporters of petroleum products, accounting for 6 per 
cent of the total tonnage reported, increased 8.6 per cent over 
March and 31.1 per cent over April, 1942. 

“Haulers of iron and steel products reported almost 3 per 
cent of the total tonnage. The volume of these commodities 
showed a decrease of 1.6 per cent under March, but held 15 
per cent over April of last year. 

“A little more than 2% per cent of the total tonnage re- 
ported was miscellaneous commodities, including tobacco, milk, 
textile products, coke, bricks, building materials, cement and 
household goods. Tonnage in this class decreased 11.3 per cent 
under mark, but showed a slight increase of 1.7 per cent over 
April, 1942.” 


FREIGHT COMMODITY STATISTICS 


For the fourth quarter of 1942, Class I steam railways 
originated 367,374,806 tons of revenue freight and terminated 
360,136,461 tons, according to a compilation prepared by the 
Commission’s Bureau of Transport Economics and Statistics 
showing tons of revenue freight originated and tons terminated 
in carloads by groups of commodities, statement Q-550. As to 
forwarder traffic, the compilation showed 825,830 revenue tons 
originated and 894,616 tons terminated. Tons of revenue freight 
originated and terminated, respectively, by groups of commodi- 
ties were shown as follows: 

Products of agriculture, 40,239,539 and 41,831,360; animals 
and products, 6,082,443 and 6,287,244; products of mines, 202,- 
088,446 and 188,990,204; products of forests, 19,864,663 and 
21,513,825; and manufactures and miscellaneous, 92,911,843 and 
94,173,057. 


Local Transport Problems 


More than 500 representatives of industrial companies, 
state traffic organizations, and government agencies attended 
a conference on local employe transportation problems in the 
middle west, at the Morrison Hotel, Chicago, May 26. The 
conference was sponsored by the O. D. T., National Association 
of Manufacturers, National Conservation Bureau, Illinois Manu- 
facturers Association, and 24 other organizations located in the 
middle west. A similar meeting was held at New York, Febru- 
ary 25 (see Traffic World, Feb. 27, p. 490), and another will 
be held on the west coast, probably in July. 

There was a panel discussion at the morning session, led 
by Dr. Charles F. Phillips, director, automotive supply rationing 
branch, O. P. A., Washington, D. C., at which methods of 
meeting employe car problems were considered. F. J. Walters, 
director of employe transportation for the Oldsmobile division, 
General Motors Corporation, Lansing, Mich., estimated that 
125,000 private automobiles were “going off the road” monthly 
at present. Existing stocks of new and used cars, and parts 
for them, were becoming scarcer, he said, recommending that 
employers assume greater responsibility for reducing mechan- 
ical failures of employes’ cars. 

Speaking on “Rubber and the Transportation Outlook” at 
a luncheon session, Harvey S. Firestone, Jr., president, Fire- 
stone Tire and Rubber Company, said that at the end of 1943 
the nation’s stock pile of rubber probably would amount to 
only 142,000 tons, very close to the “dangerous minimum” of 
120,000 tons mentioned in the Baruch committee’s report on 
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rubber last year. He said, however, that he believed the gov- 
ernment would not permit essential civilian vehicles to cease 
operation because of lack of tires. He said his company had 
employed service men to check the tires of employe cars at 
company parking lots and had set up a detailed plan promoting 
share-the-ride travel to and from work. 

At the afternoon session, Edward A. Roberts, associate 
director division of local transport, O. D. T., said his division 
had been most successful, in meeting local transport problems, 
by promoting staggering of working hours in metropolitan 
areas. At present, he said, it appeared that sufficient new 
buses would be constructed this year to meet essential require- 
ments. The immediate responsibility for employe transportation 
at present was the employers’, he emphasized. 

H. B. Potter, regional director for the division at Chicago, 
who took part in a panel discussion of staggered hours, im- 
proved vehicle movement, and the obtaining of transit equip- 
ment, said employers should retain fully the plans for staggered 


hours now in effect. The local transport crisis, he said, would 
come next fall. 


COAL AND TRANSPORTATION 


Solid Fuel Administrator Ickes has asked bituminous coal 
dealers and consumers, both industrial and domestic, served by 
Great Lakes docks, to accept delivery of next winter’s coal 
this summer instead of letting it accumulate in huge piles on 
the lake docks. Summer deliveries were necessary, he said, 
to cut down the size of the coal piles on the docks to save the 
loss of fuel by spontaneous combustion, and to prevent trans- 
portation of coal from the docks to users from becoming con- 
gested next winter. 

Coal consumers were urged to buy next winter’s coal 
now by Deputy Solid Fuels Administrator Howard A. Gray in 
an address May 25 before the annual convention of the Na- 
tional Association of Purchasing Agents at New York City. 

President Roosevelt has signed H. J. Res. 122, the joint 
resolution extending the provisions of the bituminous coal act 
of 1937 for 90 days (see Traffic World, May 15, p. 1159). The 
act would have expired May 24. 


SAVING TRANSPORTATION SPACE 


To save transportation space, the War Production Board 
has directed that sanitary napkins be compressed for packaging. 
The order (general limitation order L-95 as amended) requires 
that on and after July 21, the smallest practicable containers 
be used for packaging sanitary napkins and that the dimensions 
of containers shall provide a space of not more than 13.75 cubic 
inches per napkin. 

An estimated 2,000 freight cars a year will be released for 
other uses by the new packaging procedure, says the W. P. B. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train 
service of Class I steam railways, including switching and 
terminal companies, amounted to $45,783,270 for March, 1943, 
as against $33,836,319 for March, 1942, and $128,211,200 for 
the three months ended with March, 1943, as compared with 
$98,762,328 for the like 1942 period, according to a compilation 
by the Commission’s Bureau of Transport Economics and 
Statistics, statement M-230. 


Depreciation and Deficit Funds 


Subject to the incorporation in the bill of certain changes 
in its wording, the Commission’s legislative committee has 
recommended to Chairman Wheeler of the Senate interstate 
commerce committee the enactment of S. 931, the Stewart bill 
to amend section 20 of the interstate commerce act as amended 
by adding a new paragraph requiring each carrier and lessor 
subject to part I of the act to set up a special fund into which 
it shall pay each month an amount not less than the amount 
charged to depreciation for such month, in accordance with 
depreciation rates fixed by the Commission under paragraph 4 
of section 20 (see Traffic World, April 3, p. 816). 

Commissioner Splawn, in the letter to Senator Wheeler 
setting forth the views of the Commission’s legislative commit- 
tee, said that, briefly stated, the object of the bill was to compel 
the carriers subject to part I, including railroads, pipeline com- 
panies, express companies, and sleeping-car companies and 
lessors, to establish two reserve funds, and to transfer into 
those funds each month from current income certain amounts 
(1) to cover depreciation of property and equipment, and (2) 
to counterbalance deficits which occurred in any month in 
which operating expenses exceeded revenues. 

He observed that section 20(4) of the act and the Commis- 
sion’s regulations thereunder merely dealt with depreciation 
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from the standpoint of accounting and did not require that the 
amounts charged to operating expenses be reflected in reserve 
funds for property replacements, modernization, etc. The part 
of the carriers’ revenues attributable to depreciation charges 
did not go into a separate fund, he said, adding: 


In respect of carriers for which the Commission has prescribed de- 
preciation accounting there is no danger that money represented by 
depreciation will be paid out as dividends, since a charge for deprecia- 
tion definitely removes a corresponding amount of income from the 
eategory of surplus available for dividends. Such a charge, however, 
does not prevent the expenditure of funds in unwise expansion or other 
uses which may lead to neglect of the transportation plant. A number 
of states have statutory provisions requiring public-service corpora- 
tions to establish depreciation reserves subject to regulation by their 
regulatory commissions. We are of the view that a provision of this 
kind should be included in the interstate commerce act and for that 
reason are in favor of the proposed subparagraph (a), with suggested 
modifications. . . 


Commissioner Splawn said it would not be appropriate to 
use the reserve funds for repairs that were for the purpose of 
current maintenance, and that the fund might properly be 
available for reducing the carrier’s indebtedness or for tiding 
it over temporary financial difficulties. Where a carrier had 
retired part of its plant, such as equipment or roadway no 
longer required in the public service and not to be replaced, 
it should be permitted to use the fund to reduce its borrowed 
capital commensurately with its reduction in plant; and in 
times of financial stress the carrier should also be in a position 
to use the fund temporarily to prevent disaster, he said. 

Subparagraph (b) of the Stewart bill, said Commissioner 
Splawn, apparently was intended to require carriers and lessors 
to set aside a portion of their earnings in times of prosperity 
“as a buffer against the shocks of adverse economic conditions 
when operating expenses as defined in the subparagraph exceed 
income.” 

“The experience of a number of railroads shows,” he said, 
“that the percentage of earnings that would be necessary to 
attain the desired end would have to be very large, and we 
doubt the efficacy of such a plan for that reason. . . . Approxi- 
mately 30 per cent of the net income for the years 1930 and 
1931 would have been required to meet the deficits for 1932, 
1933 and 1934, and nearly 50 per cent of the net income for 
1935, 1936 and 1937 would have been required to cover the 
deficit for 1938... . We therefore think that subparagraph (b) 
should be omitted from the bill... .” 

Commissioner Splawn submitted a substitute for subpara- 
graph (c) of the bill, dealing with the form in which the re- 
serve fund should be maintained. He also proposed a substitute 
for subparagraph (d), requiring reports to the Commission on 
the status of reserve funds, and the addition of a subparagraph 
(g), limiting the provisions of the bill to railroads not in re- 
organization or receivership. 


SUPERHIGHWAY DISCUSSION 


Representative Snyder, of Pennsylvania, advocate of con- 
struction of superhighways, told the House May 24 that seven 
years ago he had introduced his first transcontinental or super- 
highway bill. He said his bill called for then and called for 
now highways eight lanes wide or 100 feet, to be constructed 
of concrete or of other material just as durable, if not more so, 
the right-of-way to be at least 600 feet and no grade greater 
than 3% per cent. The highways would be equipped from 
end to end with electric lights. Mr. Snyder said it was proposed 
to build 18,000 miles of highway—that it would cost twelve 
billion dollars to build them now as against eight billion dollars 
in 1937. 

Representative Miller, of Missouri, figuring rail construction 
cost at $140,000 a mile, and superhighway construction cost at 
$750,000 a mile, suggested that if a railroad were built, the 
difference could be invested “and permit everybody in the 
country to ride free on the railroads and use the facilities for 
freight free.”” Mr. Snyder said he had not figured that out—at 
least, said he, it was interesting. 

The renewed edition of Mr. Snyder’s superhighway bill is 
in H. R. 2709, introduced May 25. 


GENERAL TIRE PRESIDENT ON TIRE SUPPLY 


Commenting on the recent progress report of Rubber Ad- 
ministrator Jeffers, William O’Neil, president, General Tire 
and Rubber Company, said that, until recently, “the chief 
trouble in the rubber problem was not so much lack of rub- 
ber as confusion concerning its preservation—confusion as to 
what a motorist might expect of his tires under restricted 
use, confusion as to how much American made rubber we 
would have and how soon, confusion as to what it would 
do.” The synthetic tire now in production, he said, was “a 
good one.” He said it would give “about as much mileage 
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as the real rubber tire,” and that, under present driving cj 
ditions, it would “probably give more miles than the 4 
ones did under the rules then in force.” About 5,000,000 ¢ 
those tires would be made this year, he said, and those, adq 
to tires on hand in factory and dealer stocks, would pern; 
the rationing in 1943 of about 12,000,000 tires—about half ¢ 
peace-time requirements. General Tire and Rubber Compay 
will open a new synthetic rubber plant at Baytown, Tex; 
in June. It will be owned by the government and operated }) 
the General Tire and General Latex and Chemical Corpor, 
tion. 


CONTROL OF EXPORTS AND IMPORTS 

The Board of Economic Warfare, Office of Exports, ha 
issued current export bulletin No. 97, dealing with progress ,, 
program licenses and other subjects. 

TRUCK TIRE RATIONING 

The Office of Price Administration announced, May 7% 
that a total of 414,066 truck tires would be available for rx. 
tioning in June, under allotments made by the Office of Rubber 
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Director, compared with a total of 414,108 for May. The truc Ps 
innertube quota for June would be 338,606, compared wit 
434,355 for May, said the O. P. A. wa 
SS ki 
CARRIERS AND W. D. CONTRACTS ' 
War Department contracts and subcontracts with common} Ma 
carriers to furnish transportation at published rates or rate} shi 
and charges fixed, approved or subject to public regulation ar} 11 
not subject to renegotiation under the law providing for re} bel 
negotiation of contracts, according to a department ruling. | pe 
the 
IRON AND STEEL PRODUCTS CONTEST th 
Iron and Steel Products, Inc., Chicago, dealers in secon. de 
hand machinery, equipment and materials, is conducting a} ™ 
contest in which a $100 war bond will be awarded for the best} ™! 
suggested symbol typifying its contention that anything made be 
of iron or steel is more dependable after testing in actual us 
than when new and unused. It seeks some well-known structure} “ 
or phrase, like the Sphinx or “Rock of Ages,” and for obviou| — 
reasons, bars religious or political implications. 
The company has recently elected following new officers: A 
Chairman, Frank Parker; president, Albert G. Bladholm; vice. U 
president and treasurer, John F. Parker; vice-president and secretary yt 
William J. Parker; assistant secretary, Royal J. Casper. Ce 
: ani Se 
GENERAL BOX FARM EQUIPMENT CRATE W 
The problem of damage in transit to the products of a 
farm equipment manufacturer was solved by the adoption of ° 
a wirebound crate for packing, says the General Box Company, te 
Chicago. The container was designed especially for the job, it : 
adds, and in addition to affording maximum protection to its ; 
contents, has simplified packing operations and reduced time } 


required for unpacking. 





LEND-LEASE AND CARGO SHIPS 

The House has passed and sent to the Senate H. R. 2753, 
the defense aid (lend-lease) supplemental appropriation bill 
1943, containing appropriations of $1,552,659,000 for vessels and 
other watercraft and $259,348,000 for servicing and repair of 
ships and other “defense articles.” With respect to the first 
of those items, the House appropriations committee, in report- 
ing the bill, said: 

Most of the funds, $1,400,000,000, in this category are for 
the rental and charter of vessels. The war has placed a tre- 
mendous strain upon the fleets of our allies, which are carrying 
a large proportion of our troops and providing many of the 
convoys. Lend-lease supplies to be effective must be delivered. 
It is essential that a sufficient part of our growing fleet be 
available to assist in the transport of lend-lease goods to the 
battle fronts. 

The item of $279,300,000, said the committee in its report, 
was for testing, repairing, and providing defense installations 
on the ships of lend-lease countries. Other services included 
fueling, provisioning, and supplying these ships, it said, adding 
that such shipping services would be afforded in U. S. ports 
to ships of the Soviet Union, Great Britain, Norway, Fighting 
France, Greece, Poland, and the other lend-lease countries. 

“When our vessels reach the ports of our allies,” it con 
tinued, “they are accorded similar services. Through reversé 
lend-lease, hundreds of United States vessels have already been 
repaired and serviced in the shipyards of the British Isles, New 
Zealand, Australia, India, South Africa and the Middle West, 
without payment on our part.” : 

The committee said that of the new funds appropriated for 
administrative expenses, $1,231,511 was for the War Shipping 
Administration and $433,548 was for the Maritime Commission. 
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5,000,000 ¢ In an address at San Francisco in observance of National 
those, add@i Maritime Day, May 22, Admiral Land, war shipping administra- 
vould perm#tor and chairman of the Maritime Commission, suggested a 
out half ty seven-point program as a basis for this country’s post-war 
er Compan policy with respect to its merchant marine. The points he 
town, Texag proposed were: 

operated }j 


(1) Private ownership, private operation and private construction; 
(2) ship American; travel American; (3) our goal is to ship a liberal 
percentage of our overseas traffic in American bottoms; (4) set up 
proper routes, lines and services with a minimum of American com- 


cal Corpor, 

























iTS petition as foreign flags will furnish all possible competition neces- 

Exports, hag sary; (5) study seriously indirect lines as other leading maritime na- 

| progress op tions have done—*‘we have every right to compete on the indirect 

"f jines’’; (6) modify previous Maritime Commission policy by thoroughly 

considering and adopting tramp shipping, and (7) maintain for the 
duration our present policy of holding title to new ships. 

ed, May 7 Admiral Land averred that for the post-war era “we 

lable for rm. should definitely earmark for United States commerce, under 

ce of Rubbef ynited States flag, a modern fleet of from 15 to 20 million 

y. The truck} deadweight tons.” 

mpared with The present bottleneck in U. S. merchant shipping, he said, 
was that “we are producing ships faster than we can obtain 
skilled men to operate them.” 

S With reference to the Victory ship now being built by the 

vith common} Maritime Commission, he said the expected speed of the Victory 


ates or rate 
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ship was from 15 to 17 knots an hour as compared with the 
11 knots of the Liberty ship, adding that the commission 
believed it would be a good competitive ship in the post-war 














nt ruling. | period, “something we cannot claim for the Liberty ship,” and 
that the commission so far had awarded contracts for more 
EST than 500 of the Victory ships, all to be delivered in 1944. He 





described as “globaloney” reports that merchant vessels return- 
ing from foreign ports to the United States carried ballast 
when necessary civilian goods could be carried. No vessel had 
been or would be thus handled, he said, adding: 

While a ship may leave an area without cargo, often due to mili- 
tary orders, she has been routed to another area for cargo vital and 
immediately essential to our over-all needs. ... 


In the lend-lease program in 1942, the War Shipping 
Administration had repaired 1,482 and serviced 3,560 foreign 
United Nations flag ships in American repair yards, and in that 
year U. S.-controlled ships made 1,745 sailings with lend-lease 
cargoes for China, Britain and Russia, he said. He added that 
sailings now were greatly increased and that 1943 probably 
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RATE would double the 1942 volume. 

roducts of a Rear Admiral Vickery, Maritime Commission vice chair- 
- adoption of } 72", in an address at Boston, Mass., said that with 1,600,000 
ox Company tons of new merchant ships delivered in April of this year, a 
or the job, it construction rate exceeding 19,000,000 tons a year had been 


reached. The rate of converting materials into ships continued 
to be accelerated, he said. There was every reason for confi- 
dence that the United Nations’ shipping tonnage would suffice 
for “the job in hand,” he stated. As to air transport competi- 
tion after the war, he made the following remarks: 
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Both the airplane and the surface ship have functions for which 
each is particularly suited. Ships cannot compete with aircraft in the 
matter of speed, and air transport, at least in its present form, is 
quite incapable of handling the enormous tonnages of ordinary cargo 
which surface vessels carry so easily and economically. A man does 
not shave with an axe, nor does he chop down trees with a razor. In 
my opinion, air and surface shipping should be operated in combination, 
80 that the best characteristics of each may be developed to the 
highest point of service, rather than sacrificed in compromises to 
further a possibly ruinous competition. Global transportation requires 
world-wide organizations such as have long been maintained by the 
great shipping companies. These should form an excellent foundation 
upon which to build correlated air and surface shipping lines. I be- 
lieve we can expect our post-war competitors to employ such joint 
organizations to the fullest extent. . 
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Admiral Vickery said a subsidized merchant marine was 
“a consistent part of our national economic structure” and that 
without it, America’s activities in international commerce would 
be dictated by others. A merchant marine second to none was 
as necessary to our national defense as a first-class navy, he 
Said, adding that ‘“‘we subsidize our navy 100 per cent.” Tax- 
payers must realize, therefore, that they had a “very real 
stake” in their merchant marine, he averred. 

Samuel Duvall Schell, executive officer of the Maritime 
Commission, said 25,000 men were now in training for merchant 
marine service and that the commission would train about 
65,000 in the coming year. 
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TRUCK PARTS SUPPLY SITUATION 
_ The Truman committee—the Senate’s special committee 
Investigating the national defense program—has received a 
letter from the Texas Motor Transport Association, Inc., of 
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Austin, Tex., in response to a committee request for informa- 
tion about experiences of truck operators in obtaining repair 
or replacement parts for their vehicles. The Texas association’s 
survey, it was stated, indicated that a majority of the motor 
carriers in Texas had had difficulty in obtaining such parts. 

A spokesman for the Truman committee said the data on 
truck parts was being assembled in connection with the com- 
mittee’s investigation of the situation nationally with respect to 
transportation equipment and wartime needs of transportation 
industries. 


“UNAUDITED” GOVERNMENT CORPORATIONS 

American President Lines, Ltd., the Inland Waterways 
Corporation and the Panama Railroad Co. are named in a list 
of 32 federal corporations and agencies which, according to the 
Citizens National Committee, of Washington, D. C., “render no 
accounting whatever to the General Accounting Office of the 
United States.” In a booklet titled ““Government Corporations— 
the No Man’s Land of Federal Finance,” the committee listed 
the corporations and agencies which it said were “not subject 
to audit,” but explained that the list included some that were 
exempt by law from rendering accounts to the General Ac- 
counting Office. Officers of the Citizens National Committee, as 
shown in the booklet, are: John W. Hanes, chairman; Milton W. 
Harrison, vice-chairman and treasurer; Guy E. Snavely, vice- 
chairman, and Kenneth L. Pray, executive secretary. 


WAR FOOD TRANSPORT DIRECTOR 


James F. Brownlee, on leave from the presidency of the 
Frankfort Distilleries, Inc., of Louisville, Ky., has been ap- 
pointed as director of transportation for the War Food Admin- 
istration. He will act as direct representative of Administrator 
Chester C. Davis in coordinating the transportation work of the 
various agencies of W. F. A. He will be responsible, it is 
announced, for shaping general policies for arranging trans- 
portation of essential foods and farming and processing supplies 
into and out of the country and for major movements within 


the country. He formerly was vice president of General Foods 
Corporation. 


Coastwise Water Carriers 


Water carriers engaged in coastwise transportation between 
ports on the Atlantic and Gulf coasts, represented by a com- 
mitee composed of George J. Horner, chairman, and J. Leo 
Ridley and W. J. Mathey, have filed a memorandum with the 
Board of Investigation and Research in the board’s investigation 
of the relative economy and fitness of carriers by railroad, 
motor carriers, and water carriers for transportation service. 

Findings recommended are that coastwise shipping is essen- 
tial in the interests of both the national economy and the 
national defense, that therefore conditions must be maintained 
and created under which the coastwise carriers can resume 
operations under private ownership when the war is concluded, 
and that to assure this and to make coastwise shipping of the 
greatest service to the commerce of the country, the faults and 
erroneous tendencies that now exist should be corrected. 

“The coastwise lines are alive to the fact that in various 
respects their services and operations can be improved, and if 
existing obstacles to a full utilization of their capabilities are 
removed and new ones are not created, they intend after the 
war to go forward in greater usefulness than ever to the com- 
merce and welfare of the country,” they say. 

Notwithstanding the provisions of the fourth section of the 
interstate commerce act designed, the water carriers contend, 
to protect water transportation, the rail carriers, they say, have 
actively sought to reduce their rates to take traffic from the 
water lines, “and the Interstate Commerce Commission has 
been generous in giving them relief from the fourth section 
to enable them to do so, despite the fact that in many cases 
the reduced rates could be sustained as compensatory only on 
the so-called added traffic cost theory which has little justifica- 
tion as a basis for measuring rates as between competitive forms 
of transportation.” 

With the coming of the war and the diversion of the coast- 
wise steamships to overseas service, some of the railroads had 
continued their drive to reduce rates even between the ports 
themselves, doubtless in order to create a condition that would 
tend to defeat the declared purpose of Congress when the war 
was ended by making it economically difficult for the coastwise 
steamship lines to resume operations, said the water lines. 

The lines also made an appeal for coordination of rail and 
water transportation with reasonable rates and divisions of 
rates. Another point made was that proceedings before the 
Commission relating to water carriers must be expedited. Water 
carriers could not endure long delays “which have become 
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a traditional part of proceedings before the Interstate Com- 
merce Commission,” they said. 

With respect to labor the lines said that from the standpoint 
of national welfare, there was no economic justification for 
make-work rules and restrictions that prevented use of labor- 
saving devices in handling cargo to and from ships, said the 
lines, expressing the hope the board would include recommenda- 
tions to that effect. 

The coastwise lines represented by the committee are: 
Agwilines, Inc. (Clyde-Mallory Lines) Baltimore Steam Packet 
Co., Bull Steamship Line, Colonial Navigation Co., Eastern 
Steamship Lines, Inc., Lykes Coastwise Lines, Inc., Merchants 
and Miners Transportation Co., Norfolk, Baltimore & Carolina 
Line, Inc., Ocean Steamship Co. of Savannah, Pan-Atlantic 
Steamship Corporation, Philadelphia & Norfolk Steamship Co., 
Refrigerated Steamship Line, Inc., Seatrain Lines, Inc., and 
Southern Steamship Co. 





Government Bills of Lading 


The General Accounting Office has prescribed new stan- 
dard forms covering the shipment, transportation, and delivery 
of government property by transportation companies. The new 
regulations, signed by Lindsay C. Warren, comptroller general, 
were published in the Federal Register of May 22. 

General Regulation No. 69, issued August 24, 1928, and 
Supplement No. 1 thereto, issued January 18, 1934, prescribing 
the standard forms of U. S. government bills of lading and the 
procedure pertaining thereto, are rescinded. 

The new regulations provide that the present supply of 
bills of lading, temporary receipts, certificates in lieu of lost 
bill of lading, and extra (continuation) sheets therefor on hand 
in the departments and establishments and at the Government 
Printing Office will be used until exhausted, provided that no 
department or establishment shall continue the use of the old 
forms after December 31, 1943. 

The comptroller general also has issued General Regula- 
tions 97, part 9, transportation vouchers, providing that Gen- 
eral Regulations No. 75, issued June 26, 1931, prescribing the 
standard forms and the procedure for the billing of transporta- 
tion charges, “is hereby modified to eliminate that part, only, 
pertaining to the billing of freight and express charges.” These 
regulations are published in the Federal Register of May 22. 

The Association of American Railroads has prepared a 
pamphlet containing information with respect to the new form 
of government bill of lading. It is pointed out that, in addition 
to the bill of lading, the comptroller general has prescribed a 
government freight waybill form, harmonized with the bill of 
lading. These forms have been combined into a five-part set 
consisting of the government bill of lading, shipping order, 
government freight waybill—original, government freight way- 
bill—carrier’s copy, and memorandum copy; all parts of which 
are prepared by the government departments at the same 
writing. 

This arrangement is expected to be of substantial benefit 
both to the government and to the carriers. It provides a way- 
bill to move with the freight which is an exact copy of the 
original bill of lading, and thus there is available with the 
shipments, complete and accurate information essential in the 
transportation of the property, and for reconsignment, stop, 
hold, diversion, control, and final delivery of the shipments, 
it is pointed out. 

This procedure eliminates errors in transcribing informa- 
tion from shipping orders to waybills, and the waybills con- 
tain full information with respect to the transportation services 
required by the government. The waybills are available almost 
immediately at the time the shipments are ready to go forward 
from the point of origin. The destination carrier, through its 
agent, can also supply the receiving officer of the government 
with complete information necessary for the acceptance and 
prompt distribution of the shipment and release of equipment, 
in case of delay to the original shipping papers. 

The original bill of lading also provides a space for the 
use of the destination carrier in setting out the transportation 
charges for the shipment. A revised and simplified public 
voucher form has been provided on which only the government 
bill of lading number and the amount shown thereon need be 
= in lieu of much detailed information heretofore re- 
quired. 


ROAD CONSTRUCTION INQUIRY 


Representative Robinson, of Utah, has introduced H. Res. 
243, authorizing and directing the House roads committee to 
study and investigate the construction and maintenance of high- 
ways, roads, streets and bridges over which the government or 
any agency thereof exercises jurisdiction or direction. The 
investigation, under terms of the resolution, would include the 
allocation of materials, equipment and manpower for road con- 
struction or maintenance. - 
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Personal Notes 





Clarence A. Schmidt, western traffic manager, at Chicagy 
for the American Export Lines, died May 25 at Valmora, N. ¥.})_ 
after a long illness. He was 39 years old. 

Lyman D. Aulls, traffic manager for the Florida Citry 
Exchange since 1933, died May 16 at his home in Tampa, Fi, }} 

Thomas G. Kees has been appointed assistant to the vice. 
president, Chicago Great Western, Chicago. W. N. Jones, Jr. 
has been appointed general agent at Houston, succeeding R. M 
Houston, who died. 

W. C. Turner has been appointed traffic manager at Balti. 
more for the Chevrolet division of the General Motors (Cor. 
poration, succeeding A. H. Durocher, who entered the U., § If 
Army Air Corps as a captain. M. T. Davis has been appointej 
assistant traffic manager at Baltimore. 

Charles B. Ellis, who retired as general traffic manager 
for the Gulf Refining Company several years ago, died at 
Pittsburgh May 11. 

George Paul has been appointed transportation manager 
at Toronto, Ontario, for the Swift Canadian Company, Ltd. He 
succeeds W. R. Ingram, who retired after 43 years of service 
with the company. 

Clarence Janke has been appointed traffic manager for the 
Overlakes Freight Corporation and Nicholson Universal Steam- 
ship Company, Detroit. A 

M. D. Spaulding has been appointed acting general agent 
at St. Louis for the Chicago and North Western, succeeding 
Harry L. Hammill, who received leave of absence to serve as 
assistant director for the O. D. T.’s railway transport division 
at St. Louis. Charles Zadnichek has been appointed acting gen- 
eral agent at Dallas, succeeding Mr. Spaulding. 

Anne Means, former advertising and magazine writer, has 
been employed by the Railway Express Agency, New York, as 
a publicity writer in connection with air express. 

H. H. Hardwicke has been appointed traffic manager for 
Larus and Brother Company, Richmond, Va. He has been with 
that company 25 years. 

T. H. Lyons has been appointed traveling freight agent at 
Kansas City, Mo., for the Chesapeake and Ohio. He takes the 
place of David G. Shade, who resigned. 

The Lackawanna Railroad has announced the following 
appointments: William G. White, superintendent, Buffalo, N. 
Y.; L. H. Black, trainmaster, Buffalo; J. H. Lerbs, freight 
trainmaster, Bangor, Pa. 

The Trafficmen’s Association of America held a dinner 
meeting at the Sherman Hotel, Chicago, May 25. J. J. Walsh 
spoke on “Service to the Armed Forces.” 

W. R. Watson has been appointed chief clerk for the North 
Pacific Coast Freight Bureau, Seattle, Wash., succeeding 
Wheeler Ricksecker, who died. 

Directors of the Pennsylvania Railroad, May 26, elected 
Richard D. Wood, president of the Millville Manufacturing 
Company, Philadelphia, to the board of directors to fill the 
vacancy created by the death of George S. Patterson. 

H. G. Huhn has been appointed general traffic manager 
for the Libbey-Owens-Ford Glass Company at Toledo, O. _ 

F. J. Rolfes, commerce agent, Baltimore and Ohio, Cin- 
cinnati, has been appointed a member of the Central Freight 
Association’s auxiliary committee. He takes the place of A. W. 
Richardson, who has been appointed freight traffic manager for 
the Wabash Railroad at St. Louis. 

The Chicago and Southern Air Lines announce the fol- 
lowing appointments: William C. Burks, director, research and 
planning, a newly created position, Memphis; W. R. Gillen, 
Chicago district traffic manager; Burrell Weber, district traf- 
fic manager, New Orleans; Forrest Campbell, district traffic 
manager, Shreveport, La. 
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TAXES AND TRANSPORTATION 


Taxes on amounts paid for transportation of property 
yielded $17,178,520.30 in April, according to the Bureau of 
Internal Revenue. 

Taxes on amounts paid for transportation of persons yielded 
$9,521,530.64. ; 

The federal tax on gasoline yielded $17,709,506.77 in April 
as against $26,574,912.59 in April, 1942, indicating the decrease 
in motor vehicle use due to war-time restrictions. ; 

The tax on transportation of oil by pipeline yielded 
$1,104,559.41 in April as against $993,650.37 in April, 1942. 

Representative Robertson, of West Virginia, has intro- 
duced H. R. 2797, to exempt from the tax on transportation of 
property amounts paid by states and political subdivisions. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFic WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed,—Editor THE TRAFFIC WORLD. 





Traffic representatives of industrial and _ transportation 
companies held an organization meeting of the Phoenix, Ariz., 
Traffic Club, May 21, at the Arizona Club. They elected the 
following officers: President, Richard K. Glass, Goodyear Air- 
craft Corporation; vice-president, Harold M. Shaw, System 
Freight Service; secretary-treasurer, Harry N. Wagner, Good- 
year Aircraft Corporation; members, board of directors, Ver- 
non H. Humes, AiResearch Manufacturing Company, chair- 
man; Jim Robb, American Airlines, Inc.; V. Stacey, National 
Carloading Corporation; W. C. O’Connor, Southern Pacific; 
S. B. Van Dalsem, Union Oil Company; Earl] H. Dains, trans- 
portation office, Luke Field. They will be installed at a meet- 
ing to be held June 16. 





The Traffic Club of St. Louis has elected the following 
officers: President, Carl Giessow; first vice-president, Joseph 
H. Williams; second vice-president, E. P. Curran; third vice- 
president, F. J. Fuerst; secretary-treasurer, George W. Neu- 
dling; members, board of directors, for two years, H. L. Ham- 
mill, L. M. Dean, J. J. Cregan, H. F. Klocker, and William 
Ebner. The annual installation dinner will be held June 2. 





The Oklahoma City, Okla., Transportation Club has elected 
J. O. Younger, assistant general freight agent, Rock Island 
Lines, president, succeeding Raymond Hagen, Viking Lines, 
who resigned on being transferred to St. Louis. At a monthly 
dinner meeting, May 20, Paul P. Parker, lecturer, spoke on 
“Tact in Handling People.” 


The Women’s Traffic Club of Greater New York, May 22, 
presented a station wagon ambulance to the New York chapter 
of the American Red Cross. The ambulance was purchased 
with proceeds from a dinner-dance held in January and a 
bridge party held May 1, and with voluntary contributions 
from the members. Phyllis Barten, first vice-president, was 
chairman of the ambulance drive committee. 





J. M. Fitzgerald, vice-chairman, public relations, Eastern 
Railroad Presidents Conference, New York, and chairman of 
the board, Associated Traffic Clubs of America, spoke on 
“Where Do We Go from Here?” at a luncheon meeting of the 
Transportation Club of Dallas, Tex., May 24. Lamar Land, 


regional vice-president of the association, was chairman for 
the day. 


At an industrial night dinner meeting of the Pacific Traffic 
Association of San Francisco, June 3, R. E. Fisher, vice-presi- 
dent in charge of public relations and sales, Pacific Gas and 
Electric Company, and vice-chairman, San Francisco Chamber 
of Commerce’s post-war planning committee, will speak. T. W. 
Harris is chairman of the industrial committee. 


At an industrial night dinner meeting of the Traffic Club 
of New York, May 25, A. Horcasidas, chief of the tourist de- 
partment, for Mexico’s Department of Interior, and V. H. 
Moscosso, National Railways of Mexico, spoke. A sound film 


of Mexico and its railways system was shown. There was a 
program of entertainment. 


At a luncheon meeting of the Traffic Club of Houston, 
May 25, Paul Weaver, Gulf Oil Corporation, spoke on “Russia, 
Japan and the United States in the Far East.” The final lunch- 
eon meeting of the season will be held June 8. 


The Cincinnati Traffic Club will hold a stag buffet meet- 
ing at the Hotel Alms, June 2. New chairmen of the standing 
committees are: Auditing and finance, J. E. Ellis; bowling, 
E. A. Knauber; constitution and by-laws, H. M. Baker; educa- 
tional, W. E. Willey; election, C. J. Edelman; entertainment, 
L. H. Sickman; golf, J. A. Denier; good of the club, W. B. 
Daly; house, R. T. Oliver; inter-club relations, P. J. Kelly; 
membership, P. R. Bauer; publicity, George Schultz; reception, 
Paul Burke; recreation, C. J. Williamson; seating, Jess Gal- 
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braith; speaker, E. H. Dorenbusch; sick, E. G. Deane, way; 
and means, J. E. Murphy. 






Ralph P. Kemmerer, vice-president, Coast Fishing Com. 
pany, who recently attended the U. S. Army’s general staf 
school at Fort Leavenworth, Kans., by invitation from Secre. 
tary of War Stimson, spoke on “Inside Facts on the War” 4 
a luncheon meeting of the Los Angeles Transportation Clu 
May 24. Dick Wilkens, general agent, Western Pacific, was 
chairman. 

The Women’s Traffic Club of Metropolitan St. Louis helj 
a dinner meeting for members and prospective members May 
20. There was a program of entertainment. Frances V. Crowley 
is chairman of the entertainment committee. ; 

The Junior Traffic Club of Chicago will hold a boomtowy 
cabaret party June 19. Games will be played and there will be 
dancing and a program of entertainment. Cecil Baker is chair. 
man of the pastimes committee, in charge of arrangements. 


The Traffic Club of Philadelphia held a birthday luncheor 
meeting May 24. 





The Traffic Club of the Lehigh Valley will hold its annual 
golf outing at the Northampton Country Club, Easton, Pa, 
June 15. J. J. Clous is chairman of the golf outing committee. 

The Traffic Club of Chicago will hold an outing, June 9, 
at the Olympia Fields Country Club. Golf and other games 
will be played, and dinner will be served. J. B. Davies is chair- 
man of the sports and pastimes committee. 


The Traffic Club of Kalamazoo, Mich., will hold its annual 
golf outing at the Elks Country Club June 24. 

Proposals to tax cash reserves of shipping companies were 
condemned by Theodore Brent, president, Mississippi Shipping 
Company, in an address at a luncheon meeting of the Traffic 
Club of New Orleans, in observance of national maritime day, 
May 24. The speaker said it was necessary to build reserves 
in order to provide new ships and equipment. Under law, he 
said, ships had to be replaced after twenty years of service. 
Depletion of reserves would work hardship after the war, when 
shipping companies would have to rebuild “from scratch’’ their 
businesses, now carried on entirely through charter rentals to 
the War Shipping Administration. He also condemned what he 
termed the “unwarranted investigations” being carried on by 
congress into the activities of the W. S. A. and a number of 
shipping companies. Others who spoke included F. W. Mc- 
Laughlin, port area executive, and Frank Bancroft, gulf coast 
regional director, both of the United Seamen’s Service. Six 
seamen, from torpedoed merchant vessels, were guests. Other 
guests included representatives of the W. S. A. and the U.S. 
Maritime Commission. Francis Treuting, president of the club, 
presided. George H. Terriberry, chairman, New Orleans port 
area committee, United Seamen’s Service, was toastmaster. 





The York, Pa., Traffic Club will hold its annual outing at 
the Conewago Inn, June 17. A chicken dinner will be served. 





The Traffic Club of Kansas City will hold a smoker at the 
Hotel Continental, June 5. There will be a buffet supper, cards 
and other games, and a floor show. W. E. Mason, Eddie Sin- 
gleton and Jim Collier are members of the committee in charge. 
Capt. Elmer Wheeler, U. S. Marine Corps, office of officer 
procurement, Kansas City, was the speaker at a dinner meet- 


ing of the club, May 27. H. H. Hull was chairman of the 
committee in charge. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Joseph John Brannick, Paterson, N. J.; John A. 
Breunig, New York, N. Y.; Victor C. Carreiro, New York, N. Y.: 
William P. Chamberlain, New York, N. Y.; Carl W. Clark, 
Binghamton, N. Y.; Raymond Charles Crowley, New York, 
N. Y.; Gordon W. Dokes, St. Louis, Mo.; Harold J. Gerrard, 
New York, N. Y.; Joseph W. Green, Yonkers, N. Y.; John E. 
Lamond, Jersey City, N. J.; Ludwell A. Larzelere, New York, 
N. Y.; Thomas W. MacKenzie, Union, N. J.; John J. Oberdorf, 
New York, N. Y.; Wallace F. O'Reilly, Jersey City, N. J; 
Joseph F. Pepe, New York, N. Y.; George W. Pryor, Washing- 
ton, D. C.; James B. O’Shaughnessy, Chicago, Ill.; Fred I. 
Reed, Boston, Mass.; John T. Rodack, Mount Morris, Il.; Wil- 
liam F. Schimpf, Philadelphia, Pa.; Peter D. Serra, New York. 
N. Y.; A..J. Stilling, Omaha, Neb.; Clinton H. Vescelius, New 
York, N. Y.; Ellen A. Watterson, Kearny, N. J.; Wesley A. 
Whittlesey, Washington, D. C. 
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One of the best ways to “guess” the future ing ton upon ton of war-vital, trans- 
et yen = is to know the past. oceanic cargo monthly (Exact figure 
Eddie Sin . *& « cannot be published. ) 
P - — For over 15 years Pan American has been Huge new cargo Clippers may come 
inner meet providing overseas shippers with an un- —_efore Peace _ will surely come shortly 
eine equalled Air Express service. In recent _ after it. Whenever that day does come, it 
times that service expanded and grew _ wil be natural for commercial shippers 

before the into the freight class. to turn to Pan American, which has the 
J.; John A. Even with its present, war -limited experience and which did the pioneering 
“7% Mark equipment, Pan American is today carry- job fifteen years ago. 

New York, PAN AMERICAN WORLD AIRWAYS SYSTEM 
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New York, BUY WAR BONDS 
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Questions and Answers 


In this column will be answered questions of both legal and 
® practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Freight Charges—Liability for—Where Shipment Reconsigned 


Vermont.—Question: Your opinion on the following situa- 
tion would be appreciated: 

We recently consigned a carload of our merchandise to a 
governmental agency at a point in Utah, which is intermediate 
to San Francisco, and which point is subject to a specific 
commodity rate which applies to similar movements between 
our factory and San Francisco. 

The shipment moved on a commercial bill of lading, 
charges prepaid. Our contract called for delivery, charges paid 
to the point to which shipment was made. 

Subsequently, at least a portion of the agency to which 
shipment was made was moved to a point a few miles beyond 
and consignee requested the delivering carrier to divert the 
shipment to the second point. As a result, the movement be- 
came subject to an arbitrary, resulting in charges in excess 
of that originally contemplated at the time of our bid. 

The diversion was made without our knowledge or con- 
sent and the delivering carrier is billing us for the additional 
charges. 

Is the carrier within his rights in accepting diversion in- 
structions from the consignee on a prepaid shipment? If he is, 
should he first determine to whom the additional charges are 
to be billed? 

Specific reference to similar instances would be appre- 
c ated. 

Answer: There are several cases involving the liability of 
the party who reconsigns the shipment for freight charges, 
some of which hold that party liable, while other cases hold 
the party reconsigning the shipments not to be liable for the 
freight charges. The cases which hold that the party who 
reconsigns a shipment is not liable for the freight charges are: 
Davis vs. City Fuel Co. 248 S. W. 572; C. & O. Ry. Co. vs. 
Southern Coal, Coke & Mining Co., 254 Ill. Apl. 238 (certiorari 
denied 262 U.S. 860, 51 S. Ct. 34); Dare vs. N. Y. C. R. Co., 
20 Fea. (2d) 379; N. Y. C. BR. Co. vs. Sharp, 206 N. Y. S. 755; 
C. C. C. & St. L. vs. Sou. Coal Co., 248 S. W. 297; Wallingford 
Bros. vs. Bush, 255 Fed. 949; Railroad Co. vs. Browne Grain Co., 
166 S. W. 400, the latter two cases being cited in the case first 
referred to. 

The cases which hold to the contrary are N. Y. C. R. Co. 
vs. Warren-Ross Lumber Co., 137 N. E. 224; New Jersey Cen- 
tral Ry Co. vs. McCartney, 52 Atl. 575; C. B. & Q. R. Co. vs. 
Evans 22 S. W. 853; R. Co. vs. Townsend, 100 Atl. 355; N. Y. 
C. R. Co. vs. Maloney, 244 N. Y. S. 395; P. R. R. Co. vs. Rice 
Coal Co., 148 N. E. 349; Wabash Ry. Co. vs. Horn, 40 Fed. 2d 
905; Central R. Co. of N. J. vs. National Asbestos Mfg. Co., 
127 Atl. 184; C. L. Hilis Co. vs. L. & N., 162 N. E. 761; New 
York Cent. R. Co: vs. Frank H. Buck Co., 41 Pac. 2d 547; 
Penna. R. Co. vs. Mistrot, 199 Sou 163; New York Cent. R. Co. 
vs. Guyon Coal & Coke Co., 274 N. W. 718; Penna. R. Co. vs. 
Rothstein, 165 Atl. 752; New York Cent. R. Co. vs. Brown, 274 
N. W. 715; Alton R. Co. vs. Gillarde, 37 N. E. 2d 571; Case vs. 
Union Pac. R. Co., 241 Pac. 693; Penna. R. Co. vs. Rubin, 198 
Att. S21. 

The party to whom the shipment is reconsigned may also, 
under certain conditions, be held liable for the charges. New 
York Cent. R. Co. vs. Trans-American Petroleum Corp., 108 
Fed. 2d 994; Southern Ry. Co. vs. Herndon, 179 S. E. 306. 


Tax on Freight Transportation—Shipments Consigned to 
Governmental Agencies 


Michigan.—Question: We wrote the following letter to the 
Internal Revenue Office, with reference to the correct appli- 
cation of the 3 per cent Excise Tax on Transportation Charges: 






Ma 
TRAFFIC WORL 


Some time ago we received from your office Tax Exemption Blank 
Forms 798 and 795, with reference to the payment of tax on tran 
portation charges. 

At regular intervals we are asked to make shipment of carloads 
salt to state institutions, government projects, and the like, who, y, 
understand, are exempt from the 3 per cent excise tax On transpo; 
tation charges. However, in some instances, we are requested to prepa) 
these transportation charges, and we feel because we do this for the; 
account, the reason sometimes being that wherever the salt shipmer 
may be consigned to there is no money available for the payment ,/ 
freight charges, the invoices covering such shipments being paig g 
either state capitals or other centrally located points, we say we fe 
that under these circumstances we should not be asked to pay the 3 pe, 
cent excise tax on such transportation charges, which we have bee 
obliged to pay in several instances and for which we have filed ove; 
charge claims against railroad companies, who, however, have decling 
refunding of such taxes. 

We are just wondering if you can give us the correct interpret: 
tion of this act, or code, that we may be governed accordingly 
future shipments of this kind, and, if necessary, make proper arrange. 
ments that freight charges be collected at destination instead of pr. 
paying for consignee’s accounts for reasons heretofore mentioned. 


We will be glad to have your opinion as to whether th 
shipper is penalized by having to pay this tax when, for the 
benefit of tax-exempt consignee, freight on such shipment js 
prepaid. 


Answer: The only exemption from the 3 per cent gov. 
ernment transportation tax is on an amount paid by the United 
States or any agency or instrumentality thereof or by a state 
or political sub-division of a state when the payment is mad 
directly to the carrier by the governmental agency. Therefore 
in the case of a prepay shipment, the transportation charge an¢ 
tax must be paid by the consignor, regardless of the fact that 
if the shipment had been delivered to a state or political sub. 
division thereof at an open station and the transportation 
charges were paid direct to the carrier, there would have been 
no tax assessed. 


We know of no exemption certificates available so as t 
make it possible for you to avoid payment of the tax. The only 
remedy is to make arrangements for the payment of the 
charges to the carrier by the state or other governmental agency 
or for your reimbursement, if you pay the tax. 


Motor Carrier—Transportation of Shipment in More Than 
One Truck 


Massachusetts—Question: Referring to the item in the 
May Ist issue of the Traffic World, page 1030, headed “Truck 
Rate Controversy.” We have on a few occasions had cases 
like the one discussed in the Traffic World. 


We have commodity truck rates with a minimum weight 
of 20,000 pounds to several points in New England. There are 
times when we can get the full 20,000 pounds on one truck, 
and again there are times when we load a truck to its cubical 
capacity and finish the 20,000 pounds out on another truck. In 
other words, at all times we have 20,000 pounds of merchandise 
offered for shipment. 


We are interested in knowing if we are violating any inter- 
state rules by putting the balance of the 20,000 pounds on 
another truck. Any information you can give me concerning an 
operation of this kind will be greatly appreciated. si 

Answer: With respect to this question, see the decision in 
Peanut Butter from Montgomery, Ala., to Georgia, 22 M. C. C. 
375, in which the Commission said: 


At the hearing, respondent indicated that it would not be its prac 
tice at all times to transport the entire shipment offered by a shippe! 
in a single vehicle. At times, when shipments would be tendered to 
respondent, it would transport part in one vehicle and the balance 0 
one or more other vehicles. Respondent did not definitely so state, but 
there is an indication in the record that it would be its practice at 
times to transport part of the shipment from the shipper’s premisés 
one day and part another day. When shippers are accorded a rate 
lower than the less-than-truckload rate in consideration of their tende! 
of a shipment of a certain minimum, the entire minimum weight should 
be available for transportation from the shipping point at one time. 
By transporting truckload or volume shipments in part lots, motor 
common carriers would open the door to abuse of their tariff provi 
sions requiring tender of the minimum weight as a condition precedent 
to the application of the truckload or volume rate. Knowing that 4 
motor carrier only picks up part of a truckload or volume shipment at : 
one time and part at another, a shipper might easily adopt the practic 
of tendering part of a truckload shipment for transportation at the 
truckload rate, with the promise of the balance at some other time, 
and this receive less-than-truckload transportation at truckload °% 
volume rates. * * * ’ 

We have not condemned the minimum weights of motor carriers 
which can only be transported in more than one vehicle. Yet we 
believe that all rates subject to a minimum weight should be restricted 
to apply only when the shipments which equal or exceed the minimum 
weight are actually tendered to the carrier for transportation from one 
shipper and are transported from the point of origin in one day and on 
one bill of lading, subject, of course, to any tariff provisions allowing 
split pick-ups or partial loading in transit. This view is in consonance 









———— 
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BETTER. PA 
SEALING TAP 


ALSO 
CANADA, 
AUSTRALIA, 
ENGLAND 


Service IN ALL PRINCIPAL CITIES 


TO KEEP YOUR COUNTERBOY TIP-TOP 


We want to help Counterboy customers keep up the good 
work of protecting shipments, saving time, and saving labor. 


Maximum merchandise protection from the use of sealing 
tape demands: (I) never-varying water level in the brush tank, to 
stabilize tape moistening; and (2) the establishment of the correct 
pressure required to force water into the tape's gum at high speed. 


Counterboy Automatic Moistening Control and Automatic 
Water Supply does that, and we want to keep it doing that. Better 
Packages’ sealing-tape machines never need babying, but they do 
need a bit of attention now and then for constant top-flight results. 


Kept in shipshape condition, and once set, all it takes is a 
stroke of the handle by either a veteran or a beginner to safely seal 
shipments, hasten work and put labor to efficient use. 


May we SERVE you? 


BETTER PACKAGES, INC., SHELTON, CONN. 
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carpeting from Official to Southern Territory, 237 


Damages—Released Valuation—Injury to Goods 


Florida.—Question: I will thank you to furnish me your 
decision on the following: 

A shipment of wearing apparel, packed in trunks and 
wooden cases, was shipped by Southern California Freight 
Lines, forwarders, from Sunland, California, September 4, 
1942, to John Jones, Miami, Florida, routed Southern Pacific 
Railroad. 

This shipment was over-due, was traced by the writer and 
located in the baggage room of the Southern Pacific Railroad 
on November 14, 1942, and was then forwarded to Miami via 
Southern Pacific Railroad, evidently being delivered to the bag- 
gage room by the Southern California Freight Lines, forward- 
ers. Their bill of lading shows Southern Pacific Railroad 
routing. 

John Jones, the consignee, was also the shipper. He and 
his family drove by automobile to Miami, bringing with them 
only enough clothing to do them until such time as the ship- 
ment arrived. 

Upon arrival of this shipment, all the rubber goods were 
worthless and all the leather goods, such as shoes, were mil- 
dewed to such an extent that they were practically worthless. 

This delay also caused the consignee to purchase clothes 
for he and his family to be presentable. 

The shipment was shipped on a released valuation of 10c 
per pound, and the writer has handled with the Southern Cali- 
fornia Freight Lines, forwarders, advising them of the loss and 
the expense to the consignee, and asked them for a comment 
as to the filing of a claim on this material. 

They replied, that some error had been made, and the 
shipment was placed in the baggage room, but that as the 
material had been released on the valuation of 10 cents per 
pound, the consignee would only be entitled to that much 
damages. 

The consignee had to have all clothing dry cleaned, and 
purchased necessary wearing apparel to keep he and his family 
in a presentable condition, until shipment arrived, to the extent 
of $161.00. 

Will appreciate you advising as to what you think would 
be a reasonable settlement, or how to file claim on this par- 
ticular transaction. 

Answer: Presumably, the shipment moved in freight trans- 
portation as household goods, inasmuch as it was shipped at a 
released valuation of 10 cents per pound. 

As to the measure of damages where injured goods are 
released to a stated valuation, see our answer to California, on 
page 1413, of the November 29, 1941, Traffic World, under the 
above caption. 

In an action for loss of, or injury to goods shipped, only 
such damages are recoverable as were contemplated, or might 
reasonably have been contemplated, by the parties. To author- 
ize a recovery of such damages as would not ordinarily flow 
from the loss or injury, it is essential that at the time of ship- 
ment the peculiar circumstances from which special damages 
would arise because of such loss or injury should be made 
known to the carrier. Florida East Coast Ry. Co. vs. Peters, 
83 So. 559. 


On the other hand, if the peculiar circumstances from which 
special damages would arise are made known to the carrier 
at the time the property is delivered and accepted for trans- 
portation (Missouri Pac. R. Co. vs. Burnett, 247 S. W. 1047; 
Ryley-Wilson Grocer Co. vs. St. Louis & S. F. R. Co., 184 
S. W. 915), or if the carrier already knew, or in the exercise 
of ordinary care should have known, of the circumstances, 
special damages are recoverable. 

The value of clothes purchased because of delay in trans- 
portation are, in our opinion, special damages. 


Sales—Passage of Title 


Pennsylvania.—Question: Will you please distinguish the 
legal limits on the following, as regarding the passing of title 
from seller to buyer? 


F. O. B. shop—freight collect. 
F. O. B. shop, with freight prepaid to destination. 
F. O. B. destination. 


We have, at times, quoted prices for our products on each 
of the above bases. Many times our customers have requested 
that we change the wording of our quotations, especially where 
the prepayment of freight charges are involved. Due to this 
technicality, will you kindly answer this question? 

Answer: Where the sale is of specific identified chattels or 
articles appropriated by the seller to fulfillment of the contract, 
the question as to when the title passes is primarily one of the 


intention of the parties, to be derived from the terms of the 
contract and the circumstances of the case. 

A general usage or custom of the trade or business jp 
question may be controlling to show the intention of the partie 
as to when the title passes and effect will be given thereto jf 
the intention of the parties is otherwise left indefinite. 

Where the provision is F. O. B. at point of shipment th 
title will pass, as a general rule, when the property is placej 
on the cars for shipment. On the other hand, where the proy. 
sion is for delivery F. O. B. point of destination the title is not 
as a rule, considered to pass, until the subject matter ha 
reached such point, as the delivery to the carrier is not ; 
delivery to the buyer. 

If the place of shipment is the place where, under the 
terms of the contract, delivery is to be made to the buyer, the 
fact that on delivery to the carrier the seller pays or guar. 
antees the freight will not prevent the delivery from consti. 
tuting a delivery to the buyer. The payment of freight by the 
seller is, however, evidence to show that the seller assumed 
the duty of delivering at the point of destination, and will pre. 
vent, if such is the case, the delivery to the carrier from bein; 
considered a delivery to the buyer. 

If, under the contract of sale, the payment of the freight 
charges is assumed by the seller, and the freight charges are 
not charged against the purchaser, this fact, in the absence oj 
provisions in the contract of sale to show a contrary intention, 
would be evidence going to show that the seller assumed the 
duty of delivering the goods at the point of destniation, and 
will prevent the delivery to the carrier from being considered 
a delivery to the buyer. That is, it will be considered that the 
goods were sold F. O. B. point of destination and not F. O. B. 
point of origin. See the decisions in Neimeyer Lumber Co. ys, 
Burlington, etc., R. Co., 74 N. W. 670; McLaughlin vs. Marston, 
47 N. W. 1058; Dannemiller vs. Kirkpatrick (Pa.), 50 Atl. 928, 











NEW COMPLAINTS FILED 


. 28972, interstate commutation fares—New England. 

Following findings on further hearing in Ex Parte 148, investi- 
gation instituted by the Commission into and concerning the rea- 
sonableness and lawfulness otherwise of interstate commutation 
fares between points within the New England states of Maine, New 
Hampshire, Vermont, Connecticut, Massachusetts, and Rhode Is- 
land. 

. 28973, interstate commutation fares—New York. 

Following findings on further hearing in Ex Parte 148, investi- 
gation instituted by the Commission into and concerning the reason- 
ableness and lawfulness otherwise of interstate commutation fares 
between points in New York state, and between points in New 
York state. on the one hand, and points in other states, on the 
other. 

. 28974, interstate commutation fares—Chicago, Ill., district. 

Investigation instituted by the Commission, following findings 
on further hearing in Ex Parte 148, into and concerning the reason- 
ableness and lawfulness otherwise of interstate commutation fares 
to and from points in the Chicago, IIll., district. 


No. 28975, interstate commutation fares—Philadelphia, Pa.-Camden, 
N. J., district. 

Investigation instituted by the Commission, following findings on 
further hearing in Ex Parte 148, into and concerning the reason- 
ableness and lawfulness otherwise of interstate commutation fares 
to and from points in the Chicago, Ill., district. 

No. 28977, Limits Industrial Building Corporation, Cicero, IIl., et al. 
vs. Baltimore & Ohio Railroad Co. et al. 

Alleges, in violation of section 1, failure of the B. & O., and of 
the B. & O. Chicego Terminal Railroad Co., to make deliveries 
over a switch track since Aug. 26, 1942. Asks a hearing, and orde! 
directing the B. & O. and the terminal railroad to operate the 
switch track. (Simon Herr, 1321 S. Cicero Ave., Cicero, III.) 

No. 28978, Geo. A. Hormel & Co., Austin, Minn., et al. vs. Atchison, 
Topeka & Santa Fe Railway Co. et al. 

Rates on fresh meats and packinghouse products, from points in 
Iowa, Minnesota, Kansas, South Dakota, Wisconsin and _ Illinois, 
to points in Washington, Oregon, California, Idaho, Montana, 
Nevada, Utah, New Mexico and Arizona, in violation of sections 
1 and 3. Asks cease and desist order and establishment of reason- 
able and non-prejudicial rates. (Warren H. Wagner, Investment 
Bldg., Washington, D. C.) 

Ex Parte No. 155, ownership of stock in freight forwarders. 


Inquiry and investigation instituted by the Commission, on its own 
motion, pursuant to the provisions of section 411(d) of part IV 
of the interstate commerce act, to determine whether any of cel- 
tain individuals named as respondents, who are stockholders of 
freight forwarders and officers, directors, or owners of common 
carriers by motor vehicle subject to part II of the act, are violat- 
ing the provisions of section 411(c) of part IV of the act, and to 
issue an order requiring any such respondents to take such action 
as may be necessary to prevent continuance of any such violation 
which may be found to exist. 

. 28979, National Casket Co., New York, N. Y., vs. A. G. S. et al. 

Rates, lumber, Natchez, Miss., to Nashville, Tenn., and subse- 
quently shipped to Louisville, Ky., in violation of sections 1, 3 
and 4. Asks a cease and desist order, rates and reparation on 
shipments forwarded to Louisville since Jan. 29, 1943. (T. M. 
Henderson, 407-08 Chamber of Commerce Bldg., Nashville, Tenn.) 
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What makes 


MERCHANTS 


Policies | 


Having covered this territory of many good cities and 
towns for a long time, MERCHANTS has a warm feeling 
for these folks out here. They are friends of MERCHANTS 
and customers of yours. As friends of ours and someone 
else’s customers we want to take care of them—anyway, it 
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miles of 


is good business to do so. 

We have always en- 
joyed giving good service 
but with those added con- 
siderations we have every 
reason to give your cus- 
tomers the care you want 
them to have. 

Keeping loss and dam- 
age to a minimum that’s 


ot 


’ 3 ‘ous i Vast st Lous 


one thing; it’s more important than ever—shipments are 
hard to replace. Moving freight across our docks and on 
its way quickly, that’s another: everyone needs what he 


has ordered in a hurry. 


In fact, everything we do, the care we give our equip- 
ment, the kind of men we keep, the training we give the 
men, are all directed toward giving your customers the 
kind of service you want them to have. That all applies 
whether you ship from, into or through MERCHANTS 


1 territory. 
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Move a Larger Volume 


FASTER, with the 


SYSTEM 





® Handling larger volume—max- 
imum utilization of equipment— 
and minimum re-handling .. . 
are three important reasons for 
the rapid rise in popularity of the 
Fork Truck —“Trackless Train” 


System. 


1. Handle: A Mercury “Jeep.” Sit- 
Down Center Control Fork Truck un- 
loads pallets from box cars deposit- 
ing loads on waiting trailers. 


2. Haul: When trailers are loaded 
a Mercury “Tug” Electric Tractor 
hauls the train to its destination, The 
tractor, being a separate unit, works 
continuously, never idle for loading 
or unloading. And as “The Track- 
less Train” has no fixed path, it 
may travel anywhere that necessity 
dictates. 


3. Stack: Upon the train’s arrival at its destination the tractor is un- 
coupled and sent on its way. A Mercury “Jeep” unloads the trailers, 
stacking the pallet loads to ceiling heights. 


For detailed information on Mercury Trucks, Tractors, and Trailers, 
request the Mercury Ready Reference Catalog. 


THE MERCURY MANUFACTURING COMPANY 
4134 South Halsted Street, Chicago, Illinois 


TRACTORS, TRAILERS, LIFT TRUCKS 
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Transportation Board Money 


C. E. Childe, member of the transportation board, submitted 
to the Senate appropriations committee a statement in which 
he said the board’s interterritorial rate study did not end its 
studies dealing with freight rates. 

“The whole program of the board, concerning the relative 
economy and fitness of carriers and the methods by which each 
type can and should be developed to provide a national trans- 
portation system adequate for the commerce of the United 
States, has little significance unless the public is provided with 
the best and most economical transportation services, at rates 
which fairly reflected the cost and value of the service ren- 
dered—for every shipper and in every part of the country,” 
said he. “Maladjustments of freight charges lie at the root of 
deep-seated and long-standing transportation troubles of the 
country, which this board was created to investigate and 
solve.” 

Mr. Childe said the board was making “the most complete 
study of rail traffic of the country that has ever been under- 
taken.” 

“We have obtained copies of nearly a million waybills, a 
cross-section of the carload rail traffic throughout the country, 
for the year 1939,” said he. “This is supplemented by data com- 
piled elsewhere of one day’s rail traffic in 1933 and two days’ 
traffic in 1942. We are also gathering available information 
about traffic by motor carriers, water carriers, pipelines, and 
air carriers, and general statistics on production, distribution, 
and transportation throughout the country. All of this, taken 
together, will afford for the first time a comprehensive picture 
of the volume and flow of our national commerce.” 

Further, he said, the board was undertaking to show the 
costs of transportation by all types of carriers. 

Nelson Lee Smith, chairman of the board, reviewed the 
program of the board in testimony before the committee. 

It would be impossible for the board to deal adequately 
with the important problems involved in the few months re- 
maining before July 1, the end of the present fiscal year, said 
he. Much of the work would have to be left incomplete and 
much of its value would be lost, if the board could not carry on 
beyond July 1, said he. 

Senator McKellar said it seemed to him that the board, 
having accomplished as much as it had, “with a very excellent 
report made and with that much out of the way,” ought to be 
able to get along on a reduced appropriation ‘‘and I hope you 
gentlemen will do it.’ 

“We need all the money we can save to win this war,” said 
Senator McKellar. “We already have a terrific tax rate. At 
present, you know, of course, the law is against you, because 
it provided you should wind up on June 30, and we have to 
change that law, which takes two-thirds of the Senate, in order 
to put this in. I would like for you to re-examine your situation 
and see if it isn’t possible to do this work you speak of, which 
I think is quite desirable, on a lesser amount of money.” 

_ Presumably, Senator McKellar was referring to the provi- 
sion that the board should complete its work with money here- 
tofore appropriated. 

Chairman Smith said the board had sharpened its pencil in 
preparing its estimate, but Senator McKellar said it hasn’t 
sharpened it very much. The senator added “you are going to 
have a lot of trouble unless you cut down this appropriation.” 

_ In presenting his statement, Mr. Childe said he didn’t be- 
lieve ‘the economy and fitness of transportation has much 
meaning to the public, unless it is translated into rates and 
charges which are fair for the transportation service rendered.” 

The appropriation bill provides that the $350,000 recom- 
— for the board shall remain available until September 

Without a word of discussion, the Senate, May 24, agreed 
to the amendment to the independent offices appropriation bill 
providing $350,000 for the Board of Investigation and Research. 
The House has to act on the amendment. 


RADIO OPERATORS ON SHIPS 


Chairman Bland, of the House merchant marine commit- 
tee, has introduced H. R. 2750, to set aside for the period of 
the emergency proclaimed by the President on Sept. 8, 1939, a 
requirement of existing law that at least one radio operator 
on each cargo ship have not less than six months’ previous 
service as a qualified operator in a station on board a ship or 
ships of the United States. 


CHANGES IN DOCKET 


Hearing MC 78786 Sub. 123, May 24, Los Angeles, Calif., canceled. 
Hearing W-157, May 28, Washington, D. C., postponed to date to be 
fixed. 


Hearing MC F-2184, May 29, Richmond, Va., canceled. 
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Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


June 1—Chicago, Iti1.—Sherman Hotel—Examiner Dillon: 
1. & S. M-2203—Leather, Sault Ste. Marie to Chicago and Milwaukee 
1. & S. M-2166 and sups. 1 and 2—Exceptions to application of rate 
in east and west. 
1. & S. M-2148—Minimum rates of American Carloading Corp. 


June 1—Detroit, Mich.—Fort Shelby Hotel—Examiner McGrath: 
W-592—T. J. McCarthy Steamship Co., common carrier application, 
W-729—Automotive Trades Steamship Co., common carrier ap. 


June 1—Minneapolis, Minn.—Nicollet Hotel—Examiner Haden: 
I. & S. 5215—Aggregate tonnage to Minn. and N. D. 
1. & S. 5216—Paper articles between Chicago and Twin Cities. 


June 1—Philadelphia, Pa.—Philadelphian Hotel—Examiner Clifford: 
MC F-2035—Willard Sulzberger Motor Co., purchase, Apex Express, 
* MC F-2147—Service Transportation Co., purchase, Ruzila’s Express 
Service, Inc. 
June 1—Washington, D. C.—Argument: 
Valuation Docket 1267—Valuation pipe line Champlin Refining Co, 
28498—Ethyl Gasoline Corp. vs. Can. Nat. Rys. et al. 


June 1—Washington, D. C.—Examiner Romero: 

* Finance 14203—Application of B. & O. to modify agreement for opera- 
tion under trackage rights over a line of P. & L. E. in Pa. 

June 2—Brooklyn, N. Y.—Hotel St. George—Examiner Cremins: 

* Finance 10882—C. M. St. P. & P. reorganization. 


June 2—Brooklyn, N. Y.—St. George Hotel—Examiner Konigsberg: 
W-463—James Hughes, Inc., common carrier application. 


June 2—Newark, N. J.—Pub. Utilities Comm.—Examiner Clifford: 
MC F-2176—P. S. Whitescarver, purchase, Jersey Coast Transit Co. 
June 2—Washington, D. C.—Argument: 


MC C-319—Detroit Board of Commerce vs. Advance Transportation 
Co. of Illinois et al. 


June 3—Brooklyn, N. Y.—Hotel St. George—Examiner Clifford: 
* MC F-2174—P. B. Mutrie Motor Transportation, Inc., purchase, 
Pioneer Trucking Corp. 
June 3—Chicago, II!.—Sherman Hotel—Examiner Dillon: 
1. & S. M-2233—Transamerican Freight Lines classes in C. F. A. 


June 3—Des Moines, la.—Kirkwood Hotel—Examiner Bernhard: 
* Finance 12545—Fort Dodge, Des Moines & Southern reorganization, 


June 3—Kansas City, Mo.—Hotel Pickwick—Commissioner Lee: 
MC 104346—Oscar Meador-Heavy Hauling, Joplin, Mo. 


June 3—Minneapolis, Minn.—Hotel Nicollet-—Examiner Haden: 
1. & S. M-2191—Minn. and N. D. assembling and distribution rates. 
28896—F reight forwarder rates conditioned on aggregates of tonnage. 
June 3—Philadelphia, Pa.—Hotel Philadelphian—Examiner Alvord: 
MC 100297 and Sub. 1—J. C. Galloway, Wilmington, Del. 
June 3—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Stiles: 
28951—M. N. Landy Co. vs. P. R. R. 
June 3—Washington, D. C.—Examiner Job: 
Fourth Section Application 19474—Tanning extracts from southern 
territory. 
June 3—Washington, D. C.—Examiner Romero: 
* Finance 14188—Application of LaSalle & Bureau County R. R. to ac 
quire trackage rights over C. & N. W. and N. Y. C. in Il. 


June 4—Brooklyn, N. Y.—St. George Hotel—Examiner Alvord: 
MC 36536 Sub. 1—Hoffman’s Motor Transportation, Belleville, N. J., 
certificate to extend operations. 


June 4—Brooklyn, N. Y.—Hotel St. George—Examiner Clifford: 
* MC F-2180—S. S. Schupper, control, Interstate Magazine Hauling Corp. 


June 4—Denver, Colo.—Shirley Hotel—Examiner Fuller: 
1. & S. 5212—Cement, Portland, Colo., to Ariz. and N. M. 


June 4—Duluth, Minn.—Duluth Hotel—Examiner McGrath: 
I. & S. 5142—Receipt and delivery of freight at Duluth docks. 
June 4—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Stiles: 
28927—National Forge & Ordnanfe Co. vs. P. R. R. et al. 
28939—Buchman Manufacturing Co., Inc., vs. P. R. R. 
June 4—Washington, D. C.—Argument: 
28714—Swift & Co., Inc., vs. B. & O. et al. 
MC C-301—Armour and Co. vs. Midway Transit Co. 
June 4—Washington, D. C.—Examiner Molster: 
* Finance 14192—Application of K. C. S. and Texarkana & Fort Smith 
for authority to merge properties of latter into former. 
* Finance 14193—Application of K. C. S. and Kansas City Grandview fot 
authority to merge properties of latter into former. 
June 5—Brooklyn, N. Y.—St. George Hotel—Examiner Alvord: , 
MC 104260—Papyrus Trucking Co., Inc., New York, N. Y., permit, 
June 5—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Stiles: 
28956—American Radiator & Standard Sanitary Corp. vs. A. T. & 5. PF. 
et al. : 
June 7—Bay City, Mich.—U. S. Ct.—Examiner Sullivan: ; 
Finance 14135—Application of Detroit & Mackinac for abandonme 
of line from National City to Prescott, Mich. 








